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INTRODUCTION 

1. the Chainnan, Estimâtes Committee, having been authorised 
by the Committee to submit the Report on their behalf , présent this 
Seventy^-third Report on the Ministry of Shipping and Transport — 
Coastal Shipping. 

/ 

I 

2. The Committee took évidence of the représentatives of the 
erstwhile Ministry of Transport and Shipping (now renam^ Minis- 
try of Shipping and Transport) at their sittings held on the 15th 
October, 1968. The Committee wish to express their thanks to the 
Secretary and Joint Secretary, Ministry of Shipping and Transport; 
Director General of Shipping; Nautical Adviser^ Additional Mem- 
ber, Mechanical, Railway Board; and other officers of the Ministry 
•f Shipping and Transport and Railway Board for placing before 
them the material and information they wanted in connection with 
the examination of the estimâtes. 

3. They also wish to express their thanks to Dr. A. Ramaswamy 
Mudaliar, Chairman, Indian Coastal Conférence and Président, In- 
dian National Steamship Owners' Association for glvlng evidenoe 
and making valuable suggestions to the Committee on the 24th 
Augnst, 1968. 

4. The Report was considère^ and adopted by the Committee on 
the 7th March, 1969. 

5. Summary of recommendations/conclusions contained in the 
report is appended. (Appendix V). 

6. A statement showing the analysis of recommendations contain- 
ed in the Report is also appended (Appendix VI) . 



New Delhi; 
Match 19, 1969 



Phalguna 28, 1890 (Saka). 



P. VENKATASUBBAIAH, 

Chairman, 
Estimâtes Committee. 



(V) 



CHAPTER I 
INTRODUCTORY 

A. Importance of Coastal Shipping 

1.1. Every maritime country looks upon its shipping as a great 
national asset, a powerful instrument of national économie policy, a 
^tal need for the growth of its trade and commerce and a second 
line of national defence. In many of thèse countries even coastal 
shipping is considered a national activity of great importance. For 
a country like India with its geographical position and its long 
coastal line of about 5,000 kms having access to the sea on three 
sides, coastal shipping has a basic importance. It serves not only 
such a long coast line but also more than 150 milometres hinterland. 
Thus it serves about 7:50 lakh square kilomètres of hinterland which 
îs about one-fourth of the area of the Union of India. 

1.2. Besides being an intégral part of the domestic transport Sys- 
tem, which is ideally suited for carrying bulk cargoes at low co&t 
as well as transportation from port to port, it provides employment 
for a large number of traditional seamen and supports substantially 
a wide range of activities which are ancillary to ship opération like 
shipbuilding, shiprepairs, port management, stevedoring, etc. It 
also serves as a nursery and a training groimd for the country's 
overases shipping and provides a nucleus of vessels and personnel for 
overseas use in times of emergency. It constitutes the first reserve 
which is readily available in an emergency-more easîly than shîps 
scattered in foreign waters ail over the world. An adéquate fleet 
of coastal shipping is thus not only an économie necessity but also 
a valuable asset in times of emergency. 

1.3. The important place, which coastal shipping occupies in the 
transport system of the country has received wide récognition at 
the hands of various authorities like the World Bank, Railway Frei- 
ght Rate Structure Committee, Committee on Transport Policy and 
Co-ordination, Rail-Sea Coordination Committee etc. An important 
observation made by the Président of the World Bank in 1956 in 
his letter to the Finance Minister of India in connection with the 
second five year plan targets deserves to be noted. It is that "Lack 
of adéquate transport facilities threatens to constitute the bottleneck 
in the country's économie development" and therefore, "attention 
should be given to the possibilities of improving the operational efi5- 



riency. of Railways and of encouraging road transport ànd coastat 
Bhipping." The emphasis laid on the need to encourage road trans- 
port and coastal shipping in addition to improving the operational 
afficiency of Railways is significant. It means that the country*s inter- 
nal transportation cannot dépend entirely on Railways and needs to 
be properly supplemented by other forms of transport including 
coastal shipping. The abqve prophétie observations made by the Pré- 
sident of the World Bank proved correct, when as a resuit of transport 
bottleneck which the Railways bad developed in 1961, the coastal 
shipping was called upon to provide increased capacity for move- 
ment of coal from one million tons to two million tons on the 
basis of a décision taken at the Cabinet level. 

1.4. Another important rôle which the coastal shipping has re- 
cently started to play is to assist the promotion of export trade to 
adjacent countries. The Indian coal has recently started moving to 
its traditional markets Colombo and Burma, against annual c.i.f. 
contracts entered into by the MMTC and the Shipping space for 
thèse movements is provided by Indian Coastal Ships. Thèse are 
export commitments and hâve to be met on priority basis. They 
are incidently the only eamers of the much-needed foreign ex- 
change for the coastal fleet. 

1.5. The MMTC hâve also recently secured a contract for the 
export of coal to Hongkong, but thèse shipments are being made in 
foreign chartered vessels, as no coastal ship can be diverted due to 
the existing acute shortage of coastal tonnage. 

1.6. A few small vessels hâve also been diverted to cater to Bom- 
bay/Persian Gulf trade, which has shown phénoménal increase par- 
ticularly for steel bars, pipes etc. after the closure of Suez Canal. 
The Coastal ships are also being utilised for movement of rice from 
Burma and occasionally for lightening of foodgrains ships and 
transport of clinker and cernent to Colombo. 

B. Indian Coastal ISiipiring before Independence 

Hisiorical Background 

1.7. Before indepentience the Coastal sea-bome trade of India, 
was mainly in the hands of British Shipping Companies uiz- the 
British India Steam Navigation Co. and the Asiatic Navigation Co., 
Indian Shipping Unes provided only about 33 per cent of the shipping 
wrvicea. The aUocation of trafflc between British and Indian Lines 



was regulated by the terms of the Tripartite Agreement of 1934 
which covered coastal traflBc and trade with adjacent countries like 
Burma and Ceylon. 

1.8. In the year 1938-39, nearly 46 per cent of the purely coastal 
trade of the country was made up of articles wholly or mainly manu- 
foctured raw materials and articles wholly or mainly immanufao- 
tured constituted another 32 per cent., while the remaining 22 per 
cent, of the trade consisted of food, drink and tobacco. In the same 
year India's export of food articles to Burma and Ceylon amounted 
to 30 per cent of the total export trade; the share of raw materials 
and articles mainly unmanufactured was 15 per cent while that of 
mainly manufacturéd articles was 45 per cent. On the import side 
the share of food, drink and tobacco was 52 per cent and manufac- 
tured articles 3 per cent. Thus it will be seen that the prédominant 
group was that of manufactures both in the coasting trade and 
India's export trade with Burma and Ceylon, while imports from 
thèse two countries were almost wholly food articles and raw mate- 
rial. 

1.9. The average cargo lifted by Indian Shipping Companies dur- 
ing the period of 6 years ending 30th June, 1938 amount to about 
25 per cent of the total trade. The total quantity of imports and 
exports in the fiscal year 1938-39 amount to 42 lakh tons, which com- 
pare favourable with 37 lakh tons actually carried by the shipping 
companies. 

1.10. The First World War with its taie of sinking of ships and 
the plight of some neutral countries who depended for their sup- 
plies on foreign shipping brought home to ail maritime countries the 
knportance of an adéquate national mercantile marine. Several 
countries built up their merchant marines, as a resuit of which the 
world tonnage showed a steady rise during the two décades that 
followed the war. The then Government of India, however, took 
practically no steps to assist the development of coastal shipping. 
There were persistent demands from the public, both inside and 
outside the legislattire, for the speedy development of national ship- 
ping, but the only step taken by Government was appointment of 
an Indian Mercantile Marine Committee 1923 to recommend suit- 
tble steps for the development of national shipping. This Commit- 
tee, which submitted its report in 1924 made several reconmienda- 
tions induding the réservation of the coastal trade and grant of 
sobildies and other forms of state aid to national shipping. But the 
mùy action taken by Government was the establishment ol ^\t«!ccC\£l^ 



înstitution viz. ^^Dafferin" for tbe training of Tndians as navigation 
and engineer officers. 

1.11. Récent Indian Shipping history may be legarded as having 
commenced with the establishment of tbe Scindia Steam Naviga- 
tion Co. Ltd, in 1919, which started with a voyage of their ship s^s. 
*Loyalty" on the 5th April, 1919 from Bombay to UJL Subsequent- 
ly the Company attempted to enter its home waters with six cargo 
boats bought in Lonfdon but met with severe compétition from the 
British India, and the Asiatic Steam Navigation Companies, which 
then dominated the coastal trade of India for several décades past 
However, by 1923 after the Scindia Steam Navigation Co. had shown 
the strength of its resources and mider the rapidly changing political 
and économie climate the British Indian Company entered into a 
ten-year Agreement with it. Under this agreement, the Scindia 
Steam Navigation Co. agreed to confine its activities only to the 
coastal trade of India, Burma and Ceylon, but to engage in the 
Bombay-U.K. trade or coastal passenger traffic anftl not to increase 
its fleet by more than seven vessels in a period of 10 years. 

1.12. This agreement was subsequently replaced by a tripartite con- 
férence agreement which came into force on Ist April, 1933 for a 
period of 5 years and was allow>ed to continue till 31st December, 
1939. Under this agreement the Scindia Company was admitted as 
a member of the coastal conférence and the three companies werc 
-ijotted share of the cargo trades, with the exclusion of coal and 
sait, in the foUowing proportion: 
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1.13. At this time, the other Indian companies which were in 
existence were ail small companies operating on the Malabar coast. 
Owing to compétition and fréquent rate war in this sector, Grovem- 
ment were obliged to intervene and in 1935, the then Commerce 
Minister, Sir Joseph Bhore, used his good offices and gave his awaiti, 
which later on came to be commonly known as "Bhore Award" to 
secure 85 per cent of the west coast trade to the small Indian Ship- 
ping Companies, leaving the balance 15 per cent to the three mem- 
bers of the coastal conférence. 

C. Indian Coastal Shipping since the advent of Independence 

1.14. With a view to formulating a National Shipping Policy, a 
Reconstruction Policy Sub-Committee on Shipping was appointed 
in 1945. The Committee, whose report was submitted early in 1947, 
recommended, among other things, that the ultimate target for 
Indian Shipping should be fixed at two million tons gross. They 
also recommended that coastal trade shouW be reserved for Indian 
Shipping and that a licensing scheme should be introduced for the 
purpose. Thèse recommendations were accepted by Government 
and the Control of Shipping Act, 1947, which was originally enacted 
for the purpose of regulating Indian Shipping by a System of licens- 
ing to ensure orderly movement of essential cargoes on the coast in 
the immédiate post-war period, when tonnage was in short supply, 
was amended in 1948, to bring within its purview foreign ships 
engaged in the coastal trade. 

1.15. In 1947 the Reconstruction Policy Sub-Committee on Ship- 
ping under the Chairmanship of Shri C. P. Ramaswami Aiyar made 
the following recommendations: — 

"We hâve already referred to the almost universal practice of 
reserving coasting trade to the national flag. There has 
been an insistent demand, for over two décades now, 
that the coastal trade of India should be reserved for 
shipping owned, controlled and managed by the nationals 
of the country. It is a matter of deep regret that the 
Government of India hâve not responded to this insistent 
demand of the Indian people. We would, however, ex- 
press the hope that this particular recommendation of 
ours, based on a policy recogtiised ail the world over, 
would be put into immédiate eflfect. Licensing of the 
coastal vessels is a necessary corollary to réservation and 
we hâve, therefore, recommended the constitution of a 



Shipping Board for this purpose. It wiU be the re- 
sponsibility of thc Board to ensure on the one hand that 
the trade is not penalised by any undue rise in the rates 
of freight, and to so regulate on the other hand the ton- 
nage to be licensed as to maintain the conditions of effi- 
cient opération and économie working. 

Broadly speaking this group (adjacent trade and trades 
with the Far East) comprises the whole of Africa, the 
Middle East (including the Persian Gulf), Thailand, Indo- 
China, Malaya and the Dutch East Indies. Nearly 60 per 
cent of India's export trade with this group of countries 
in the year 1938-39 consisted of food, drink and tobacco 
and the remaining 10 per cent, of raw materials and ixn- 
manufactured articles. As much as 76 per cent of our 
imports from thèse geographically adjacent countries was 
made up of raw materials and immanufactured articles 
while the rest of the trade was made up of food articles 
19 per cent and manufactured articles of 5 per cent. 

It is weU-known that Indian Shipping has practically no foot- 
ing in India's overseas trades. Barring the récent partici- 
pation to a very small extent of Indian Shipping in the 
carriage of pilgrims to Hadjaz and the récent carriage of 
rice from Java to India by a newly acquired vessel of the 
Indian Steamship Company, Indian Shipping is conspicu- 
ous by its absence in the overseases trade of India. Nearly 
70 per cent of the vessels that entered and cleared at ports 
in British India in the pre-war years was of British 
nationality. What is meant is that British ships owned 
by British ship-owners carry this trade. British Ship- 
ping is contrasted hère with Indian shipping truly 
so called. Both in the coastal trade and in the overseas 
trade of the country, it is British Shipping which has been 
occupying a prédominant position. We are of the opinion 
that Indian shipping should hâve at least 75 per cent in 
what might be described as the geographically adjacent 
trade. The total quantity of India's imports and exports 
with this group of countries was about 2i million tons in 
the year 1938-39. We would recommend that nearly 1*9 
million tons of this cargo should in future be carried in 
Indian bottoms. One of the important commo^ties which 
we supply to most of thèse countries is jute and jute 
goods, of which India has practically a monopoly. We 






have also developed our trade in cotton manufactures with 
thèse countrîes. Again, during the war some of thèse 
geographically adjacent countries had to look to Indîa 
as abnost the sole supplier of certain catégories of goods 
like cotton manufactures- We would therefore urge the 
Government of India that next to the coastal and associa- 
ted coastal trades and securing a due share of the trades 
formerly carried by axis powers, they should concentrate 
on acquiring for Indian shipping at least 75 per cent of the 
near trades described above." 

1.16. After that the Government of India enunciated a new ship- 
ping i)olicy based on the recommendations of the Sub-Committee of 
the Reconstruction Policy Committee and the Coastal trade was re- 
served exclusively for Indian flag vessels. Consequently, the Tripar- 
tite Agreement was replaced by the Coastal Conférence Agreement 
in 1951 and the Indian Coastal Conférence was established. He 
British companies continued to be associate members of the Confér- 
ence for some time. By 1953 the coastal seaborne trafic was com- 
pletely taken over by Indian shipping Unes. The Control of Ship- 
ping provisions were later incorporated in the Merchant Shipping 
Act, 1958, imder Part XIV of the Act, which covers sections 405-414 
thereof. 

1.7. It has been represented to the Conmiittee by the Indian 
Coastal Conférence and the Indian National Steamship Owners' As- 
sociation that it is a paramount necessity that the importance of 
coastal shipping should be recognised especially on two grounds 
Tlz. (a) commercial and (b) strategical. As for (a) it is always 
convenient to carry cargo moving in large bulk like coal, sait, 
cernent, foodgrains, fertilizers etc. for long distance by sea and ship 
is the convenient form of carrier for such bulk movement. As re- 
gards (b) merchant navy is the second line of defence and ships 
can be relied upon for the carriage of men and materials in times 
of emergency. The Conférence have emphasised that despite the 
acceptance of this fact by several Govemment's spokesmen, Gov- 
ernment have failed to take the necessary measures to enable the 
development of the industry. 

1.18. The Committee are of the view that the Railway transport 
System is snsceptible to the vagaries of floods and could be dislocated 
dnring war or due to other reasons. It is, tiierefore, essential ta 
have a coastal fleet which can play a snpplementary rôle in tfie 
transport systttn of the country in normal times and which wHI 
have to shoidder cmclal obligations during any emergency. 



CHAPTER n 

ORGANISATION 

A. Organisation in the Ministry 

2.1. The organisational set up in the Ministry of Transport and 
Shipping in so far as coastal shipping is concerned is as foUows: — 

Secretary 
Joint Secretary 
Deputy Secretary 
Under Secretary 
M. D. Section 

There are tbree sections in the Ministry of Transport and 
Shipping dealing with the problems of shipping and allied matters 

tnz, — 

(i) Mercantile Marine (Development and Législation section 
(M.D. Section); 

(ii) Mercantile Marine (Administration Section) (M. A. 
Section) ; 

(iii) Mercantile Marine (Trîiining Section) (M. T. Section). 

The M.D. Section is concerned with the development of shipping.. 
including coastal shipping. 

2.2. The Ministry of Transport and Shipping is concerned with 
direction and policy décisions concerning coastal shipping, while 
its implementation is the responsibility of Directorate General of 
Shipping, functioning under the Ministiy as a subordinate office with 
Headquarters at Bombay. 

B. Directorate General of Shippinfif 

Development of Coastal Shipping 

2.3. Matters pertaining to acquisition of coastal ships. grant of 
loans by Shipping Development Fund Committee to shipping corn- 
I>an)es and measures of assistance to the coastal shipping industry 
(such as concessional port charges, concession in excise duty on fuei 
oil) are dealt with in the D.G. Shipping though the final décisions 
are taken in the Transport Ministry. 

8 



2.4. So f ar as coastal trade is concernée!, the D.G. Shipping. 
maintains the folio wing statistics: 

(i) Position of Indian tonnage employed on the coast as at 
the end of each month. 

(ii) Volume of dry cargo commodity-wise carried on the coast 
during each year. 

(iii) Volume of oil products carried on the coast during eacb 
year by Indian and foreign tankers. 

(iv) Passengers carried in the coastal trade during each year. 

(v) Annual freight and passenger earnings of Indian shipping 
companies in the coastal trade. 

2.5. The allocation of work among the various sections of the 
Directorate is done under broad headings such as acquisition of 
ahips, grant of loans to shipowners, licensing of ships, training of 
Merchant Navy personnel matters pertaining to crew, measures for 
ensuring safety of life at sea, etc. which are common to both coastal 
and overseas ships. The Ministry hâve stated that it is therefore 
difficult to make any précise assessment of the volume of work reîat- 
ing exclusively to coastal shipping and the staff employed thereon. 

Issue of Licences to vessels participating in cocLStal trade 

2.6. The licensing functions of the Directorate General of Shipping 
arise out of the administration of Part VIX of the Merchant Shipping 
Act, 1958. The relevant statutory provisions dealing with licences 
are contained in sections 406 and 407 of the Act. 

Under thèse sections, Indian ships or other ships participating 
in the coastal trade by India are required to possess trading licences 
issued by the Directorate General of Shipping. The licensing powers 
hâve been taken by Government mainly to — 

(a) regulate the employment of tonnage on the coast; 

(b) ensure that, consistent with the policy of coastal réserva- 
tion, foreign ships are not employed on the coast excep* 
with the prior approval of Government; and 

(c) ensure that Indian Ships are made available for opération 
in any essential sector of the coastal trade or for the 
oarriage of any essential cargo or for meeting any national 
emergency. 
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2.7. The licences issued to coastal ships fall under the following 
catégories: 

(a) General licences are issued to vessels on the Indlan 
Registry which are intended for coastal tradmg. As the 
coastal trade is reserved for Indian ships, thèse licences 
are generally valid until they are revoked, although 
recently, the period of validity has been limited to five 
years at a time. The number of gênerai -licences issued 
to coastal vessels during the years 1965, 1966 and 1967, is 
11, 6 and 12 respectively. 

(b) Specified period licences are generally issued to foreign 
vessels which hâve to be employed in the coastal trade 
temporarily due to the non-availability of Indian vessels 
(e.g. tankers time-chartered by the Indian Oil Corpora- 
tion for the coastal movement of petroleum products) or 
to Indian vessels whose emplojrment in the coastal trade 
has to be limited to specifîed periods at a time (e.g. Indian 
tankers time-chartered by the foreign oil companies for 
spécifie periods for the coastal movement of the refînery 
products). The number of specified period licences issued 
to coastal vessel during the years 1965, 1986 and 1967 is 
7, 8 and 11 respectively. 

(c) Specified voyage licences are generally issued to foreign 
vessels to enable them to perform coastal voyage on ad 
hoc basis. They are also sometimes issued to Indian 
vessels if for any reasons they are not in possession of 
gênerai licences for trading on the coast. Such foreign 
vessels generally fall imder the following three caté- 
gorie 



(1) Ships which are permitted to lift transhipment cargoes 
on the coast Le., cargoes which are brought by foreign 
vessels from overseas and mislanded at coastal ports 
through bonafide mistakes. The cargoes to be tran- 
shipped in such cases do not generally exceed a few pack- 
ages at a time and licences are issued provided tr&n- 
shipment is effected by vessels under the ownership or 
agency of the original carriers and no extra freight Is 
paid on the transhipment. 

(ii) Tankers utilised by foreign oil companies for the coastal 
movement of refinery products. Under the Agreement 
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relating to establishment of the refineries concluded 
between the Government of India and the foreign 6U 
companies, the latter are permitted to employ foreign 
tankers on the coast for the movement of the refinery 
products. 

(iii) Foreign vessels which lift cargo from Indian ports to 
ports in Pakistan. The "coasting trade of India" a» 
defined *n the Merchant Shipping Act, 1958 covers the 
carriage by sea of goods or passengers from any port 
or place in India to any other port or place on the 
continent of India. Foreign vessels carrying cargo 
from Indian ports tp ports in Pakistan thus come under 
the licensing control of the Director General of Shipping. 
As however, the trade between India and Pakistan is 
strictly speaking an international trade and not part of 
the coastal trade, licences are freely issued a3 a matter 
of policy to foreign vessels operating in this trade. 

2.8. The number of specified voyage licences issued to foreign 
vessels during the last 3 years is given in the foUoWing statement: 

Number of Licences 



Ships atilJsed for lifting tranship- Tankers Ships pb'ir.g in the 

ment cargoes Indo-Pak Trade 

1965 77 176 133 

1966 95 177 141 
^9^ 133 140 loi 



2.9. Several other items which are common to both coastal and 
overseas ships such as training of merchant navy personnel, mea- 
sures for the safety of life at sea, recruitment of seaman, welfare 
of seamen, facilities for repairs and drydocking, etc. are also dealt 
with in the Directorate General of Shipping. 

2.10. It has been stated by the Ministry that it is difBcult to makc 
any précise assessment of the volume of work relating exclusively 
to coastal shipping, the strength of the staff employed for the purpose 
and the expenditure incurred on them. On a very rough basis, 

3508 (Aii) L.S.— 2. 
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however, thèse hâve been worked out as in the statement given 
below: 



Volume of work pertaining to coastal 

ships 


Pardculars of staff Annual 


Gazetted 


Non- ture on 
gazetted staff 


Year 




(Rs. in lal'h) 


1965 ..... 


6 


12 1-65 


1966 


5 


10 1*35 


1967 


4 


8 114 



Provision of tonnage for the rrvovement of essential commodities like 
coal, sait, timher etc. 

2.11. It has been stated that as the Director General of Ship- 
ping has licensing control over ships operating in the Coastal trade, 
he is expected to ensure that coastal ships are not diverted to other 
trades without adéquate justification and that the available coastal 
shipping tonnage is effectively employed for the movement of 
essential commodities like coal, sait, timber, etc. The Committee 
hâve been informed by the Ministry that in actual practice seldom 
exercises his statutory powers but only uses his good offices with 
the shipping companies for the purpose. 

2.12. The Committee note the functions of the Directornte General 
of Shipping in regard to the opération and development of coastal 
shipping. They are glad that although the Director General, Ship- 
ping has statutory powers in relation to the effective employment 
of the coastal shipping tonnage, he rarely uses such powers and 
uses his good offices with the shipping companies for the purpose. 
The Committee hope that this coopération will lead to practicat 
enforcement of mies. 

C. National Shipping Board 

2.13. The National Shipping Board is a permanent statutory body 
set up under Section 4 of the Merchant Shfppîng Act, 1958. Its 
functions are to advise Central Grovernment oa (i) matters relating 
to Indian shipping including the development thereof and (ii) such 
matters arising out of the Act as the Central Government may refer 
to it for advice. 
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2.14. The Board was set up on the Ist March, 1959 and has since 
been reconstituted every two years in accordance with the statutory 
rules pertaining to the Board usually meets once in three or four 
months. It has so far held 27 meetings since its inception. The 
meetings are held either in Delhi or at one or other o£ the major 
ports. From time to time the Board has set up sub-committees to 
review thèse problems and formulate proposais for their solution. 
The Board and its sub-committees hâve submitted the foUowing 
reports to the Government: 

(i) Report of the Board relating to shipping target for the 
third Plan which inter alia dealt with problems of coastal 
shipping. 

(ii) Report of the first sub-committee relating to coastal 
shipping which was adopted by the Board in 1962. 

(iii) Report of the Second Sub-Committee relating to coastal 
shipping which was adopted by the Board in 1963. 

(iv) Report of the Sub-Committee which examined the question 
of introducing gênerai cargo services with small vessels on 
the coast which was adopted by the Board in 1964. 

(v) The Report of the Third Sub-Committee relating to Coastal 
Shipping which was adopted in 1965. 

(vi) Report of the Sub-Committee which examined the ques- 
tion of acquiring additional tankers for the coastal and 
overseas trades, which was adopted by the Board in 1967. 

(vii) Report of the Study Group on coastal shipping which was 
adopted by the Board in August 1968. 

2.15. On being pointed out that although many comoiittees. sub- 
committees and study groups appointed by the National Shipping 
Board hâve examined the problems of coastal shipping, very few 
recommendations hâve been implemented and very little has so 
far been done for the development of coastal shipping, the représen- 
tative of the Ministry has stated that there hâve been studies made 
by the National Shipping Board at varions times but ''before action 
could be taken on one of the studies, the conditions of carriage and 
the conditions under which coal was required to be moved changed, 
and then a second committee was appointed and before something 
could be done on that, conditions again changed." 

2.16. The représentative of the Ministry of Transport has stated 
in the course of évidence that the National Shipping Board was a 
itmding body set up under the Indian Merchant Shipping Act and it 
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met quite often. Whenever any difficult item came up on the agenda, 
they appointed a sub-committee to go into the question and the 
sub-committee made a séries of reports. Referring to the Report 
of the sub-committee of the National Shipping Board brought out 
in April 1968, he has stated "The last Report is the most critical 
Report, and we hâve broadly accepted the recommendations made 
in that Report." 

i2.17. The Committee feel that the recommendations of the 
National Shipping Board and its sub-committees hâve not been given 
the serions considération that they deserve. The Committee iiardly 
see any justification for referring problems to the National Shipping 
Board for examination and report if their recommendations are not 
to be implemented with expédition. The Committee hope tliat Gov- 
ernment will promptly initiate action to implement those recornihen- 
dations contained in the last report of the National Shipping Board 
(August 1%8) which hâve already been accepted by the Ministry of 
Shipping and Transport. 

p. Shipping Deveippment Fund Committee 

2.18. The Shipping Development Fund Committee was establish- 
ed by the Central Government in March, 1959 under Section 15(1) 
of the Merchant Shipping Aqt, 1958. Under the Act, the Committee 
consists of a Chairman and a maximum of 6 members who are 
appointed by the Central Government. Every Member of the Com- 
mittee holds office for a period of 3 years from the date of notification 
appointing him as a Member. 

2.19. Under the Merchant Shipping Act, 1958, the Shipping 
Development Fund Committee has to be financed as follows: — 

(a) Outright grants that may be made by the Central Gov- 
ernment for being credited to the fund from time to 
time. 

(b) Loans advanced by the Central Government to the Ship- 
ping* Development Fund Comfhittee. 

(c) Such sums of money as may from time to time be realised 
out of re-payment of loans paid from the fund or from 
the interest on loans or dividends from investments made 
from the fund. 

(d) Such other sums as may be received for being credited 
to the fund. 

2.20. Under the Merchant Shipping Act 1958, the Shipping Deve- 
lopment Fund has to be utilised for the grant of loans to shipping 
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companies fuliilling thë criteria laid down for classification as Indian 
Shipping Companies under the Act for acquisition and maintenance 
of ships. Thèse loans can be given by the Shipping Development 
Fund Committee only on such terms and conditions as the Central 
Govemmtent may, from time to time, specify. 

2.21. The rôle played by the Shipping Development Fund Com- 
mittee in the development of Indian Shipping is to provide financial 
assistance to Indian Shipping companies for the acquisition of coastal 
and overseas tonnage and no distinction ir, made as between coastal 
and overseas shipping in the terms and conditions. During the period 
from 1963 to-date seven applications from five companies were con- 
sidered for loans for acquiring coastal vessels and a total loan of 
Rs. 569.81 lakhs was sanctioned to those companies. A statement 
showing the loans facilities extended by the Shipping Development 
Fund Committee in respect of coastal tonnage during the last five 
years is given in Appendix I. 

2.22. The important terms and conditions on which the loans are 
lanctioned are as follo>ys: — 

(i) The quantum of loan will be maximum of 90 per cent of 
the priée in the case of new vessels (95 per cent in the 
case of vessels built at Hindustan Shipyard Ltd., Visakha- 
patnam) and maximum of 75 per cent of the priée in the 
case of second hand vessels. 

(ii) The period of amortisation of the loan will be maximum 
of 18 years in the case of loans for new vessels and 3/4ths 
of the residuary income-tax life of second hand vessels 
(fuU income-tax life being 20 years). An initial period 
of moratorium of two years will be admissible if asked 
for by the borrower companies (in the case of vessels 
built at H.S.L. the maximum period of amortisation is 
19 years with a moratorium of 3 years). 

(iii) The loans shall carry a rate of interest of 8 per cent p.a. 
but if payments of interest and repayments are made 
by prescribed due dates, the companies need pay interest 
at 3 per cent per annum only. 

(iv) Security to the extent of 133 1/3 per cent of the loan amount 
should be made available to the Committee. 

(v) The borrower shipping companies should ensure that their 
debt equity ratio did not exceed 4.1 in cases where the 
|Mdd up cairital is Rs. 1 crore or less and a debt equity 
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ratio of 6:1 where the paid up capital is more than Rs. 1 
crore. 

(vi) Where the loan to be sanctioned to a company is Rs. 1 
crore or more, the Company, if it is Private Ldmited Com- 
pany should convert itself into a Public Limited Company 
before the loan is actually sanctioned to it. 

(vii) It is one of the conditions for grant of loan that the 
Government Director should be appointed as a Director 
on the Board of Directors of the loanee Company. 

2.23. In the course of évidence the représentative of the Ministry 
was asked about assistance given to coastal shipping companies from 
the Shipping Development Fund. It was stated in évidence that 
the Ministry had asked the Government Directors on the Companies 
to review the financial working of the various companies and corne 
up with concrète proposais as to whether any particular assistance 
was necessary. He added that the Shipping Development Fund 
Committee was there, but they did not get applications. The Com- 
mittee could not suo moto ask particular companies to apply for 
grant of loans. 

2.24. Tlie Committee note that the Shipping Development Fund 
Committee provides financial assistance to Indian Shipping Com- 
panies for the acquisition of coastal and oveijseas tonnage and no 
distinction is made as between the coastal and overseas shipping in 
the tenns and conditions, They are, however, unhappy to note that, 
although the fund is there, no application has been received from 
coastal shipping companies for the grant of loans. The Committee 
would like the.Crovemment to examine the reasons for this poor 
response from the coastal shipping companies in regard to loan 
assistance fiiom the Shipping Development Fund Committee and 
review the terms and conditions of loans to make them attractive. 

E. Rôle of the Indian Coastal Conférence 

225. As has been stated earlier upto 1950 a Tripartite Conférence 
consisting of Scindias, British India Steam Navigation and Asiatic 
Steam was controlling the trade on the coasts of India, Burma, 
Ceylon, and Pakistan. In 1951, at the instance of the Government, 
the Indian Coastal Conférence was formed to cater to the needs of 
the coastal trade and trades between India and Pakistan, India and 
Ceylon and India and Burma were taken out from the purview of the 
Coastal Conférence. The Indian Coastal Conférence was formed by 
an agreemen^ to which originally there were 13 signatories* ITie 
British India Steam Navigation and Asiatic Steam wliich had very 
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close connection with coastal trade were allowed to remain as Aa- 
sodate Members. The Governm^ent of India reserved the coastal 
trade for the nationals of the country by Resolution dated ISth 
August, 1950. When réservation of the coastal trade was complete- 
ly achieved in 1953, the BIN and the Asiatic withdrew from the 
Conférence. There hâve been additions to the membership of the 
Conférence as well as some résignations subsequently. As présent 
there are 16 Members on the roU of the Conférence. 

2.26. The trade on the coast has been divided into 2 sectors i.e. 
(1) West Coast and (2) Wider Coast. Under the terms of the agree- 
ment, only small vessels below 3,500 DWT (10 per cent more or 
less) can ply on Uie West Coast between Kandla and Tuticorin. The 

Wider Coast covers the trade for the entire coast from Kandla to 
Calcutta where big vessels of 4,500 DWT and over can ply. The 
big vessels can lift cargo between six specified ports on the West 
Coast under certain conditions laid down in the Agreement. 

2.27. The Conférence arranges tonnage of coal from Calcutta, 
sait from Saurashtra, timber from Andaman and other bulk cargoes. 
TTie Conférence whenever necessary fixed quotas for Member Lines. 
The Conférence fixes and/or revises freight rates on the coast, déter- 
mines shipping practices to be foUowed on the coast and protects 
the common interests of its Member Lines. 

2.28. The Conférence elects its own Chairman and Vice-Chairman 
for unspecified period. The Scindia Company hâve been appointed 
as Secretaries under the Conférence Agreement. The executive 
work is carried out by the Assistant Secretary with the help of a 
separate Secrétariat which was established in 1952. 

2.29. In reply to a question with regard to the relationship bet- 
ween the Government and the Indian Coastal Conférence, the Min- 
istry has stated ''Government hâve recognised the Indian Coastal 
Conférence as a représentative Organisation of coastal shipowners 
and bave accordingly been dealing with the Conférence in matters 
relating to coastal trade. It may be mentioned in this connection 
that représentatives of the Coastal Conférence hâve been associated 
with the sub-committees of the National Shipping Board which hâve 
examincd the problems of coastal shipping.** 

2.30. It has further been stated, *'Although no spécifie machinery 
for eo-ordinating between the Conférence and the Government has 
been set up, the periodical meetings held by the D.G. Shipping with 
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coastal shipowners hâve provided a forum for consultation and 
cussion of problems on common interest to Grovemment and ship- 



owners." 



2.31. Asked to state the existing arrangements to secure coordina- 
tion between différent companies in respect of timings, freight, etc., 
the représentative of the Ministry of Transport stated in évidence 
that ail thèse companies were mtembers of the Coastal Conférence. 
That was the coordinating authority on a voluntary basis. They 
looked after arrangements for the movement of cargo and the ratio- 
nalisation of sailings. They had not taken up one very important 
thing and that was through booking and the pooling of freight. They 
were trying to do this now. If this was done, he felt, it would be 
possible for a person requiring movement from point A to point B, 
to send ail his consignments through the Coastal Conférence. In 
reply to a question, the représentative of the Ministry stated that 
there was no imhealthy compétition between the varîous companies 
as regards the fares and the carrying of cargoes. The freight would 
be regulated by Govermment. 

2.32. The Committee note that ''No speciRc machinery for coor- 
dinating between the Conférence and the Government has been set 
up.^' They feel that it is désirable to hâve a more intimate coordi- 
nation between the Conférence and the Grovemmental Organisations 
so as to eut down delays and for the quidL understanding and solu- 
tion of the problems that arise with regard to coastal shipping. 
They hope that apart from periodical meetings, the feasibtlity of in- 
troducing a snitable machinety for tiie purpose will be-considered 
by Oovemment 



F. Setting up of a Corpwation CoasAal Shipping Con^Mmies 

2.33. The Committee on Transport Policy and Co-ordination in 
their report (January, 1966) observed inter alia, "It is essential also 
to consider whether improved économies in capital cost and opera- 
tional expenses wlU not be secured, if, in place of as many as 27 
companies of varying sizes, many of them operating their small 
fleets in an indiffèrent manner round the coast, a scheme for unified 
control and opération cannot be evolved with the co-operation of 
the industry. This could take the form of a Corporation promoted 
by the Central Government to which the Central Government and 
the existing shipping companies might subscribe. The existing ope- 
rators could then transfer their fleets to the Corporation and receive, 
in tum, shares équivalent to the curr^it value of their contribution. 
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Adjustments could be made m respect of loans advanced by Grov-^ 
emmient or by the Shipping Development Fund Committee. A 
single Corporation operating the coastal fleet will be in a position 
to secure fuUer utilisation of the existing ships, provide regular 
services, improve opcrational efSeiency, both directly and through 
improvement of facilities at the ports, and take steps to replace 
over-aged ships." 

2.34. In the course of évidence this miatter was put by the Com- 
mittee to the représentative of the Indian Coastal Conférence and 
the Indian National Steamship Owners' Association. The repré- 
sentative stated, **I am not in favour of small companies. We hâve 

to accept them as m'embers but every body has the right to 

trade as he likes". He added, "I strongly advocate rationalisation 
of shipping service and it is for the Conférence to take up that 
question". He felt, however, that this matter needed to be examin- 
ed thoroughly before any definite conclusions could be reached. 

2.35. In the course of évidence the représentative of the Ministry 
stated that the Director-General, Shipping tried out the possibility 
of two of the smaller companies being brought together but found 
that they were not willing. The whole thesis, he said, was on the 
basis that smaller companies were not working well and so they 
should go by the Board. The fact was that some of them were 
making profit while larger companies were making losses. He also 
stated that it was not necessarily a question of the size of the Com- 
pany so much as the route in which it plied which was the deter- 
mining factor, besides the management. 

2.36. The Committee w^ted to know whether this allocation of 
the route could not be decided so as to efîect économie utilisation of 
the vessels. The représentative of the Ministry stated as foUows: — 

"Normally, the DG Shipping opérâtes on the basis of the 
choice indicated by particular companies for parti cular 
routes. He does not himself force them into particular 
routes. What they want he considers and if it is econo- 
mical, he gives licence. The question is, having regard 
to the fact that already there is a voluntary arrangement 
and Government hâve adéquate powers under the Mer- 
chant Shipping Act, should Government go further and 
think in terms of what you might call a corporation joint- 
ly owned by both the private and public sectors? We 
hâve to consider it carefully in terms of the Fourth Plan. 
I will not be in a position to say now whether there is 
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any spécial merit in it. But we are examining Ihis in 
the working group when disposing of the recoramenda- 
tions of the Committee." 

2.37. The représentative of the Ministry added that the matter 
would hâve to be examined carefuUy. It had also to go to the 
Cabinet. He felt there might be économies in management but 
there might be disadvantages owing to large size of the piroposed 
Corporation. * 

2.38. The Committee are of the view taat a long range examina- 
tion should be made to find oui how best to secure for the coastal 
fleet fuUer utilisation of ships, provision of regular service, improve- 
ment in operational eiïiciency, and also économies in capital cost and 
operational expenses. They hope the Government will give this 
matter fuU considération in consultation with the Indian Coastal 
Conférence and secure the largest measure of agreement in coming 
to a final décision in the nyatter of setting up of a Corporation of 
Coastal Shipping Companies or any other suitable organisation. 



CHAPTER m 

TONNAGE 
A. Coastal Fleet 

3.1. The Committe^ hâve been informed that the total tonnage 
on the Indian Coast which consisted of 48 vessels amounting to 1.19 
lakh GRT on the 15th August, 1947 went on increasing till it reach- 
ed a peak in 1964 with 114 vessels of 4.12 lakh GRT, but there has 
since been a sharp décline. In fact, during the last three years not 
a single vessel has been added to the fleet except 4 colliers in the 
public sector. The tonnage on the coast as on 31st December, 1967 
was only 3.11 lakh GRT comprising 85 vessels. However, there was 
a slight rise next year as the tonnage on the coast as on 29th Feb- 
ruary, 1968 was 3.42 lakh GRT comprising 90 vessels. 

3.2. The distribution of the coastal tonnage between the différent 
catégories of trafflc as on 31st December, 1967 is indicated below: 



No. of GRT 
Categoiy Vessels (ooo) 



Dry Cargo vessels 65 231-7 

Mainland/Andaman service ... . 6 20*9 

Passenger-cum-cargo vessels on West Coast 7 15*7 

Ferry for Laccadive/Minicoy IslanJs ... i 0*2 



Indo-Ceylon ferry 




2* 


2-0 


Tankers 


• 


4 


40*1 






85 


310-6 


*This includes 


s.s. 


Goschen which has been immobillshed. 
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3.4. An analysis of the dry cargo fleet as on 31st December, 1967 
based on the size and âge of v^ssels indicates that out of the 65 
vessels on the coast 27 were of a size below 2,000 GRT and 11 were 
in the range between 2,000 and 3,500 GRT. Altogether they consti- 
tute 58 per cent of the total number of! dry cargo vessels on the 
coast ^ 

3.5. 21 x>ut of 65 vessels were over 20 years old and hence due for 
replacement. In another three years another 12 vessels would cross 
the 20 years mark. Thus, by 1971 half the vessels of the présent 
coastal cargo fleet would hâve been either withdrawn from traffic 
or shall be overdue for replacement. Within the next three years 
more than half of the existing ships and 44 per cent of the tonnage 
(GRT) would be due for replacement. 

3.6. The Committee hâve been informed further that while the 
average âge of an Indian ship engaged in the international run is 
only about 8 years, the average âge of Coastal Dry Cargo Vessel as 
on 31st December, 1967 was more than double, being about 16.5 
years. As the économie Ufe of a vessel is generally considered to 
be 20 years by international standards, the existing coastal fleet 
is thus predominantly obsolète. 

(ii) Targets of tonnage 

3.7. The Committee hâve been informed that in the report of 
the Third Sub-Committee of the National Shipping Board sub- 
mitted in 1965, a target of 4 lakh GRT for coastal shipping was re- 
commended. This target was accepted by the Ministry of Transport 
and Shipping and also the Planning Commission and the draft out- 
line of the earlier Fôurth Plan which was published in 1966 indi- 
cated this target. However, thèse recommendations hâve since 
become out of date in view of the latest report (1968) submitted by 
the Study Group of the National Shipping Board which recommen- 
ded a target of 4.5 lakh GRT. 

3.8. The Study Group of the National Shipping Board has inter 
alia observed as foUows: — 

"It can be reasonably accepted that if adéquate shipping ton- 
nage can be made available on the coast during the next 
three years, it should be possible for Coastal Shipping 
Industry to seçure by 1971 at least the level of gênerai 
cargo traffic reached in 19^^. If inhanced industrial acti- 
vity in the country générâtes larger demand for coastal 
shipping, then the tonnage requirements would hâve to 
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be revised upwards to the extent necessary. Over 35,000 
tons increase in Calcutta General Cargo trafiBc from the 
West Coast would need about 9,600 GRT of additional 
shipping. Matching quantities of additional coal trafic 
would also be required to the extent necessary." 

Regarding proposais for increasing the tonnage of the coastal fleet 
during the Fourth Five Year Plan Period, the Ministry hâve stated 
that the recommendation made by them is that the coastal shipping 
tonnage which at présent stands at 3.25 lakh GRT, should be raised 
to 4.50 lakh GRT by the end of the Fourth Plan period. Résides the 
addition of 1.25 lakh GRT, another 1.28 lakh GRT would hâve to 
be acquired in replacement of old and obsolète ships. Thus, the 
total tonnage to be acquired during the Fourth Plan, in order to 
reach the target of 4.50 lakh GRT would be 2.53 lakh GRT. The 
Ministry hâve sent Iheir recommendations to the Planning Commis- 
sion recently and no décision has so far been taken in the matter 
by the Planning Commission. 

3.9. The Committee hâve further been informed in a note that 
the report of the Study Group on Coastal Shipping was considered 
by the National Shipping Board at its meeting held on the 17th 
August, 1968. The report was adopted by the Board, subect to one 
modification that in the place of 23 colliers of 14,000 DWT each pro- 
posed to be acquired for the coastal trade as recommended by the 
Study Çîroup, it would suffice if 18 vessels are required. This modi- 
fication was considered necessary because the Board felt that when 
Haldia Port was commissioned, vessels were likely to receive quicker 
turnround and the total number of vessels required for the coastal 
trade would be less than what had been estimated by the Study 
Group. The Board also felt that the position might be reviewed 
after about 2 .years. 

3.10. In the course of évidence, the représentative of the Ministry 
of Transport has stated: "Our programme even today is about 5 
lakh tons GRT per year. Even last year the orders for new acquisi- 
tion which were placed come to about 5 lakh tons." As regards 
finance for acquisition of the vessels, he has stated that ^'initially 15- 
per cent of the amount had to be paid and the balance had to be 
spread over 8 years." 

(iii) Foreign Exchange Requirements 

3.11. It has been represented to the Committee by the Indian 
Coastal Conférence that "no foreign exchange is made available for 
replacement of old coastal fleet or acquisition of additional tonnage 
for cost. Ships are available from certain rupee payment coun- 
tries but the cost is about 30 to 40 per cent higher because of de- 
ferred payment basis. Again, it becomes çxtremely difflcult for 
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ahip owners to provide guarantee for the balance amount after the 
down payment o£ 15 per cent is made. It is, therefore, suggested that 
the Shipping Development Fund Committee should stand guarantee 
for the balance payment. The ship may be mortgaged to Ship- 
ping Development Fund Committee and additional security, if re- 
quired, may also be asked for." 

It has further been represented that "as regards acquisition of 
second-hand ships, permission should be given for acquiring ships, 
giving the ship owners freedom to sélect type and size of ships of 
suitable âge. The ship owners are strongly of the opinion that it 
is in the best interest of the country if foreign exchange is made 
available freely to ail those who wish to buy new or second-hand 
ships for plying on the coast." 

3.12. Asked during évidence to state whether the private sector 
would be interested in investing a large amount in coastal ships, 
espedally when freight was not available, the représentative of the 
lifinistry has stated: 

"As the position stands today, no sector is interested in coastal 
shipping. But coastal sector is a very important sector. 
The sanction is there for us under the Indian Merchant 
Shipping Act. We can say that the conférences, which 
are interested in plying overseas, should ply part of ton- 
nage through the coast also". 

3.13. The Committee wanted to know why a shipping company 
which possessed an overseas fleet could not also operate coastal 
ships and utilise the allocation of foreign exchange both for coastal 
shipping as well as for overseas shipping. 

In reply the représentative of the Ministry has stated as under: 

"When the applications come from private companies or from 
public sector, they are for the purchase of particular type 
of ships from particular countries. We don't say *you buy 
this for coastal trade or for overseas trade.' The com- 
panies themselves give us the reasons. They say *We 
hâve analysed the économies of particular vessel and we 
want to operate this particular route; we want to place 
the order with a particular country for this type of ship'. 
They know which line is economical for them.'* 

Ho^ has further stated: 

•TThere is no discrimination (between overseas shipping and 
coastal shipping). Scindias are operating on the coast; 
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the Shipping Corporation is operating on the coast 

Once we décide that we should hâve a coastal fleet 'of a 
particular size and also on the type of ships to be pur- 
chased, we will consider the applications of shipping com- 
panies for coastal trade and possibly apply a slightly diffé- 
rent pattern of financing. It cannot be the same for over- 

seas trade. This does not earn f oreign exchange 

Once the programme is settled, it will be treated on par. 
We will try to get as much as possible from rupee coun- 
tries. But we will hâve to adopt a différent pattem of 
financing if we are to acquire from other sources." 

3.14. It has been stated by the Ministry that the Coastal Ship 
owners cannot go in for additional tonnage mainly on account of 
the fact that acquisition of ships on deferred payment terms which 
is at présent permitted by Government is not suitable in the case 
of coastal ships as they do not eam foreign exchange except to a 
limited extent in adjacent trades. The indigenous ship building 
capacity is also at présent fully utilised and no spare capacity is 
available for construction of coastal vessels. According to the 
Ministry the alternatives, therefore, are (a) release of free foreign 
^xchange (b) purchase from countries like Yugoslavia, Poland etc. 
which may be in a position to offer ships on rupee payment basîs 
and (c) encouraging the shi-^owners to go in for package deals 
covering both coastal and overseas vessels, their total price being 
met from the foreign exchange eamings of the overseas vessels on 
deferred payment basis. 

3.15. Du ring évidence the représentative of the Ministry has 
stated that cargo availability, resources availability, both rupee and 
foreign exchange, and port facilities were the three things that were 
very important for the development of coastal fleet on a long term 
basis. The sub-committee of the National Shipping Board calcu* 
lated that a sum of Rs. 70 crores would be required for the pur- 
chase of ships, out of which the foreign exchange component could 
be about Rs. 6.2 crores. He has further stated: "In regard to coastal 
shipping, we are hoping to persuade the Finance Ministry to give 
Us the foreign exchange provided the rupee countries are not able 
to meet our requirements adequately. Altematively, if the shlp- 
owners themselves are able to arrange foreign exchange against 
rupee deposits, because they are ail ocean-going ones, we hope to be 
able to hâve a programme subject to the approval of the Planning 
Commi'sion and in terms of that we should be able to achîeve a 
target of 4.5 lakhs GRT which included rehabilitation over a period 
of 10 to 12 years." 
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3.16. It has also been brought to the notice o£ the Committee that 
nbe Minister of State for Transport and Shipping declared in a 
:;8tatement in the Raya Sabha on the Uth December, 1968 in reply 

to a question that the "expansion programme (o£ the shipping in- 
<dustry) wiU not be allowed to suflfer" on account of the difllculty in 
xèleasing free foreign exehange for down payment in ail cases of 
acquisition of ships. An agreement in principle had been reached, 
he said, for the supply of 10 coastal colliers by Rumania but the 
détails regarding the price, spécifications, terms of payments, were 
;8till to be finalised. 

(iv) Movement of oïl products 

3.17. A Sub^Committee of the National Shipping Board was ap- 
:pointed to go into fhe question of acquisition of additional tankers 
for the coastal and overseas trade. The Sub-Committee in their 
3lepon (1967) has noted that so far as the coastal trade was con- 
cemed, the volume of oil products moving on the coast had been 
in the re^on of 28 to 30 lakh tonnes per annum during the period 
1963 — 66 but the share of the Indian shipping during 1966 amoun- 

•ted to only 21*7 per cent. At that time 4 Indian tankers were plying 
under charter to the various oil companies. The Sub-Committee 
^recommended, however, that in order to save foreign exchange ex- 
penditure incurred on the employment of foreign tankers on the 
«coast and 'also to implement the policy of coastal réservation it was 
necessary that adéquate tanker tonnage should be acquired for the 
•coast for the transport of the entire voliune of oil products moving 
«on the coast. The latest assessment of the erstwhile Ministry of 
Petroleum and Chemicals was that the volume of oil products moving 
'on the coast would go down to only 12 lakh tons by the end of the 
Fourth Plan period. That Ministry also brought to the notice of 
the Sub-Committee that there was at présent demand from the 
T.O.C. for additional tanker tonnage for the coastal movement of 
the products of the Cochin Refinery which they were able to meet 
only by chartering tankers. In particular, there was urgent need 
lor a tanker of about 57,000 DWT for the movement of oil products 
Irom Bombay to Okha to meet the increasing demand for such 
7>roducts from the Chemical Industries at Okha. The Sub-Com- 
mittee was also of the view that even when the movement of oil 
-products declined to the level of 12 lakh tons there may be room 
for the employment of at least 6 tankers, i.e., there was need for 
the acquisition of two more tankers. The Sub-Committee recom- 
mended that 3 additional tankers, two of about 15/16,000 DWT 
-and one of about 5/7,000 DWT should be acquired for the coasUl 
Inde. 

3508 (AiJ> US. 
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3.18. llie Committee iieed Itardly çm^hasise the imperative neces^ 
mty of maintaining adéquate tonnafi^e not only for the purpose oF 
regular movenient of cargo like coal, sait, cernent, foodgrains, etc. 
âlong the coast but also for the defence of the country with a coast 
Une extending over 3,000 mtjQes. The coastal fieet h a second Une 
of defence during emergencies Uke war, floods, famine, etc. Besides* 
the requirements of tonnage for the movement of cargo from coast' 
to coast, there is also a pressing need for providing adéquate tonnage - 
for movement of coal to Colombo and rice from Burma besides^ 
seasonal movem^it of commodities to adjacent countries. 

3.19. The Committee consider it unfortunate that during the last 
so many years, the (Sovemment hâve not riiown the necessary 
interest in developing coastal shi^ping in India as it should have- 
done. Several Sub-Committees of the National Shipping Board anit? 
other Committees and Study Groups appointed from time to time* 
hâve repeatedly stressed the importance of maintaining coastal 
tonnage at an adéquate level but very little has been done to impie- 
ment the recommendations made year after year in this behaD . The 
Committee feel that unless promet and effective steps are taken for- 
the rehabiUtation of the coastal fleet, the situation may become- 
serions imperilling the ecommûc and other interests of tEe country.. 

3.20. The Committee would urge that a thorough examination of* 
the reconmiendations made by the Study Group which submitted' 
their report in April, 1968, as also other important recommendations 
made in the past by Sub-Committees of the National Shipping Board^ 
should be made and expéditions action taken to implement them. 

3.21. In order to improve the porîtion and to achieve the target 
of tonnage set down, it is necessary not only to replace the old and 
over-aged ships at présent plying on the coastal trade but also to^ 
augment the tonnage by acquiring new ships. The Committee are 
glad that efforts are now being made by Govenmient for acquiring 
ships from abroad by giving financial assistance. They feel assured 
by the statemcnt of the Minister of Transport and Shipping in Par- 
liament that the expansi<m programme of the shiping industry wUf 
not be aUowed to suffer on account of the difficulty in releasing free^ 
foreign exchange for down payment in aU cases of acquisition of 
ships. The Committee hope that Government wUl examine the- 
pattem of financing purchase of vessels at the most économie price 
wherever available. 

B. Perspective Planning 

3.22. The Committee pointed eut to the représentatives of the- 
iUhistry of TVansport in the course of évidence that there was ki 
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Aeed for taking a larger perspective with regard to coastal shipping 
after taking into accoiint the overall picture of how the country bas. 
developed or is developing. The Committee desired to know further 
whether the development of atomic energy, increasing use of cheaper 
fuel like diesel oil, had been taken into account in making the plans. 
Hie représentatives of the Ministry of Transport has stated in 
évidence: — 

"This has been gone into by the Ministries concemed. They 
hâve gone into it not only for the Fourth Five Year Plan 
but for five years ahead of it. As you hâve already pointed 
out, the Planning Commission itself is going to consider 
tliis." 

3.23. In a written note, however, in reply to the question whether 
any perspective plan has been drawn up by the Planning Commis- 
sion for the development of Coastal Shipping, keeping in view, the 
development of atomic energy as fuel as also increased use of diesel 
and electrification, the Ministry hâve stated: 

**No such perspective plan has so far been drawn up by the 
Planning Commission." 

3.21 The Committee are surprised to leam that no perspecttv» 
l^an for the development of coastal shipping has been drawn vp 
etthar by the Ministry of Shipping and Transport or by the Plan» 
nii^ Commission. This is al! the more regrettable in view of tlie 
tact that even in January, 1966, the Committee on Transport Policy 
and Co-ordination in their Report had clearly enunciated that: 

^^ . . the future rôle of coastal shipping has to be considered 
in relation to its overall national and stratégie importance. 
Coastal Shipping has a certain basic importance for a 
country like India with its geographical position and its 
long coast-line. In times of emergency, coastal shipping 
may bave a spécial rôle in national defence and économie 
strategy." 
That Committee observed further: 

''While thèse aspects deserve to be given weight in conslder- 
ing the future development of coastal shipping, an essen- 
tial déterminant of the place of coastal shipping as part 
of an integrated transport network in the country is its 
comparative économies in relation to other modes of trans- 
port.** 
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In tfiese circnmstances, the Committee cannot over-emphasise tbo 
I of having a perspective plan for the development of 
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coastal shipping taking a broader view of the entire picture in tke 
conntry and the Unes on which it will develop in coming yeara. 

C. Repair of Ships 

3.25 It bas been represented to the Committee that the ship 
repairs industry ''is at présent in a woeful state. This is due to the 
lack of adéquate facilities for repairs at major ports in the country. 
There are no spécial berths ear-marked for repairs either at Bombay 
or Calcutta where most of the repair shops are presently located. 
Ordinary berths are made available for this purpose when they are 
free from cargo working. The ship repair industry in India further 
suffers from lack of necessary spares and repair materials which are 
required to be imported from abroad and import licences and foreign 
exchange are not made available as needed. As a cumulative effect 
of this the time taken for repairs in India is inordinately long and 
cost of repairs prohibitive." 

3.26 The Ship Repairs Committee made the following observa- 
tion in para 11.51 of their Report (1959) which is pertinent to the 
point raised: 

"It is apparent from the information given to us that, both in 
Calcutta and Bombay, the larger dry docks are used to a 
considérable extent by port craft. There is also a feeling 
that in the matter of allotment of dry docks, there is a 
tendency to show préférence to the vessels of the port 
authorities." 

3-27 It has been represented to the Committee that Shipowners 
are in full agreement with the important recommendations of the 
Ship Repair Committee, which should be implemented by Govern- 
ment at an early date. It has been stated: "Shipowners hâve brou— 
ght their difficulties in regard to their ship repairs to the notice of 
the Government and port authorities many a time in the past and 
hâve discussed thèse problems at various meetings of the Ail India 
Council for Ship-Building and Ship Repairs, the National Harbour 
Board, the National Shipping Board, etc. Although various plans 
are devised to provide necessary facilities at the ports they ail appear 
to be long term plans and the difficulties of the ship-owners continue 
to persist". 

3.28 In the course of évidence, the représentative of the Ministry 
of Transport has stated that 20 per cent of the import entitlement 
Gould be availed of by the ship repairers on the basis of payment 
on foreign exchange. A suggestion had been made that 
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established ship repairers should be allowed to import components 
free of customs duty but this had not been found to be feasible. He 
has further stated tiiat the import content of ship-building bas been 
brought down from as many as 120 items to 30. In terms of value 
imported items would be about one-third. 

3.29 Asked to state the facilities provided at the ports for storing 
of spare parts, the représentative of the Ministry has stated that 
major ports hâve developed repair facilities only for their own craft 
and it is only the excess capacity available which is given to other 
ships. Government hâve decided that apart from Bombay and Cal- 
cutta, "we should develop dry docking facilities at least in selected 
ports." 

3.30. The Committee wanted to know whether the Ministry could 
not get some spare parts and store them so that the shippers could 
avail of them in times of need. The représentative of the Ministry 
kas repli ed as under: 

''So far as Garden Reach and Mazagaon docks are concemed» 
they are keeping some of thèse spare parts in bonds. But 
the basic problem is the availability of foreign exchange. 
We find it very difficult to get foreign exchange for procur- 
ing spare parts and stocking them. So, we hâve to plan 
with what is available." 

He has further stated: 

''There is one suggestion that thèse items should be imported, 

« 

apart from the stores in bond which already exists. The 
question of giving exemption to goods in bond from excise 
duty has been examined and we hâve taken up this matter 
wîth the Ministry of Finance to facilitate the flow of spare 
parts and to remove whatever impediments are there now, 
if possible." 

3w31 The représentative of the Ministry of Transport and Shipping 
has stated that for coastal shipping, the D.G. Shipping has an alloca- 
tion of Rs- 10 Iakhs of foreign exchange a year, which he allocates to 
shipping companies for getting their vessels repaired. This alloca- 
tion is made by the Ministry of Commerce for the import of spare 
parts. A limit of Rs. 4000 per ship-owner per year has been prescri- 
bed. By and large, there is no complaint from ship-owners. Ship- 
ping companies hâve to go 1o Mazagon Docks and Garden Reach 
fbr repairs. 
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3.32 In a written note submitted subsequentty, the Ministry hâve 
stated that "no spécifie assistance is being rendered by the Govern- 
ment for ship repair facilities to Indian Coastal Shipping." It bas been 
added, however, that in order to improve the dry docking facilities, 
the Government hâve already approved the construction of a dry 
dock at Hindustan Shipyard Ltd., Visakhapatnam. This big dry 
dock will be capable of taking ships upto 57,000 DWT. The work 
on the dry dock started last year and is expected to be completed 
according to schedule by March, 1970. In the proposed second ship- 
yard at Cochin, there will be a big dry dock capable of taking ships 
upto 85,000 DWT. It has been stated that a revised project report 
for the Cochin Shipyard is now under préparation by M/s. Mitsubishi 
Heavy Industries Limited, Japan. After the revised project report 
has been approved and the contract entered into with the said firm 
for technical collaboration in the project, the work on the construction 
of the Shipyard will start. 

3.33 The Committee hâve been informed that the question of 
assistance to be rendered for meeting ship repair facilities has been 
under considération of Government. The ship repair firms who 
were addressed in the matter by Government to submit their pro- 
posais for modemisation/re-organisation hâve not responded so far. 
The matter is still under considération of the Grovemment. 

3-34 Asked to state whether it was a fact that instead of placing 
orders on Scindia's workshops which deserved encouragement, cargo 
winches had been imported on the groimd that Scindia's products 
were expensive, and whether it was not the declared policy of Go- 
vernment to encourage domestic production, the représentative of 
the Ministry has stated in évidence as under: 

''The normal policy of Government is to encourage domestic 
production, even thouj^ at a higher price. In interna- 
tional tendering, we give price préférence upto 15 to 20% 
to local people. This might be a spécial thing. If you like 
I wHl hâve it examined. In the case of spécial orders, this 
might happen. Hère, the winches might hâve been requi- 
red urgentiy and the time factor was probably against the 
delivery sdiedule indicated by indigenous lirms**. 

3^ As regards import of spare parts, the Ministry has stated in 
t written note that no import is allowed of spares which are avall- 
#W-» ^ndigenously. The question of the development of ancillary 



ilnduâtries to subserve sEip building and ship repairing industries 
Hias been engaging the attention of the Grovemment for some time 
jpast It bas been stated that a committee, known as Ship Ancillary 
Industries Committee was set up in 19&7 to advise Government on 
the steps to be taken to encourage the indigenous production of ship 
.ancillaries. In addition to this Committee, a Central Advisory Coun- 
cil for Ship Building and Ship Repairing was set up early in 1964 
to advise Government on ail matters relating to shîp building and 
ship repairing industries including their development. 

3.36 The Ship Ancillary Industries Committee submitted to the 
^Government of India two Reports. Many of the recommendations 
made by the Committee hâve been implemented by Government. 
'One of the important recommendations of the Committee was to set 
up a development cell by the three public sector shipyards» i.e. 
Hindustan Shipyard, Garden Reach Workshop and Mazagon Dock 
Ltd. The Cell bas since started functioning at Calcutta. It bas been 
stated that the Cell will codify and catégorise the varions items of 
marine equipment, lay down priorities for their indigenous produc- 
tion and provide detailed technical data, drawings and spécifications 
to the prospective manufacturers. 

3.37. It bas been further stated by the Ministry that the National 
Conférence on Shipping, Ship-building and Ports hdd in New Delhi 
:in December, 1967, took note of the work done by the SAIC for pro- 
moting the development of ship-building, ship-repairs and marine 
T ancillary industries. The Conférence felt that in view of the faet 
that the problems faced by the ship-building and ship-repair indus- 
tries were becoming increasingly complex from Oie point of view 
of procurement of raw materials and equipment» assignment of 
rrequisite priorities for the requirements of Ship-building and ship- 
-repairs, co-ordination among the Govemmental and other agencies, 
it was necessary that a Standing Committee be set up in place of the 
«existhig committee to formulate and recommend measures to over- 
' corne the difflçulties. The Government accepted this recommendation 
and hâve set up the Standing Committee for Ship-building, Ship- 
repairs and Ship-ancillaries. The funçtions of this Committee are to 
sadvise the Central Government on: — 

1. ail matters relating to ship-building, ship-repairing and 
ship-ancillary industries including their development; 

2. such other matters as the Central Government may refer to 
the Committee for advice from time to time 
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3.38. The Committee hâve also been informed that recommenda- 
corin, Okha and Bedibunder are concemed. It has, however, not" 
ing facilities at certain ports hâve been implemented insofar as Tuti-< 
corin, Okha and Bedibunder are concemed. It has, however, not 
been possible to implement the recommendations relating to Manda- 
pam, Bhavnagar and Veraval. 

3^9. The Committee regret to note that, as admîtted by thc Min- 
istry, '^o spécifie assit^tance is being rendered by the Cvovernment 
for ship repab- facilities to Indian Coastal Shipping.'^ Moreover, the 
major ports hâve developed ship repsir facilities only for their owir 
craft and it is only the excess capacity available which is given to 
other ships. It is unfortimate that the ship r^Miir firms, which werc 
addressed by the Government to submrtt their proposais for modern- 
isation and reorganisation, havé not responded so far and the matter 
is stiil under considération of the Crovemment. The Comndttee 
would like the Government to make serions efforts to finalise thèse ^ 
matters at an early date in consultation with the authorities con- 
cemed so that the urgent need of devrioping ship repair facilities is 
met at the earliest possible time. It should be appreciated that the 
longer the time taken to repair vessels, the greater would be Ae 
losses and difiiculties. 

3.40. With regard to the question of giving exemption to goods 
(spare parts) in bond from excise duty^ the Committee désire that 
in order to facilitate the fiow of spare parts and to remov<e whatever- 
impediments there are now, the Ministry of Shipping and Tran3port 
should foUow up the matter with the Ministries of Industrial Deve- 
lopment, Internai Trade and Company Affairs and Finance expedi- 
tiously. The Committee would like to be informed in due course 
about the progress made in the miatter. 

3.41. As regards encouragement to indigenous industry, the Com- 
mittee are glad to note that no import is allowed to spares which are 
available indigenously. llie Committee suggest, however, that the 
normal policy of the Government to encourage domestic production^ 
even though at a higher priée and the giving of prîce préférence to- 
local manufacturer», should be continued in order to encourage 
Indian firms to manufacture products needed for ship-repairing in- 
dustry. 

3.42. The Committee are glad to note that a Cell haï ntarted 
functloning in Calcutta which will codify and catégorise the varions 
items of marine equi5mient, lay down priorities for their indigenous 
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prodiictioii and lurovide detailed techmcal data^ drawings and sped- 
llcations to the prospective maniifacturers. The Committee hope,. 
after studjring the working of this Cell for some time, the necessity 
and feasibility of setting up afanilar cells in other places will be- 
examined. 

3.43. The Committee are glad to note tliat the Government hâve 
set up the Standing Committee for Ship-building^ Ship-repairs and 
Ship-andllaries. They hope that assistance of this body wiU be 
son^t whenever necessary and it will be ensured that matters, re- 
ferred to it, are not unduly delayed. 

3.44. The Committee hope that the Crovemment will take ail 
necessary steps to avoid complaints regarding inordinate delay in 
Ae repairs of ships in India and take concerted mea^ures to bring 
down the cost of ship repairs. In order to keep the coastal fleet 
which bas already dwindled to a great extent, at a proper level of 
tennage, the need for an efficient ship repairs structure covering ail 
the major and ev^itually the minor ports in India cannot be over- 
eail^iasised. 



CHAPTrai IV 

CARGO 

A. Principal Commoditics Carried 

4.1. The principal commodities which are carried by coastal ship- 
ping are coal, sait, foodgrains, cernent, cotton, cotton piecegoods, 
hessian, tea, coir, copra, iron and steel and miscellaneous cargo. 

42. Coak Coal is shi{q;)ed from Calcutta to coastal ports on ac- 
count of Railwajrs and also certain industries. It is also shipped to 
Ceylon and Burma under pontracts which the M3f.T.C. hâve con- 
<!luded with those countries. 

Coastal shipowners are required every month to offer their ves- 
sels available for the mov^nent of coal to the Directorate General 
of Shipping and also to the Ooal Controller at Calcutta. On the 
basis of thèse oflFers and on the basis of the requirements of coal for 
the Railwajrs, varions industries and the MM.T.C., a forward Coal 
Shipment Programme for each month is drawn up at an inter- 
departmlental meeting held by the Directorate General of Shipping 
with the représentatives of shipowners, Railways, the Coal Control- 
ler and the M.M.T.C. The Director General also maintains a watch 
on the performance of colliers, and in the event of any undue déten- 
tion of ships at ports due to non-availability of berths or want of 
loading or imloading facilities, he gets into touch with the authori- 
ties concemed in order to specify the position. 



4.3. Sah: The colliers which are sent to Saurashtra ports or Tuti- 
'corin are usuaUy utilised for back loading sait to Calcutta. If, how- 
ever, any difficulty arises in regard to the movement of sait, the 
Director G^ieral c^ Shipping uses his good offices to ensure that this 
commodity is carried on a i^iority basis on the retum voyages of 

colliers. 

4.4. Timbtf: The movem^it of timb^ is mostly froni Andamans 
to Calcutta and Madras. The Directorate General of Siipirfng ar- 
ranges the provision of necessary shipping space on receipt from 
the Andamans authorities of their requirements of such space. 



4.5. Gnnnifw; This is another essential commoditity which is re- 
.«quired to be moved from Calcutta to other coastal ports, largely on 
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Govemment account, for packing imported food grains. The Dir- 
ectorate General of Supplies and Disposais, Calcutta, purchases 
gunnies and arranges for t(heir shipment on bdialf of the Ministry 
of Food. In order to assist the D.G.S. & D. in finding the necessary 
fihipping space the Directorate General Shipping has set up a Com- 
mittee at Calcutta, consisting of représentatives of the shipowners 
concemed with the movement of gunnies. This Committee keeps 
in touch with the D.G.S. & D. and coordinates the shipping arrange- 
ments. In the event of any difficulty arising the D.G.S. & D. brings 
it to the notice of the Directorate General of Shipping for appro- 
priate action. 

4.6. Oil: In addition there is movement of oil cargo also which 
js of the order of about 29 lakh tonnes. 

B. Pattem of Dry Cargo traffic 

4.7. The dry cargo traffic on the coast can be divided into four 
distinctive ranges indicated below. The first three ranges are cumu- 
latively termed wider coast trade as distinct from west coast trader 

(i) Traffic on the east coast between Calcutta and north of 
Tuticorin. 

(ii) Traffic between Calcutta and Tuticorin/Côchin. 

(iii) Traffic between Calcutta and west coast — north of Cochin 
up to Gujarat. 

(iv) Traffic on the west coast. 

4.8. The main flow of gênerai cargo is fromi ports on the west or 
<m the sputh-east coast to Calcutta. In the reverse direction the 
cargo movement, other than coal, is comparatively small and has 
to be supplemented by coal to provide balanced traffic. 

4A Hie foUowing table gives the year-wise movement of coastal 
traffic from aie year 1951 to the year 1957: 

Coastal trade of India (Dry Cargo) 

in^Lakh Toanet) 



Yew Coal Sait General Total 

Gugo 



tmmtmm' 



ï*5i 7-70 4*54 ia-9o 25-15 

IRP 10-89 4-71 1219 2779 
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Year 




Coal 


Sait 


Ge -eral 
Cargo 


Toul 


1953 


• • • 


12 -63 


4-18 


11-97 


28-78. 


1954 


• • • 


1228 


4-79 


iï-98 


29-05 


1955 


• • • 


10-64 


4-71 


11-69 


27-04 


1956 


• « ■ 


10-97 


4-78 


10-17 


25-92 


1957 




10-51 


4-80 


10-46 


25-77 


1958 




IO-86 


3-93 


11-87 


26-66 


1959 


• • • 


10-16 


3-99 


11-42 


25-57 


i960 


* • • 


11-03 


4-17 


12-25 


27-45 


1961 


• • ■ 


13 -73 


4*73 


15-03 


33 •49- 


1962 


> • * 


19-80 


458 


16-39 


40-77 


1963 




18-93 


4-76 


16-58 


40-29 


1964 




15-65 


4-53 


1596 


36-14 


1965 




12-22 


4-03 


19-22 


32-47 


1966 




7 02 


3-23 


M 99 


25 24 


1967 




6-77 


2-90 


'3 5J 


23 17 


Note: The 


figures do not 


include the 


cargo carried 


by Sailing 


vessels. 



From the table it would be clear that coastal dry cargo traffic 
increased from 25.15 lakh tonnes in 1951 to a peak of 40.77 Iakh 
tonnes in 1962. But there bas been a distinct and appréciable down- 
ward trend since 1964 and the provisional figure for 1967 is only 
23.17 lakh tonnes. 

4.10. As regards coal traffic, the sharp increase in 1902-63 in the 
total volumie of dry cargo moved was on account of a large increase 
in coal shipments. In 1962 the quantity jumped to 19.80 lakb tonnes 
from 13.73 lakh tonnes in the previous year. However, by 1966 coal 
movement had gone down to only 7.0 lakh tonnes. 

4.11. Sait traffic remained more or less constant at about 4 to 4.8 
lakh tonnes throughout the period under review upto l96î>. But in 
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1966 it declined to 3.23 lakh tonnes and is estimated to hâve gone 
*down further to only 2.9 lakhs tonnes in 1967. llie décline in the 
sait trafflc has been attributed to: 

(i) décline in the number of colliers programmed for Saurash- 
tra ports which could be utilised for back-loading sait to 
Calcutta. Sînce 1964-65, Railways had curtailed their re- 
quiremient of Sea-bome coal to be carried to Saurashtra 
ports till very recently when they increased it again to 
about 25,000 tonnes per month. 

tii) the graduai depletion of coastal tonnage resulting in short- 
age of shipping for movement of essential commodities 
including sait from Saurashtra ports and Tuticorin to 
Calcutta. The coastal fleet which stood at 4.12 lakhs GRT 
in December, 1964 declined to about 3.10 lakhs GRT in 
December, 1967. 

4.12. General cargo traffic other than sait was fairly stabilised 
between about 10 and 12 lakh tonnes from 1951 to 1960. It is in- 
creased to 15 lakh tonnes in 1961 and from* 1962 to 1965 remained 
at or about 16 lakh tonnes mark. In subséquent years, the trafRc 
has declined. It amoimted to 15.0 lakh tonnes in 1966 and is pro- 
visionally placed at 13.5 lakh tonnes only in 1967. Tliough part of 
this décline may be ascribed to temporary recession in the Indlan 
economy, the main reason for the décline in cargo trafflc may be 
atfaributed to shortage of coastal ileet. In fact, several représenta- 
tions hâve been made about this inadequacy in relation to the 
trafflc available. 

C. Coal Traffic 

4.13. Since coal is the most important single commûodity in the 
coastal trafflc — in fact it is kingpin in the cargo movement round 
the coast — ^it is necessary to deal with the question of coal move- 
ment in extenso. 

Coal, in terms of volimie, is far ahead of any other commodity 
wfaere coastal shipping is concemed. It has been emphasised that 
coastal shipping can be completely thrown out of gear if there are 
iride variations in the anticipated level of coal trafflc. According 
to the reports of the National Shipping Board (including those of 
ItB Sub-C6nunittee and Study Groups) such variations hâve been 
Ttktbet fréquent 
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4.14. In the Rqport af the Natioiial Shipping Boaid relating to 
the shipping target for tfae Third Five Year Plan (1959) it has been. 
stated: 

"^The most important commodity in the coastal trade is coaL 
It fonns, on an average, about 40 per cent of the coastal 
car^ and has been the mainstay of the coastal trade for 
many years. The bulk of the coal which moves by sea is. 
on account of the Railways but their reqnirement of ships 
for moving this cargo has varied boxa time to time as. 
¥011 be observed from the following statement: 





Year 


Average 


No. 


of colliers that sailed from 






Calcutta 


per 


month carrying loco coal. 




1949 






18.5 




1950 


• 




14 


i 


1951 
1952 
1963 
1954 
1955 
1956 
1957 






10.5 
12 
14 

13 

13.54 

12 

10.2 




1958 






12 



As the policy followed by the Railways in regard to the 
volume of coal to be moved by sea has not been uniform 
or consistent, it has become diilficult for the shipping coin«> 
panies to plan their coastal esrpansion programme on a 
national basis. Obviously, it would not be possible for 
the shipping companies to acquire additicmal ships at 
short notice to meet the occasional increased demand for 
colliers made by Railways. Equally they would find it 
difficult to provide alternative employment for tiieir 
ships when the Railways suddenly curtail their require- 
ments of colliers. Ships suitable for the carriage of bulk 
cargoee like coal hâve only limited scope for alternative 
employment either in the coastal or overseas trades. The 
replacement and maintenance cost of such ships are a^ 
ready very high and shipowners can ill-afford to lay tfaem 
1^. up f or want of employment because it would cost them? 

v.«evtr Ri. 50,000 per day on account of standing chargpii 
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4.15. In 1963 the Sub-Committee of the National Shipping Board 
in their report, while recommending increased target of 4 lakhs 
GRT, reiterated the necessity for laying down a firm long term. 
policy for the movement of adéquate volume of coal by sea. 

4.16. The Sub-Committee of the National Shipping Board in 
their report (196S) took note of the décision of the Railways in 
(1964) to reduce the volume of loco coal to be moved by sea and ob- 
served as under: 

"It is however unfortunate that at this stage, ttier Railways 
hâve decided to reduce the volume of coal to be moved 
by sea. As the volimie of coal movement was expected 
to remain at the level of 2 million tonnes per annum on 
a long term basis, the loading and unloading facilities at 
the ports had been geared up and the capacity of the 
ports was being fuUy utilised for the movement of coal. 
For example, the mechanical coal loading berth and S 
other manual coal berths at Calcutta and the mechanical 
unloading berth at Madras were being fuUy utilised. In 
order to co-ordinate the arrangements for the movement 
of coal according to the programme, Coal Co-ordinati(m 
Committees were constituted at Calcutta, Madras and 
Bombay consisting of représentatives of the Railways,. 
port authorities, Coal Controller, shipown^rs and other 
interests concemed," 

4.17. The Sub-Committee estimated the volume of coal to be 
moved by sea during the Fourth Plan at 7J5 lakhs tonnes per 
annum. This estimate was on the assumptioii that the industrial 
requirements of coal would also go up to 5 lakh tonnes per annum 
and the Railways would be persuaded to use sea-bome route to 
meet their diminished needs in the far South from 1968-69. 

4.18. More recently, the Study Group on Coastal Shipping of the 
National Shipping Board in their report (April 1968) has made the 
foUowing observations: 

"It has been already emphasised that a minimum annual tra- 
fic of 7.50 lakh tonnes of coal has to be assumed to prove 
balanced cargoes for the coastal fleet This quantity must 
be assured on a long term basis despite fluctuations in 
the railbome trafic of coal and despite création of addi- 
tional carrying capacity on the railways. 

There are three strong reasons for making this recommenda- 
tion. First, about 7.5 lakh tonnes of coal per year is but 
a small quantity c<Mnpared to the overall north-soutb 
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flow o£ freight traffic on the Railways. But for coastal 
shipping this quantity is équivalent to almost 25 per cent, 
of the overall projected cargo level. 

.Second, while the increase in capacity in the Railway System 
can be used for traffic other than coal (specially at the 
margin) no such alternative is available to the coastal 
shipping industry. 

Third, despite wide fluctuations in coal oflfered for coastal 
shipping by the Ministry of Railways even in the past a 
minimum of about 7 lakh tonnes per year has been al- 
ways offered by the Railways for shipment by the rail- 
cum-sea route. It should, therefore, présent no difflculty 
to the railways to provide this traffic as a regular mea- 
sure for the coastal shipping industry. In fact, the cur- 
rent indication is about a million tonnes. 

The Study Group is of the view that it may be désirable for 
the Ministry of Railways to permently allot some quanti- 
ty of coal for coastal shipping over and above the mini- 
mum requirement of 7.5 lakh tonnes annually. Such a 
policy décision would make available to the Railways room 
for flexibility in their own opérations. This would also 
add more tonnage to the coastal fleet of 4.5 lakh tons, 
and thereby enhance its stratégie value to the country." 

4.19. In a written note furnished to the Committee the Ministry 
of Railways hâve stated that the décision to increase the movement 
of coal by rail-cum-sea route from 1 million tonnes to 2 million 
lonnes per annum to southem and western India both on account o£ 
Railways and the industry was taken by the Cabinet Committee in 
March, 1961. This décision was taken in View of the transport bot- 
tleneck on the Mughalsarai direction. The quotas ftxed were 
1.284 million tonnes for Railways and 0.716 mrtllion tonnes per annum 
•on account of industry. 

4.20. The Ministry of Railways hâve further stated in a written 
note that till July, 1964 Railwarys had been moving loco coal accord- 
ing to the above quota and the actual movement during fhe years 
1961-62 to 1963-64 was as under: 



(Million tonnes) 

1961-62 1.116 

1962^ 1.397 

1963-64 1.345 
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4.21. While taking a décision for the movement of 2 million 
tonnes of coal by sea-route, the Cabinet Committee had also deci- 
ded that as a long term measure in the Third Five Year Plan period, 
the coalfields outside the Bengal and Bihar area should be develop- 
ed to the maximum extent possible, that coal for Western India 
should move by rail-route from Central India coalfields and Pench 
and Chanda and for Southern India from Singarehi coUieries as 
far as possible and only the remaining requirements being met by 
Bengal-Bihar coalfields, a portion of which was to be sent by the 
sea-route to ease the burden of railways who were tlien finding it 
difficult to move ail the coal required via Moghalsarai and the east 
coast line. According to the Ministry of Railways this clearly indi- 
cates that the Cabinet Committee had in mind the possibility of 
réduction in the movement of coal by sea-route durmg the Third 
Plan and the ensuring Plans. 

4.22. In a meeting held in the room of Secretary (Co-ordination) 
on 12th August 1964, one of the conclusions broadly agreed to was 
thàt consumers of coal should not be compelled to take coal by the 
rail-cum-sea route. This could be regarded as a gênerai relaxation 
given in the target of 2 million tonnes. In view of this and also 
in view of easy transport capacity for movement of coal to Western 
Railway and also in view of increased availability of coal from 
outlying fields a décision was taken by the Railway Board in August 
1964 to reduce requirements of sea-bome coal account of Railways 
to 96,000 tonnes per month to Southern Railway only. Movement 
to Western Railway was completely stopped. 

However, on a spécial request from the Ministry of Transport, 
the Ministry of Railways agreed to move one loco coal collier per 
month to Saurashtra Ports for some time. 

A copy of the minutes of the Inter-Departmental meeting held 
on 12th August 1964 is given at Appendix II. 

Copies of the correspondence exchanged between the Ministry 
of Transport and the Ministjry of 'Railways (Railway Board) 
(U.O. No. 704/SS/64 of 6th September 1964 and U.O. No. 64/ 
Fuel/117/2 dated lOth September 1964) and given in Appendix III. 

4.23. During the course of évidence the représentative of the 
Ministry of Transport has explained the basic issuer: involved in 
the developmont of coastal shipping in the foUowing terms: 

•*A décision was taken by a Cabinet Sub-Committee that the 

target of movement round the coart should be 2 million 

3508 (Aii) L.! 
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tonnes made up of both loco coal and indusirial coaL 
This target was practically achieved for some time but 
later, it started declining. The basic problems faced by 
the Ministry of Transport in making any plans for the 
Coastal movement bas been the inability of the Railway 
Ministry to give us what might be called a long term 

plan or programme Therefore, we are not in 

a position to give our consent for a long-term programme 

for 1.13 movement of coal round the coast There 

are two things involved — one is a long-term programme 
and the other is of assuring of ships to carry coal round 
the coast. Coal incidentally is a kingpin in the cargo 
movement round the coast. We find it difficult to put 
across any proposai to the Ministry of Finance for the 
acquisition of colliers. Whenever we go there, they 
ask, *What is the cargo that you are going to move?* 
But there is no assurance forthcoming from the rail- 
ways." 

4.24. During the course of évidence, the Committee wanted to 
know why the Railways were not able to supply the coal to the 
shippers when, as per the décision of the Cabinet Committee, they 
were to provide an assured traffic of 2 million tons of coal per 
annum. The représentative of the Ministry of Railways has ex- 
plained as under: 

"I would like to explain the context of the décision to move 
2 million tons by sea taken by the Cabinet Committee. 
At that time there was a serious transport bottleneck to 
move coal and also the Steel, Mines and Metals Minis- 
try was saying that coal was not being lifted. So other 
routes hâve to be found to move the coal and the déci- 
sion taken was that over a period of years coal of the 
order of 2 million tons would move by sea. The ques- 
tion is what interprétation should be given to 'over a 
period of years'. Is it 5 years or 2 years? 

4 2o. The Committee desired to know whether it would not 
hâvo been proper for the Railways to refer the matter again to the 
Caoin'rt Committee and then act on that. The représentative of 
Ir.f .'.îinistry of Railways has replied as under: 

• V/e bave carried out the target for nearly 4 years: 1961-62 

-12 lakhs tons, 1962-63—12 lakh tons and 1963-64—13 

Jakh tons. We hâve carried for 4 years and in 1964 

there was another inter-Ministerial coordination meet- 
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ing at which the matter was reviewed. 0£ course, that 
was a différent Committee; it was not Cabinet Com- 
mittee. But this matter was reviewed and it was found 
at that time that the consumers need not be forced to take 
the coal by the particular route. Another thing I wish to 
submit before the Committee is that in 1961 when the Cabi- 
net Committee took this décision, simultaneously they also 
took a décision that the coal fields in the Central India and 
Singareni must also be developed and once they develop- 
" ed Railways should take the coal from those areas to the 

estent th^ required. With the development o£ thèse 
coal fields, a lot of coal is now coming both to the South 
and western areas from thèse new coal fields; our total 
requirements of coal from Bengal and Bihar has gone 
down.** 

4.26. The Committee wanted to know whether the Ministry of 
Transport would like that the Railways should make a flrm com- 
mitment stating the minimum tonnage which the coastal shipping 
should hâve and the minimum period during which the tonnage 
had to be moved. While af&rming that the Government is think- 
:ing on thèse Unes, the représentative of the Ministry of Transport 
lias clarified: 

"It is necessary for the railways to give us a fairly long-term 
programme. We are not asking for this programme for 
too long a period but till the Haldia Development south 
of Calcutta takes {dace. This project is likely to be 
completed by 1971-72. By this time the économies of 
coastal movement are likely to change very radically." 

As to the minimum period which they would like the Railways 
to be committed, the représentative ôf the Ministry has stated that 
they would welcome a period of 10 years or even 15 years but at 
the présent stage they would be satisfied it the Railways assure 
them of a cargo till the period when Haldia is ready. 

4.27. As regards the tonnage of coal to be moved by coastal ship- 
ping, the représentative of the Ministry has stated that the National 
^ipping Board has suggested a minimum of 7.5 lakh tonnes a year. 
The Ministry of Steel, Mines and Metals are thinking of a slightly 
différent target. The Planning Commission are thinking of a highter 
target in terms of movement around the coast and movement in 
•tcrms of exports to Burma and Ceylon. Whatever mv^Kt Vife \!cv^ 
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tonnage ultimately decided upon, it could not be below 7.5 millioi^ 
tonnes, whidi is the figure suggested by the National Shilling Board^ 

4.28. In justification of balancing of traffic if a minimuni of 7^ 
Iakh tons of coal cargo is assured the llinistry of Transport and 
Shipping in a written note bas stated: "An analysis of the dry cargo 
traffic on the coast bas revealed that traflBc to Calcutta is consider- 
ably more than traffic from Calcutta. As sucfa, it is essential to bave 
coal shipments from Calcutta to procure balanœd traffic in both. 
directions. The estimâtes of traffic are as follows: 

G^gures in lakfas cxf tonnes) 



Range 



Cicnenl Cargo 



To 
Calcutta 



coal 



Fiom 
Caktma ment 



ni 

m 

GO 



Total 



C^ilcutta llast Cx>«it 

l^^Icxma U\itioorin 
v'cvhin 



2 00 



4*oo 



V 4ilcutta West Ooâst 4*50 
West Cotst oiUy 



i-oo 



0-50 
:^'OC 



1-3- 
3-50 

2"ÇC 



9-00 



437 



8-00 



9-00 



9-00 



l\n;il mo\xi«ent 



tc*<:> 



^*^c 



9*cx> 



or 



30-37 
or 

30-50 



n ^111 Nr s«^ frwm the above. thaï gênerai caxf 
saU n> Oalciutfc iî: oxp«t^ to be rcund l&SI 
y^^r and as ^ain:^ •Aïi:. tlie gimeina cargo tndfic 
f^^^m O^louna is onîy abc<:: S50 îakhs tomne^. As 
^uantity <\f 7.50 lakltt tanrw!!? M CN>al is i^e^ràrà in the 
ti<wi h> Kalanoc the traffio 



4 2.^ *\s4«vi to jîiatc ;iv «^urrvjiîfvi mox^eroe^m of coal an 
M»cmnt by Scmthem and We$q«rn RasTiray Ami^ 



tnific inchiding 



to move 
a iwfnimum 



RveTi 
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mxinicated their requirements of coal to be moved by rail-cttm-«ea 
ix>ute upto 1971-72 and year-wise targets are as imder: 



Year 


Southern 
Rly. 


Western 
Rly. 


Total 


1968-69 
1969-70 
1970-71 
1971-72 


tonnes 

. 3,50>«)o 
3,00,000 

3,00,000 

3,00,000 


tonnes 

2,50,000 

3,00,000 

3,00,000 

3,00,000 


tonnes 

6,00,000 

6,00,000 

6,00,000 

6,00,000 



The estimated requirements were communicated by the Ministry 
of Railways (Railway Board) to the Ministry of Transport and Ship- 
ping, vide their O.M. No. 67/Fuel/47/l, dated the IBth May, 1968 
(Appendix IV). 

4.30. As regards coal for industrial users, the Committee hâve 
been informed that the Coal Controller has also indicated that the 
volume of coal to be moved on account of industries would be 30,000 
tons per month. In other words, the total quantity of coal which 
according to présent indications would be available for coastal ship- 
ping, would be of the order of 80,000 tons per month or 9.6 lakh tons 
per annum. 

4.31. In a written note submitted to the Committee, the Ministry 
of Transport and Shipping has stated that the foUowing estimâtes 
hâve been given by the Ministry of Steel, Mines and Fuel (Depart- 
ment of Mines & Metals) : 

"The movement of 0.96 million tonnes is however dépendent 
on the availability of colliers, continuance of the rail-cum- 
sea route subsidy scheme,* a review of which is due by 



*In a written note the Ministry have stated: 

**It was decidei by Government in March, 1961 that in view of shortage in rail 
transport then prcvaling, arrangements should be made for moving an additional 
one million tons of coalever}' year by the sea route to coastal States in the South 
and West and that the coal transported by the sea route should be made available to 
the consumcrs at almost the same priées as conesponding grades of coal moved by 
rail. Among the measures to be taken for achievmg this> one was that a subsidy 
should be paid in respect of such sea-bome coal» the fiinds for the subsidy being 
found by raising an additional excise duiy on coal. In pursuance of this décision, 
the approval of the Parliament was taken for raising the ceiling prescribed for 
excise duty levied under the Coal Mines (Conservation and Safcty) Act, 1952. 
The excise duty wa<: raised by 80 per paise per ton on coal and soft coke and 
Rs. 1 .20 per ton on hard coke with effect fVom 8-6-61 for this purpose. 

With the decontrol of coal priées with effeci from 24-7-67 it became necessary to 
consider the question of continuance of the subsidies to the coal induttry and the 
subsidy on coal moved by rail-cum-sea route. The matter was considered early 
this yrar and it was dccided to continue the scheme of subsidy on coal moved 
by rail-cum-sea route upto 31-3-69. A further review is expected to be conducted 
Jbefore the end of the current financial year." 
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the beginning of 1969-70, and the inability of the Railways. 
to carry this coal by the ail rail route. It bas recently 
been indicated by the Ministry of Railways that the RaiU 
way capacity will be available to move the coal of 
Bengal-Bihar région by ail rail route by 1971-72. The 
discontinuance of the subsidy scheme will also hâve its 
effect on the movement by the rail-cum-sea route; as 
such movement would then become uneconomic* 

4.32. With regard to movement of commodities by Indian coastal 
shipping to Burma and Ceylon, the Committee has been informed in a 
written note by the Ministry that the main commodity which moves^ 
at présent by Indian coastal ships to Burma and Ceylon is coal. 
The exports of coal to Ceylon and Burma during the last three years^ 
were as imder: — 

Ceylon Burma 



(quantity in lakh tonnes 

1965-66 '59* I-4C 

1966-67 1-65 1-93 

1967-68 1-57 1-8 

4.33 Due to rapid dieselisation of the Railways the Ceylon Gov* 
ernment hâve reduced their requirements and hâve invited tenders 
for the supply of 50,000 tons only during the period December, 1968 
to November 1969. It is probable that even thèse quantities will be 
reduced gradually in the coming years. 

4.34. As regards Burma, the MMTC's current contract is for the 
supply on C.I.F. basis 2.96.00 tons of coal and coke during the 
period January, 1968/December 1968. The entire quantity is to be 
carried by Indian coastal ships. But in August, 1968, a 3 year con- 
tract has been signed with Burma providing for the supply of about 
2,60,000 tons of coal and coke during the period January, 1968 to 
December, 1969. The supply of coal and coke during 1969 will be 
on F.O.B. basis in vessels to be nominated by buyer. The quanti- 
ties and prices for 1970 and 1971 vnll be negotiated and agreed upon 
each year 4 months prior to the expiry of each year delivery period. 
It may, however, be assumed that at least the same quantity t.e., 
2,60,000 tons per annum, would be exported to Burma during the 



H>UT Exports of coal to Ceylon started in December, 1965. 
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next 5 years. The Ministry hâve, however, expressed their diffl- 
culty at this stage to indicate whether they will succeed in their 
efforts to persuade Burma to lift coal on C.I.F. basis enabling the 
utilisation of Indian coastal ships. 

4.35. In the import trade the principal commodity moving from 
Burma is rice. There is practically very little movement of other 
commodities by Indian ships in the India/Ceylon and India /Burma 
trades as will be seen from the following statement: 

(Tonnes in lakhs) 



India/Burma India/Ceyloa 



Export Import Export Import 



1965 ... 2- 18 .. 0'12 

(foodgrains) Copia 

0*11 M18C. 
Cargo 

1966 . 1-93 0-46 

(foodgrains) GcnL cargo 

1967 . . . (not yet available) (not y et availabie) 

4.36. The Committee desired to know whether the MMTC had 
explored the possibility of shipment of Indian coal to Hong Kong 
through Indian coastal ships before undertaking shipments to Hong 
Kong in foreign chartered vessels. The Ministry has informed the 
Committee in a written note that during the negotiations the Hong 
Kong buyers had expressed their inability to accept per month mor 
than 4,000 to 5,000 tons at a time because of limited demand for coal 
in the market. Accordingly, the Shipping Corporation of India and 
the Chartering Organisation in the Ministry of Transport and Shipi 
ping were approached by the M.M.T.C. for providing small ships 
capable of carrying this tonnage. The Shipping Corporation regret- 
ted their inability to provide such small vessels. The Ministry o£ 
Transport & Shipping replied to the M.M.T.C. that no Indian ship- 
owners would be interested as there was no retum cargo available 
from Hong Kong and the vessels would hâve to be ballasted back 
to India. The Committee has been further informed that under the 
coîitract entered to by the M.M.T.C., a quantity of 24,000 tons of 
steam coal is required to be shipped to Hong Kong during the period 
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April, 1968 to December, 1968 with an additional quantity of 15,000 
tons to be shipped during the period January, 1969 to March, 1969. 
About the additional quantity of 15,000 tons the foreign buyers 
would be intimating their option to the M.M.T.C. in November, 1968. 

4.37. The Committee need hardly point oui that coal is the iiu>st 
important single commodity in the coastal traffic in India and wher- 
«ver there is a compaiatively small quantity of cargo to be carried, 
it has to be supplemented by coâl to provide balanced traflBc. In 
f act coal is the king-pin in the cargo movement around the coast 



The Committee note that a décision to increase the movement of 
coal by rail-cum-sea route from 1 million tonnes to 2 million tonnes 
per annum to Southern and Western India both on account of Rail- 
ways and Industry was taken by the Cabinet Committee in March 
1961, but later the décision was modified at an inter-departmental 
meeting held on ISth August, 1964. The Commiiiee feel that in a 
matter like this, where the interests of the Railways and Coastal 
Shipping dashed, it would hâve been proper to place ail the facts 
before the Cabinet Committee for their décision. From the facts 
as disclosed before them the Committee flnd that at présent the 
Ministry of Railways hâve made a commitmoit that they will be 
suppljring 50,000 tons of coal per month to be carried by coastal 
shipping till 1971-72 and in addition they hâve requested the Minis- 
try of Shipping and Transport to ensure movement of one ship load 
per month of industrial coal to Saurashtra ports by rail-cum-sea 
route. The Ministry of Shilling and Transport, however, bave 
suggested a minimum of 7.5 lakh tons a year. In the opinion of the 
Committee the gap between the quantity offered by the Ministry 
of Railways and the quantity suggested by the Ministry of Shipping 
and Transport is not much and it could be easily bridged. The Com- 
mittee, therefore, suggest that the Ministry of Railways and the 
Ministry of Shipping and Transport should be mutual consultations 
rome to a settlement at the earliest possible time so that a minimum 
quantity is assured to coastal shipping till the period when Haldia 
is ready. 

4.38. The Committee would like to stress that it should be borne 
in mind that only when an adéquate quantity of coal is assured 
to the coastal trade, will there be balanced traffic and the possibilité 
of maintaining the coastal trade at a proper leveL 



CHAPTER V 

FREIGHT 

A. Fixation of Rates 

5.1. The existing powers available with the Government for 
fixing of rates about fares are those mentioned under section 412(1) 
of the Merchant Shipping Act, which is reproduced below: — 

"(1) The Central Government may by order publish in the 
Officiai Gazette, fix in the prescribed manner the rates 
at which any Indian ship may be hired and the rates which 
may be charged for the carriage of passengers or cargo 
by any ship engaged in the coasting trade of India. 

(2) If the Central Government considers that with a view 
to enabling it to fix the rates under sub-section (1) it is 
necessary or expédient so to do, it may constitute a Board 
in the prescribed manner for the purpose of advising it; 
and such Board may be constituted either generally or 
for a particular case or route or in respect of rates for 

I the carriage of passengers or chargo or both. 

(3) Where an order fixing the rates to be charged for hire or 
for the carriage of passengers or cargo has bcen published 
under sub-section (1) no owner, master or agent of a 
ship shall charge rates exceeding the rates so fixed/' 

5.2. The Control of Shipping (Rates) Rules, 1949 (which continue 
to be in force by virtue of clause (a) of sub-section (3) of section 
461 of the Merchant Shipping Act) lays down the manner in which 
the rates of fares in the coastal trade may be fixed. 

5.3. It has been stated by the Ministry that although Government 
hâve statutory control over the rates and fares on the coast, in actual 
practice, thèse are generally fixed by the Indian Coastal Conférence!/ 
or the shipping companies concerned. It is only in cases where the 
rates for any commodity/commodities or the passenger fares in any 
particular service are considered to be unreasonable that Govern- 
ment intervene. In such cases, they hâve by notification announced 
the rates and fares applicable to the particular trade concerned. 
For example, they recently fixed the fares for the Konkan passenger 
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service on the basis of the Report submitted by a committee which. 
was appointée! for the purpose. Similarly, in the case of the Indian 
tankers chartered to the foreign oil companies for opération on the 
coast, they fixed the rates of hire. 

5.4. It has been represented to the Committee that, although 
Government hâve powers to constitute a Board for the purpose of 
advising them in the fixation of rates and fares for coastal move- 
ment, they hâve not so far constituted any such Board unùer the 
Act. In actual practice, freight rates on coal are negotiated with 
and sanctioned by Government as the Railways are the biggest 
shippers. As for sait, the shippers represented by Indian Sait Manu- 
facturers' Association are consulted before any increase in rates 
is effected. With regard to gênerai cargo, the Coastal Conférence 
is left free to fix and -or revise rates on individual commodities. If 
a gf^neral increase is to be in^Kised on aU cargoes induding coal and 
sait, the Coastal Conférence is required to obtain the prior approval 
of the Go\*emment Go\^ernment hâve instituted from time to time 
inquiries into the freight structure on representaticHis made by the 
Coastal Conférence. Examination of accounts of various shipping 
companies and submission of recommendations by the officiais of 
the Transport Ministr>* who are conducting the inquiries take a long 
timo and further time is taken bv Government for ooosideratîoD 
of the recommendations and announcement of their décision. From 
tho timo the représentation is made by the Conférence to the time 
tho Government 's décision is annotmced so mudi time is lost that 
tho eflfoct of the measux>es taken to cover the lise in ooste of opéra- 
tion is nullified by further rise in costs in the intérim period. It 
has further been represented thaï the Coastal Conférence has sufler- 
tHÎ l\oavv (inancial losses on account of delaved decisioo of the Gov- 
ornmont and obtained no relief because of further rise in cost of 
o|>oration. 

!>.5. Askod to state how much time the Government hâve taken 
in Kiviixg approval to the proposai for the revision of frei^ts. the 
roprosontative of the Minisorv' of Transpon has stated in évidence 
thaï normally it should no: t^ke more than three months. though 
in somo cases it has taken six months. "Hie fmanrial results are 
rxaminod by the Di^ector General, Shippir.g. and he makes recom- 
niondations for a jjorien^.^ irîcroa^se in freichts. When the reoommen- 
dations of tho Dinecîor Gt-^norji". Shipping:;. are reccâved in the 
Mn>istr> of Transport, thèse are referred To tî)e Ministries cxmcemeà. 
|Hirtu\ilarly tho Minis:r>- of C.->mmerce. Ihen a meeting of the 
Mrtntnno Kroijjih: Coir.missJor. :? &rran»d and in the li|:ht of the 
nvommoîvîations. GoveTT.mer.: take a aecisîoin. If ihe «port of 
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the Director General, Shipping, covers ail the points, a period of 
three months for announcing Government's décision would be 
enough. But if further clarification is asked, it takes more time. 

5.6. Asked to state on how many occasions since 1956 the CoastI 
Conférence has approached the Government for enhancement of 
rates and on how many occasion such increases were permitted, 
the Ministry of Tranport has furnished the foUowing information 
to the Committee: 

"The représentations submitted by the Conférence for the en- 
hancement of freight rates and the extent of increase in 
the rates sanctioned by Government on the basis of those 
représentations are briefly dealt with below: — 

*(1) Raïl'Sea Coordination Committee: In pursuance of a 
statement made in Parliament by late Shri Lai Baha- 
dur Shastri while introducing the Railway Budget for 
1955-56, the Government of India appointed the Rail- 
Sea Coordination Committee in June 1956 under the 
Chairmanship of Shri N. S. Lokur. This Committee 
was required to undertake a comprehensive examina- 
tien of the comparative costs of opération on compétitive 
routes by rail and sea and advise on the steps to be 
•' taken to promote transport by coastal shipping for com- 

modities which were specially suited to this type of 

transport. The Committee submitted its report on 9tb 

I April 1957. The Committee recommended a gênerai 

• increase of 15 per cent in the rates of coastal freight as 

were in force prior to 15th October 1955 and an in- 
crease of 10 per cent in respect of coal with retras- 
pective eflfect from Ist April 1956. In respect of coal 
the increase was limited to 10 per cent as a 5 per cent 
increase had already been given. This recommendation 
was accepted by Government in September 1957. 

(2) Ahhi Commission: The Indian Coastal Conférence sub- 
mitted a représentation on 22nd July 1961 that they 
should be allowed a gênerai increase of 37.7 per cent 
in coastal freight rates, as the costs of opération had 
gone up considerably since the last gênerai increase in 
freight rates was allowed. The matter was referred to 
a one-man Commission headed by Shri R. G. Abhi. This 
Commission recommended a gênerai increase of 15 per 
cent, in freight rates. On the basis of this recommenda- 
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tion the Government sanctîoned a gênerai increase of 
15 per cent on ail cargoes with ^ect from Ist June 1962, 
with the exception of coal mo\ing to ports upto Cochin 
for whidi the increase was limited to 10 per cent. 

(S) Parûsuranum Cwnmittee: The Indian Coastal Conférence 
agidn represttited in May 1963 that they should be 
allowed a gênerai increase in frei^t rates. Shri Para- 
suraman^ the then Government DirecUa- on the Board 
of Indian Shipping companies, was asked to examine 
this reparesentation in June 196S. He recommaaded the 
restoration of the eut of 5 per cent in the freight rates 
for coal moving to ports uplo Codiin. 

<4) Enquify t>y DC Sïitppmff— 1965: The Indian Coastal Con- 
férence represented on 22ad ^«I 1965 that a gênerai 
increase ^ 20 per cent in coastal frei^t rates should 
be foUowed. The matt«r was examined in the D.G. 
Shipping and on the basis of the recommendation made 
by him. Govcmment sanctioiked an increase of 10 per 
cent in tiie rates with cffect firom Ist August 19^. 

<5> Eiqwrry &y D. G. S.^ippiaf. — ^1966: The Indian Coastal 
ConfHence submitted two l e p t e&eii tatioDs one in Octo- 
ber 19(6 aiod anottier in December 190 in wfaich they 
requested for a gcneral increase of aboot S per cent in 
coastal freight rattSL Tbe matter was examined in the 
D. G. Shipping and an increase of 123 per cent was re- 
c ommen ded to GoTemmenL The 
coBSuIting the Maritime Fltei^t < 
ed an increase of 10 per cent wtth effect firom Ist July, 

?.T. A statemiesit showlztg the ttmg lig between the sohmission 
cf die represntatiofis made by tt» CbasIaE Coofierefice and the 
dates cf communicatiocL of GcreramcEtt^is Jpivuopsl as ftmished by 
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3-5-1963 June 1963— appointment of Para- 1964 Reoommendatio» 

suraman Committee. not accepted. 

22-4- 196^ ExamincdbyD.G. Shipping May 1965 Augast 1965. 

4-10-1966 lixamination carried out by D.G. Dcccmbcr 1966 l'ily 1967. 

Shipping. 



5.8. As regards the time-lag between the submission of represen^ 
tation by the Coastal Shipowners and the communication of Gov- 
ernment's décision thereon, the Ministry of Transport has, in a 
written note, stated: 

"It will be seen that the enquiries conducted by the Rail-Se» 
Coordination Committee and the Abhi Commission took 
more than year. This could not probably be helped as^ 
thèse enquiries were of a detailed nature and covered 
several aspects of coastal opération. The Parasuraman 
Committee took about 6 months for the submission of the* 
Report. In the case of the enquiry conducted by D. G. 
Shipping in 1965 however, there was no undue delay. In 
the case of the similar enquiry conducted in 1966, there 
was some delay as clarification on several points had to be 
obtained from the coastal Conférence before submitting 
the Report to the Ministry. As the Report had to be- 
referred to the Maritime Freight Commission and also 
to the concemed Ministries, it took some time for the 
Ministry to pass orders thereon. 

It may be mentioned in this connection that the cases made 
out by the shipowners for the enhancement of freight rates 
during 1965 and 1966 were based on the financial results 
of opération of coastal ships during each of the previous 
years. By the time their représentations were examined 
and Government took décisions thereon, the position 
changed in the sensé that the results of their opération 
during the subséquent years became available. 

Further the main reason for delay in submission of reports by 
the various committees was that the shipping companies 
were not maintaining separate accounts in respect of 
Coastal Shipping, and expenses hâve to be apportioned 
between overseas shipping and coastal shipping. With a 
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View to minimsing the time lag between the date of suh- 
mission of the représentation by the Conférence and an- 
nouncement of Government décision thereon, certain pro- 
formae hâve been drawn up in which the financial re- 
sults of coastal opération are required to be submitted by 
the Coastal Shipping Companies to the Director General 
of Shipping at the end of each financial year. On the 
basis of those results the Director General of Shipping 
would examine the adequacy of the prevailing freight 
rates and if necessary recommend to Government such 
increase in rates as is considered reasonable. Govern- 
ment will take a décision on the recommendations within 
a reasonable time." 

5.9. Asked to give their comments on the suggestions made by the 
Coastal Conférence that it would be helpful to constitute a machi- 
nery — a board — for consultations with the organized bodies of ship- 
pers, and, if necessary, amending the Merchant Shipping Act, in the 
matter of fixating and/or revision of freights, the représentative of 
the Ministry of Transport has stated that there is already a fairly 
well-establishéd machinery in the shape of the Maritime Freights 

' Commission and no further machinery is required. This Commission 
consists of an independent Chairman and a représentative each of 
the Ministries of Commerce, Finance and Transport and Shipping. 

■ The function of the Commission is to advise CSrovemment on matters 
relating to maritime freight rates, overseas or coastal, which may 
be referred to it by CSrovernment. 

5.10. It has been admitted by the Ministry that the previous 
procédure under which the coastal Conférence had to approach the 

• Government to effect a gênerai increase in the freight rates was not 
quite satisfactory from the point of view of shippers. Under the 
new procédure in which the financial results of coastal opération 
are required to be submitted by the Coastal shipping companies to 
\he D.G., Shipping, at the end of each financial year, the adequacy or 
otherwise of the prevailing freight rates could be considered by the 
D.G. Shipping, and recommendations made to CSrovemment. The 
représentative of the Ministry has assured the Committee that under 
the new procédure there will not be any cause for complaints that 
much time is taken by Government in announcing the décision on 
freight revisions. 

5.11. He has also stated: "What we are trying to build up is the 
convention that before they (Coastal Conférence) come up with 
proposais for increase in freight rates, they would havc informai 
téûks with the représentatives of the shippers." 
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5.12. The Committee note that the Ministry hâve from time to 
«time appointed committees to consider proposais for revision of 
ireiglits and tliat Govemment's décisions on the reports submitted 
by the enquiring cmnmittees were commnnicated witUn a period of 
five to six months. They, however, feel that Uiere is force in the 
argument of the Coastal Conférence that by the time Government 
décisions are announced, the position undergoes a change on account 

•of further rise in the costs of opération in the intérim period. 

5.13. The Committee agrée with the Hinistry that the existing 
lir<»cedure in regard to sanrtioning gênerai increase in freight rates 
-on the basis of recommendations made by ad-hoc committees 

appointed every two or three years followiog représentations made 

by the Coastal Conférence was defective. They feel assured that 

under the new procédure, which bas been evolved in consultation 

with the shipowners, there would be automatic and continuous 

^examination of the accounts of the shipping companies on the basis 

*Qf returns submitted by tbem oa a standard proforma to the Director 

General Shipping and that there would not be any cause for corn- 

plaints from the Coastal Conférence in regard to delays in making 

décisions. The Committee hope that the new procédure will be 

given a fair trial and the resnlts watched for a period of three years. 

5.14. In view of the fact that the Maritime Freîghts Commission 
lias already been vested with necessary power for advising the Gov- 

emment in matters rdating to freight revisiwiSy the Conmiittee do 
not think it would be necessary to set up any ad hoc Board for con- 
sidering proposais for changes in freight The Committee wouldy 
however, suggest that the Coastal Conférence and the ship-owners 
shottld be given ample opportunities to présent their viewpoints 
before the Maritime Freights Commission before, Government taises 
any décision on their recommendations. 

5.15. The Committee would also suggest that in order that the 
Director Génial of Shipping, is in a position to collect statbtics 
about the operating results of the shipping companies quickly and 
comprehensively, the Coastal Conférence should impress upon the 
shipping companies the necd for sending their returns promptly 
and in the proper proforma. 

B. Cost of Rail Transport vis-a-vis Rail-cum-Sea Transport of Coal 

5.16. The Committee on Transport Policy and Coordination in 
their Report (1966) bas dealt with in détail the comparative cost 
of ttiovement of coal by sea and rail. The position is summarised 
below. 
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5.17. While considering the économies of coal movement by sea 
f?i5-ii-4ns rail, it has %o be borne in mind that coal is a 'low-rated' 
commodity in the taiiff schedule of the railways and on account of 
the telescopic basis of charging, rates on coal are specially low over 
long distances. Coastal movement of coal on the other hand, is 
inifluenced by the foUowing factors: 

(a) Ships going from East coast to the West coast hâve to 
make a détour around Ceylon. The voyage by sea from. 
Calcutta to the ports bn the West coast is substantially 
longer than the corresponding distance by rail. For 
example, the distance from Calcutta to Bombay is about 
3,00& kilomètres by sea as against 2,000 kilomètres by rail. 

(b) As coal has to be brought from coUieries situated inland, 
handling is involved at several places. Coal has to be 
brought from the mines to the port and then on to the 
ship. Again it has to be carried by rail or road from the 
ports to the port towns. 

(c) On account of the.peculiar difficulties of the Calcutta port 
— which is situated 126 n>iles inland from the sea — ships 
hâve to wait for a favourable tide to negotiate this stretch 
of water. .It takes from .two to three days for ships ta 
move up to the river and back. As ships hâve to wait 
for the favourable tide, on certain days there is concen- 
tration of ships, which inevitably leads to congestion and 
delays in berthing at the port. 

(d) The détérioration in the draft of the river Hooghly has 
affected the extent to which the capacity of ships can be 
utilised. The larger the ship, the greater is the extent 
of under-utilisation of capacity on account of limitation 
of draft. 

(e) There is limitation of available space for raising adéquate 
dumps of coal in the dock area in Calcutta, which néces- 
sitâtes loading of coal directly from wagons to the ships, 
thus making it difficult to reduce the tum-round of ships. 

(f) Lack of suitable facilities at the unloading ports which 
leads to détention of ships at the ports. In particular* 
smaU ports at the destination end hâve inadéquate berth- 
ing facilities and either lack sufficient ligfaters for unload- 
ing coal or hâve no space for dumping coal. 

5.18. Freight rates on coal charged by the rail-cum-sea route and 
those by the ail-rail route from Raniganj to the ports of destinatioa 
in southem and western India, as given in the Report of tfae Com* 
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:mittee on Transport Policy and Coordination (January 1966) are 
reproduced below: 















(Rs. 


pcr tonc) 


Freight from 
Raniganj to 


Rail 
freight 
to 

Calcutta 


Sea 

freight 

from 

Calcutta 


Incidental 
charges 
incl. 
port 

charges 


Total 
rail- 

cum- 
.sea 

freight 


Ail- 
rail 
route 
freight 


Différence 

bctween 

rail-cum- 

sea and 

all-rai 1 

freight 


Madras 


9 


7.52 


33.63 


10.00 


51.1^ 


35.63 


+ 15.52 


C JJ dalore 




7.52 


34.85 


10.00 


52.37 


37.94 


+ 14.43 


Tuticorin 


• • 


7.52 


34.85 


10.00 


52.37 


41.81 


4-10.56 


•Cochin 


• fl 


7.2>2 


37.96 


10.00 


55.48 


41.81 


+ 13.67 


Bombay 


• ■ 


7.52 


39.69 


10.00 


57.21 


36.92 


+20.29 


Bhivnag:ir 


• • 


7.52 


39.69 


10.00 


57.21 


40.10 


+ 17 II 



5.19. Based, however, on the current freight rates, port charges 
etc., the expenditure per tonne on the transportation of coal by the 
ail-rail route and the rail-cum-sea route to varions coastal ports 
Works out approximately as shown below: — 



Destination port 


Industrial 


Coai 


Railway 
AU-raU 


Coal 




ail-rail 


rail-cum- 


rail cum- 




route 


sea-route 


route 


sea route 






(From Ranigunj Coal fields) 


Madras 


50-28 


75-53 


50-28 


74*64 


Tuticorin 


60-86 


77-63 


60-86 


76-06 


Cochin 


60-36 


85-62 


60-36 


8084 


Bhavnagar . 


57-86 


82 52 


57-86 


82-98 



5.20. It will be seen from the above that the freight rates charged 
by the Railways on ail-rail route are lower than the rates charged 
on rail-cum-sea route from ail the ports. 

3506 (Aii) L.S.- 
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5.21. It has been stated by the représentative of the Ministry 
of Transport and Shipping that if the question is looked at from 
the point of view of the economy as a whole, the real criterion for 
deciding on the suitability of a particular form of transport for a 
particular stream of traffic is the cost of transport. 

5.22. The représentative of the Ministry of Railways on the other 
hand has stated that looked at from the point of view of the user 
it would be the rate charged. In the context of the movement of 
coal by the rail route or the rail-cum-sea route or the rail-cum- 
sea-cum-road route, the consumer would naturally look to the total 
cost he has to incur. 

Asked to state whether the Ministry has calculated the cost per 
ton to the user, the représentative of the Ministry of BaiLways has 
stated that they hâve not made any comparative study of cost. Ta 
find out the cheaper form of transport for the user, they would 
require detailed analysis of the entire structure and also considéra- 
tion of items like transit time, etc. The représentative of the Minis- 
try of Transport has stated that it has been accepted by the Rail- 
way Board that long distance transport by rail above 987 kms. is 
below cost and it has also been calculated that the Railway Board 
is losing about Rs. 6 crores annually on account of long distance 
transport of coal. If the Railway Board changes their freight 
structure and bases it on the principle of cost, the ail-rail cost would 
be much more. He has added that when Haldia comes into picture, 
the position would dramatically change and the cost of transport 
by the rail-cum-sea route would come down. The représentative 
of the Ministry of Railways has expressed the view that the élément 
of cost from the coal fields to the Calcutta port might also go up. 
It does not necessarily follow that movement by rail-ciun-sea route 
would be cheaper if they go on cost basis. He has, however, agreed* 
with the views that the cost of transport by rail route might also» 
register an increase. 

5.23. The Committee on the Transport Policy and Coordination 
in their report has given the comparative oost of ail rail-cum-sea 
movement of coal, assimiing the use of Haldia and of modem 15,000 
ton colliers. The comparative figures are given below: — 

(Rs. per ton) 



From West-Bcngal-Bihar to 


AU-rail 


Rail-cum- 
sea 


r 


2 


3 


Madras ..... 
Tuticorin 


36-55 
61-64 


35 -4? 
46- 16 



•1 



Cochîn 42-70 44*30 

Goa 59*48 44*61 

Bombay ... ... 38-87 41*69 

Kandla 62*51 44*41 



From the above it will be seen that the rail costs to the economy 
are lower than the costs of coastal shipping to Cochin aod Bombay 
and higher in respect of the other ports, namely, Madras, Tuticorin, 
Goa and Kandla. 

5.24« It has also been stated that the Sethusamud Canal Project 
may hâve a significant impact on the costs of coastal shipping. The 
comparison above is in terms of fuU costs of coastal shipping and 
railways. 

5.K. Tlie Committee on Transport Policy and Coordination hâve 
also quoted the views of the World Bank Coal Transport Study Team 
that "although the total rail costs to the economy are approximately 
the same or higher than sea costs via Haldia, the addition rail costs 
for transporting coal to southem and western ports are probably 
somewhat lower." 

5.26. Justifying the need for encouraging coastal shipping, the 
représentative of the Minlstry of Transport has stated during évi- 
dence that the coastal shipping is an intégral part of the transport 
sjrstem in the country; it is, the second line of defence and it has got 
otfaer advantages also. ''In the interest of coastal shipping, it is neces- 
sary for the economy as a whole to bear somie cost. The first point 
is tfae inability of the Railways to move the entire coal in certain 
directions and the other is the positive requirement of developing 
a particular transport system.'* 

5.27. While agreeing with the views of the représentative of the 
Ministry of Transport that in the overall interests of the country it is 
désirable to develop coastal shipping also, the représentative of the 
UQnistry of Railways has stated that so far as the railway freights 
are concemed, after leads longer than 800 K.M. rates are charged 
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below cost so that it is subâdised to sotne eztmL But that has been 
the pattem for many yeais and il is not a new thing. He has stated: — 

"^Snce 1964 we hâve made three successive increases in the 
rate for coaL witfa the resuit that instead of covering our 
costs up to 500 K.M. we are now covering our costs up to 
800 KM But you wiU appreciate that if we were to make 
a sudden increase up to the levél of costs, it would upset 

a lot of things in the economy He railways would 

be very happy if they could charge full rates but it is a 
question of the economy of as a whole and the reaction of 
the consumers throughout the country to our eliminating 
the subsidy on coaL subsidy wfaich we hâve been giving 
for the last one hundred years. We are doing it gradually 
and i|pe are reduâng the ezempticHi but we cannot do it 
ovemigfat. If we do. the reaction of the consumer may be 
pretty strong. So. we hâve to keep that also in vîew.** 

5^. The Committee wanted to know whether the Ministry of 
Transport and Shi|qping could not take any e ffe c tive steps which 
could reduce the fra^t by sea because frà^t by sea is everywhere 
cheaper than freigfat by raiL The represaitative of the Ministry of 
Transport has stated durîng e\id«nce as under: — 

''Historically. as you know. coastal sfaipping is eztrsne'y weûr 
suited for the transport of bulk cargo, and movesmeni by 
sea as compared to rail for the carnage of bulk cargo has 
be«i cheaper right throughout histoxy. But tbere are cer- 
tain exceptional ciirumstances in our case whicfa did not 
make it possible for the coastal shifyîng oompanies to oSer 
freights on économie basis. Again, due to historical rea- 
sons. we had inhented a verv old coastal fleeL It is not 

m 

an effective fleet. Hien we had the problem of lack of 
assurance ci cargo so that we wesie not able to renovate the 
fleet. Tlie pcrt conditions in some cases made it certainlj 
difficulté Tlie tum-round has also not been so quick as it 
oo^t to be and this has also added to the cost. f^uther, 
overseas trade has been more profitable âum coastal trade 
with the resuh that shiprinir cnmpanies are inelmed to 
tum over their better vessels to the overseas sfaipping 

rather than to coastal shipping We a^^ taking 

steps to modernise our ports during tbe Fooitfa Flan. 

We are trying te rationalise the wt^iking of ihe smaller 
shipping companies When Haldia oomes up there wiH be 
dramatic change in regard to the économies and we hope 
that as a resuît of thèse steps. there wiT be a bîg diange* 
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5^. As stated by the Committee an Transport Policy and Co- 
ordination, an important deteiminant of the total quantum of coal 
to be shipped l^ the sea route in future is the volume of coal ix^iich 
haa to be carried from the Bengal-Bihar coal flelda to the southem 
and western parts of the country. They hâve estimated that the 
ahipment of coal from the Bengal-Bihar coal flel<b to the southem 
and western India could be at a level of 1.5 million tonnes in 1970-71. 
In estimating the reguirements they hâve taken into account the pos- 
sibility of consumers of coal in thèse régions switching over to other 
sources of energy as also to the programme of dieselisation and elec- 
trification on the Western and Southem Railways. The possibility 
of industrial users of coal switching over to fuel oil has also been 
taken note of . The Committee on Transport Policy and Coordina- 
tion has further observed: 

'^nder existing conditions, the cost of coastal shipment, no 
doubt, exceeds the cost of rail movement. After the ftei- 
lities at Haldia ccMtie into comtmission, the disadvantages 
sufFered by coastal shipping will be overcome to a large 
extent and the cost of coastal shii»nent should come down 
oonsiderably. Further économies in costs are possible if 
appropriate types of ships are introduced. It is also neces- 
sary to examine possible operational économies in coastal 
shipping through planned improvemoit in utilisation of 
available capacities. From the point of view of the eco- 
nomy as a whole, it is the com|parative costs of coastal 
and rail haulage which shoiild provide the basis for taking 
a décision on future of coastal movement of coal. So long 
as rates cannot be brought in doser confirmity with costs 
the existing subsidy on coastal shipment shoiûd continue. 
Since coal is the single most important component of 
coastal cargo, it is necessary to take long term considéra- 
tions fully into accoimt while deciding on the future of 
coastal shipment of coal." 

5*30. Tlie Committee note that apart from the f act that ships going 
from fbe east coast to the west coast hâve to make a détour around 
Cejlen, tfie odier factors which influence tlie coastal movement of 
eml are pecoliar to the port of Calcutta— delay in loading and un- 
loadhic owlng to the tide conditions, détérioration in the dmft of the 
river Hooglily and limitation of available space in tlie dock area. Ilie 
CSommittee note further that when Haldia cornes up, tliere will be a 
dramatic change in regard to the économies and speed of coal move- 
It 
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5.SL Ua Oumnittae mgr^e that cowlal duppô^ is vk intcc^al part 
éi iht transport System m the coontry and it is tlie seeond fine af 
dcf(pare, and, th c r rfo r e, it is necessaiy toit ihe economy of fht coon- 
try as a whole to bear aome of the cost. However, the Committae 
are of the view that the snbsidy which the Bailways hâve hem 
ffmng in the movemeiit of coal for the last IM years or so cannot 
he done away wifli soddenly and it woold he iMndent to redoce the 
snbsidy gradnally as the Railways are doini^ at présent. 

S.32. nie CcMnmittee hope that witii the graduai diange in the 
f rei^it rates for coal, as envisaged by the Baitwajrs, with the comhig 
into apersâian of Haldia port which will redoce flie cost of the rafl- 
cmn-sea route to a great extent^ as envisi^ied by the Committee om 
Tran^ort Poiicy and Co-ordinati<m^ and with tiie modernisation ef 
ports ezpected dnring the Fonrth Plan there wffl, in the near fntnrt, 
be a giadoal improvement in the présent situation. In the mean- 
time, howerer, the Committee woold oJ^ that the MQnistry shoold 
examine the feasibOity of making the coastal opemtions more ecoao- 
mical by rationalisation of the worfcing of smaller diipping compm- 
ies, by qmdur tom-roand of ships, by better phasing of shipping 
spaee and other suitable measores which woold h^ the coastal trade 
to operate more efficiently and economically than at présent. 



C. Return of Capital 

5.33. It has been represented to the Committee by the Indian Coas- 
tal Conférence and the Indian National Steamship Owners' Associa- 
tion that "Government hâve not f ollowed a consistent ix)lîcy of allow- 
ing économie rates so as to yield a spécifie return on capital employed 
The Planning Commission has recently recommended a return of 12% 
on capital employed in respect of several industries. The ship-owners 
consider this return reasonable and urge that freight rates should 
be so revised as to yield that return." 

5-34. In a written note submitted to the committee the Ministiy of 
Transport and Shipping hâve stated for the purpose of conducting en- 
quiries into coastal freight rates, the Ministry hâve in the past gone 
by the financial results of opération of the foUowing principal 
shipping companies plyin on the coast: 

Scindia Steam Navigation Co. Ltd. 

Great Eastem Shipping Co. lAd. 
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Bharat Lines Ltd. 
Malabar Steamship Co. Ltd. 
New Dholera Steamsl^ps Co. Ltd. ' 
National Steamship Co. Ltd. 

Information regarding the retum on capital employed in coastal ship- 
ping by other companies operating on the coast is not availàble wifh 
the Ministry. So f ar as the six companies mentioned above are con- 
«emedy the percentage retnm on capital of each of thèse companies 
pertaining to the year 1964-65 is given below: 

(In lakhs of Rupees) 



'Company Name 


Freight 
Eamîngs 


Opérations 
Expenses 


Net 
Operating 
resuit 


Capital Percentage 
employed of retum 
on capital 
employed 


Malabar 


III -05 


84-79 


26-27 


135-07 


19-4 


New Dholera 


43-94 


28-31 


15 63 


76-14 


20-5 


National 


20-o8 


17-39 


2-69 


13 '20 


20-4 


<jTeat Eastem 


i6i-54 


156-69 


4-84 


159 63 


3-0 


Scindias 


343-98 


338-94 


5-03 


444-35 


1*1 


Bharat Line 


130 03 


114-87 


1516 


164-83 


9-2 




810-62 


740-99 


6962 


993-^iiAverage 



5.35. From the statement it will be seen that the total retum on 
the total capital employed for the year 1964-65 has worked out to 7% 
but this retum on capital does not represent the net profit as expenses 
on account of interest, managing agents commission, donations, bcmus, 
taxes etc. hâve to be met out of this retum. The Ministry hâve stated 
that the requisite data for working out the retum on capital for the 
subséquent years has not yet been fumished by the shipping compa- 
nies. 



5.36. Asked to state what should be percentage of retum on capital 
in so far as the coastal shipping is concemed and whether it is a fact 
that the Planning Commission has recommended a retum of 12% on 
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capital employed in respect of several industries, the Ministry ot 
Transport hâve in a note, stated that the committees which hâve con- 
ducted enquiries in the past hâve recommended varying percentages 
of return on capital to be allowed to coastal shippers. The Rail Sea^ 
Co-ordination Conimittee (1955-57) considered that a return of 16% 
on capital employed should be allowed to the coastal shipping indus- 
try. The Abhi Commission (1961-62) had allowed a return of about 
10% on capital employed while Shri Parasuraman who held a further 
enquiry into coastal freight raites in 1964 had expressed the view that 
a return of 10 to 12% on capital employed was reasonable in the case 
of the coasta] shipping industry. In the last enquiry conducted by 
D. G- Shipping 1966, a return of 12% on capital employed was allow- 
ed in working out the percentage increase in freight rates to be gran- 
ted. 

The Ministry hâve felt that a return of 12% on capital employed 
could be reasonable in the case of coastal shipping industry. 

5.37. The représentative of the Ministry has stated during evid^ice 
that what the Planning Commission has stated is not recently but in 
the Draft Fourth Plan three years ago. The observations made by 
the Planning Commission are reproduced below: 

"In estimating the likely contribution of public enterprises at 
existing prices of their products, suflScient allowance has 
been made for their working expenses, normal replace- 
ments, interest payments, taxes and dividends, again on the 
basis of prevailing prices. It has, however, to be recognised 
that as a resuit of dévaluation, the cost of maintenance im- 
ports required by public enterprises will be higher than ori- 
ginally anticipated. It is extermely important that thèse 
undertakings should, as far as possible, seek to offset the 
higher cost of imported raw materials by better utilisation 
of capacity, larger import substitution, adjustments in 
their product-mix and gênerai improvement in operational 
arrangements. It is only with a concerted effort to reduce 
costs along thèse Unes that a rate of return on capital em- 
ployed of not less than 11 to 12 per cent — can be achieved 
without undue increases in the price of products or 
services sold by public enterprises.". 

5.38. The Ministry of Transport & Shipping hâve further stated that 
a Sub-Committee was set up by the National Shipping Board in 1966 
to consider what rate of profit should be allowed to the shipping in- 
dustry'. The Indian National Steamship Owners* Association had re- 

prescnted to that Sub-Committee that the shipping industry should 
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be allowed a retum of not less than 12% on capital employed in addi* 
tion to a rehabilitation allowance of 10%. The Sub-Committee, how- 
ever, came to the conclusion that the minimum rate of profit which 
the shipping industry should endeavour to realise was 12% gross 
retum on capital employed to be arrived after deducting ail work- 
ing expenses but before providing for taxes and development rebate 
and interest on borrowed capital. The capital employed was to be 
reckoned, according to the Sub-Committee, as being the total of 
the equity capital, loan capital and reserves and surpluses. 

5.39. The Sub-Committee had also pointed out that as the coastal 
trade had been reserved to Indian shipping and as Government had 
statutory control over coastal freight rates, it would be possible for 
Government, by permitting suitable increase in freight rates, to ena- 
ble the coastal shipping industry to realise the rate of profit recom- 
mended by them. 

5.40. The Estimâtes Committee hâve been informed that this 
recommendation made by the Sub-Committee is under the considér- 
ation of the Government and no final décision has been taken. 

5.41. The Committee hâve noted the observatioiis made by the 
Planning Commission in tlie Draft Ootline of the earljer Fourth Plan 
in regard to retums on capital employed and the measures to be taken 
to secure that retum. They f eel that it b not difficult for the coastal 
shipping industry to achieve a legitimate retum on capital employed 
provided port facilities are developed to enable quicker tum-round 
of vessels, adéquate cargo and tonnage is assured, the bottlenecks 
tiiat hinder the opération of the coastal fleet are gradually eliminated 
and adéquate repair facilities are provided. They feel that if the 
tum-round of ships could be improved, more voyages could be per- 
lonned thereby adding to the eamings without corresponding increase 
in the total operating cost. With the Conmiissioning of Haldia Port 
the opération is likely to be quicker, resulting in increased sailings. 



SÀ2. The Committee bave earlier noted that the Director Greneral, 
Shipping, is to undertake a study of the operating costs of the différ- 
ent shipping companies every year and mnke recommendations in 
rogard to revision of freight rates to the Government. The Côn^nit- 
tee hi^ie that while considering the recommendations of the Sub- 
Committee of National Shipping Board, the Government will take 
lato account the latest retums of the shipping companies^ as fumish- 
od by the D.G. Shipping, so as to fix an eeonomic freight rate for 
coustal shipping. 
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Arrangemjefits 



5.43. The Rail-Sea Coordination Committee (1957) had examinée 
the question of extending ''through-booking arrangements" between 
Railways and Coastal Shipping for movement by combined rail-aea 
route wherever possible. That Committee had discussed this matter 
wlth the Coastal Conférence whose views, as submitted to themi were 
as under: 

"(i) The cost of transportation increases because of the several 
handlings involved in 'through-booking'. 

(ii) The cargo is likely to be heavily damaged due to several 
handlings. 

(iii) Shippers and consignées prefer direct services by road to 
raiKcum-sea *through-booking' arrangements. 

(iv) 'Through-booking* arrangements envisage regularly of 
services both by rail and sea which imder the présent dr- 
cumstances obtaining both in respect of the availability 
of wagons and ships is dîfficult to be guaranteed. 

(v) Under 'through-booking* arrangements cargoes should be 
received at terminal ports and arrangements for storage 
etc. should be properly made. Grodown acconunodationis 
insufficient at several ports and pilferage is likely to in- 
crease. Saf ety of cargo te also in danger. In view of thèse 
risks *through-booking' will not be preferred by shippers/ 
consignées. 

However, if proper steps are taken to ensure speedy clearance 
and safety of cargo, introduction of 'throu^-booking' is 
not a difficult proposition." 

5.44. For the purpose of introducin'g 'through-booking* arrange- 
ments, the Conférence had suggested the foUowing schemes to the 
Rail-Sea Coordination Committee: 

"(i) Railways may book the cargoes as usual for through car- 
nage by the appropriate rail-ciun-sea route and hand over 
thèse cargoes at ports to an agent of the Indian Coastal 
Conférence to be appointed at each port where cargoes are 
available for rail-cum-sea transport. 

(ii) This Agent should receive ail rail-borne cargoes and should 
book the same by first available steamer for onward car- 
nage to the port ot destination. 
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<iii) The Agent should similarly receive the sea-bome cargo 
and book the same for rail transport to the final destina- 
tion in the interior. 

(iv) The Agent should prépare ail necessary papers required 
for the transport of cargo both by rail and by sea.'* 

5.45. The Rail-Sea Coordination Committee had recommended that 
the facility of through booking should be continued and expanded 
wherever possible. They had aiso observed that the pre-requisite for 
the success of this scheme would be the maint^iance of regular ship- 
ping services to enable prompt clearance of cargoes coming by rail 
and also the maintenance of a single shipping organization with which 
the Railways will hâve to deal. They felt that the West Coast and 
South Ihdia being well served by ports, traffic movenients by the 
rail-cum-sea route between North and South India, if encouraged, 
would afFord assistance to the trade and would be particularly useful 
for encouraging movement of gênerai cargo by the sea route. 

5.46. In a written note submitted to the Committee, the Minîstry 
of Transport hâve stated that the Indian Coastal Conférence wrote to 
the Ministry of Railways on 31st July, 1959 for arrangements regard- 
ing rail-cum-sea through booking. The Conférence was advised that, 
as *through-booking' arrangemjents already existed between the West- 
ern and Southern Railways and the Scindia Steam Navigation Com- 
pany for traffic between Bombay Harbour and the stations in Sau- 
rashtra reached via Saurashtra ports and between Bombay Harbour 
and stations reached via Mormugao, the Railways are prepared to ex- 
tend thèse arrangements to other rail-cum-sea route on the same Une 
but it would not be ix)ssible for the Railways to effect a réduction in 
their freight rates or impose any restriction on the movement of 
goods by the ail-rail route for the purpose of diverting the traffic to 
the sea route. It has been stated by the Ministry that the Indian 
Goastal Conférence did not accept this. 

5.47. When asked during évidence why the suggestion for 
*through-booking' arrangements could not be agreed to, the repré- 
sentative of the Ministry of Transport has stated: 

*Through booking does not imply réduction of freight. The 
suggestion was really that the 'through-booking* arrange- 
ments already existing in the Southern Railway and the 
Scindia Steam Co. should be extended to other areas and 
the Railways were not prepared to do that. The Coastal 
Conférence asked for réduction of freight and for imposi- 
tion of restrictions in certain sectors. Thèse two condi- 
tions the Railways did not accepta' 
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5.48. During the course of évidence, the représentative of the Min- 
ifltry of Railways has stated that following correspondence were ex- 
changed between the Coastal Conférence and the Railway Board on 
the subject: — 

Front Railway Board to the Coastal Conférence 

'Hailway administration are always pr^>ared to consider any 
proposai for the introduction of 'through-booking^ arrange- 
ments on the Unes of the 'through-booking' arrangements 
already existing between the Scindia Steam Navigation 
Company on the one hand and the Western and Southern 
Railways on the other for traffic between Bomibay Harbour 
and stations via Saurashtra ports or via Mormugao. It will 
not, however, be possible for the Railways either to effect 
a réduction in their freight rates or to impose any restric- 
tion on the movement of goods by the ail-rail route solely 
for the purpose of diverting the traffic to the sea route.** 

From Coastal Conférence to the Railway Board 

'The Conférence notes that it is not possible for the Railways 
to reduce their rates in order to arrive at a through rate. 
It, however, appears that the Railway Board expects the 
Conférence to quote concessional rates to arrive at a work- 
able through rate. You will appreciate that if concession- 
al rates are to be quoted they should be quoted by both 
the agencies, tnz., ttie Railways and the Conférence. As, 
however, the Railway Board do not seem to be inclined to 
reciprocal arrangements, the Conférence feels that no use- 
fui purpose will be served by pursuing the matter further." 

5.49. The représentative of the Ministry of Railways has added 
that as the Coastal Conférence are not interested in pursuing the 
matter, the proposai for Hhrough-booking' has not been fiuther con- 
sidered. Asked to state whether the proposai for 'through-booking' 
involves a sizeable loss of freight, the représentative of the Ministry 
of Railways has stated during évidence: 

"I do not think the financial implications of the proposai were 
worked out or they formulated a concrète proposai for 
réduction. It was a question of prinâple. Tlie Railway 
cannot imdertake to subsidise movement by rail-cum-«ea 
route and cannot impose any restriction on through book- 
ing by railway." 
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5.50. The Committee regret to observe that the ptoposBl for in- 

trodncing 'through hixking^ arrangements between the Railways 

and Coastal Shipping for movement by combined rail-sea route 

wherever possible^ which was recommended by the Rail-Sea Co- 

•ordination Committee, has not been given the considération that it 

deserves. The Committee feel that it is not fair to reject a proposai 

on the principle that it is not acceptable either to the Railway Minis- 

try or to the Coastal Confer^ice. The Railways should bave worked 

ont the financial implications of the proposai before summarily re- 

jecting a scheme which, in the opinion of the Committee, is a laudable 

^ne. The Committee suggest that the Ministry of Shipping and 

Transport may further examine the proposai in consultation with 

the Ministry of Railways and the Coastal Conférence and arrive at 

a workable solution so that the consumers' interests can also be 

adequately protected. 

E. Lack of Shipping Space 

5.51. A statement showing the year-wise targets and actual des- 
patches of coal by sea route on Railways' account to southem and 
western Railways during the period 1961-62 to 1968-69 as fumished 
by the Ministry of Railways, is reproduced below: 
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5.52. When the attention of the représentative of the Minifitry of 
Bailways was drawn to the f act that there were shortfalls in the 
actual despatdies of coal during the period 1964r65 to 1967-68, the 
représentative of the Ministry of Railways explained that the short- 
fall was due to the shortage of vessels it was not due to any fault 
cm the part of the Railways. 

5.53. On being asked to offer his comments regarding the non- 
availability of adéquate shipping space, the représentative of the 
Ministry of Transport and Shipping has stated during évidence that 
baacally the reason is lack of a long-term programme. Elaborating 
further, he has stated: 

**We hâve a coastal fleet capable of carrying coal of about 20- 
21 ships. The problem really is that Calcutta is the main 
starting point for coal trafflc. At Calcutta there are cer- 
tain limitations because of the Hooghly. For a few 
months in the year Hooghly drafts are satisfactory. Many 
of our coastal ships are Liberty vessels which draw up a 
lot of water. When the Hooghly draft falls, we find that 
a ship with 8,000 to 9,000 tonnes capacity can actually 
carry only 5,000 tonnes of coal. So, much less coal per 
ship is carried Railways hâve various destinations to which 
coal moves by sea. If coal moves from Calcutta to Tuti- 
corin, the turnround of ships carrying coal is much sooner. 
If coal moves from Calcutta to Saurashtra, the tum-round 
of ships is much longer." 

The représentative of the Ministry of Transport and Shipping has 
further stated: 

'There was a time when the coastal shipping was able to 
carry well over a million tonnes of coal. It has corne 
down because the operators, who are mosUy private sector 
people, hâve no induceihent for the replacement. Further 
in regard to acquisition of vessels for the coastal trade, 
it has to be on a long term basis because the normal prin- 
ciple foUowed for acquisition of ships from abroad is on 

the basis of self-finance If a commitment is 

made for a period of 5 — 7 years, it will not be difficult for 
us to progressively augment our offering for the move- 
ment of coal, say within 18 months from now." 

5.54. The Ministry of Railways hâve, however, informed to the 
Committee in a written note that in their communication dated the 
l«th May, 1968 addressed to the Secretary, Ministry of Transport 
and Shipping the Railway Board hâve steted that "The Railways 
hâve further reviewed their requirements on a long term basis in 
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View of theîr Une capacity and hâve decided to move this quantity 

of 50,000 tons per month by coastal shipping till 1971-72 

In addition, the Ministry of Transport and Shipping should ensure 
movement of one ship load per month of industrial coal to Saurash- 
tra ports by rail-cum-sea route." 

5.55. The Committee note that the target of coal to be moved by 
sea route on Railway ac^count annually bas actually corne down 
from 12,84,000 tons to 6 lakh tons per anntun and that in the paflt 
the coastal shipping companies bave not been able to reach the 
targets as the actual despatches during the last few years indicate 
that thèse bave been much lower than the targeted figure. The 
Committee also note that the Ministry of Railways bave conununi- 
<!ated in their letter dated the 18th May, 1968 that in addition to 
54>,000 tons of coal per month upto 1971-72 to be moved on RaUway 
account, the MSnistry of Shipping and Transport ; should ensure 
movement of one ship load per month of industidal coal to 
Saurashtra ports by rail-cum-sea route. 

5.56. In thèse circumstances the Committee suggest that the 
Ministry of Shipping and Transport may take up this matter with 
the coastal shipping authorKies and ensure that the movement of 
coal is not hampered for lack of shipping space even though the 
Committee appreciate that at présent there is some difBculty in this 
matter e.g. Hooghly river draft, old ships in the coastal trade 
requiring replacement etc. 



CHAPTER VI 

PORTS 
A. Berthing and I>ry Docking Fàcilities 

6.1. It has been represented to tfae Coininittee that no spécial 
lacilities are available for coastal shipping in the ports of India. It 
bas been contended that at almost ail ports on the coast and parti- 
cularly at major ports, the berthing capacity is inadéquate, the avail- 
able lighters are insufficient, proper dredging is not done as a resuit 
ol which adéquate drafts are not available and there is shortage of 
pilots and harbour masters, causing delay in bringîng in and taking 
eut ships as aiso in their shifting in the ports. Apart from thèse 
drawbacks, the Port of Calcutta has additional disability, viz., low 
drafts in the Hooghly River. The river is not properly maintained 
as a resuit of which, except in monsoon months, the drafts ail 
throughout the year are not sufficient and thereby full carrying 
capacity of the ship is not utilised. 

6.2. It has been represented that the dry docking fàcilities are 
available only at Bombay and Calcutta Ports. In view of the fact 
that the number of existing dry docks is not sufficient, the vesséls 
hâve to wait inordinately long time for entering the dry docks even 
for short periods. 

6.3. With regard to the complaint about inadéquate berthing 
capacity, the représentative of the Ministry has stated in évidence 
that there are 155 alongside berths and 35 more could corne up on 
the basis of the Fourth Plan. Trafflc estimâtes for varions types 
of cozxmiodities had been duly taken into accoimt. The Ministry 
hope to be able to handle the traffic generated during the Fourth 
Plan without any adverse effect on tumround of ships. He further 
stated: 

''Broadly the position today is that of the 8 major ports, 
Haldia is being developed as part of Calcutta Port. It Is 
going to be completed by about 1971-72. Then there is 
the Madras Outer Harbour Scheme capable of taking 
ships of 40 ft. draft and over 60,000 tonnes DWT which 
will be completed by 1969-70. Then we hâve a large 
development programme in Mormugao on which we 
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should be able to take action in the course of next week or' 
so; it is a programme which will facilitate handling of iron- 
ore capable ot nandiing 60,000 tonnes per hour. Mormugao 

will be capable of taking 60,000 tonnage vessels In 

addition, we are developing two new Ports — Tuticorin 
and Mangalore. About Rs. 6 crores hâve been sanctioned 
for each and we hâve programmed to complète part of the 
work during the Fourth Plan. As part of the new pro- 
posais, we hâve got a very big development programme 
in Nhava Sheva, a satellite port of Bombay, capable of 
taking ships and bulk carriers and capable also of hand- 
ling the new pelletised containers. At Visakhapatnam the 
Commerce Ministry is anxious to increase the export capa- 
City of iron ore to 12 million tonnes and for handling ore,- 
export schemes are under considération. Paradeep ha» 
been deve oped is a miono-port, capable of handling only' 
one commodity, iron ore." 

6.4. The Committee wanted to know if, besides the dry docking' 
(acilities available to i^mbay and Calcutta, there was any proposai 
to hâve more dry uocKing f acilities at other suitable places also. 
The représentative of the Ministry has stated during évidence that 
one dry dock is under construction at Visakhapatnam and another 
dry dock with a capacity of 85,000 to 100,000 tonnes will be available* 
as part of the Cochin Shipyard. 

The Committee hâve been informed that the Commission on 
If ajor Ports was set up on the 14th February, 1968, with the follow- 
Ing terms of référence: — 

(i) To examine the méthode of working of major ports with' 
a View to improve theii* opcrational cfficiency; 

(il) To consider broadly their development programme in thtf' 
context of présent and future national needs with speciaF 
référence to the changing shipping and port teclmology; 

(iii) To examine specifically the following aspects of port 
working — (a) Management, (b) Financing and (c) Per- 
sonnel; 

(iv) To consider, in the light of the above, the capacity of the* 
ports to enhance the current rate of ex-gratia payment; 

(v) To revlew the arrangments that esdat for ooordinatioi! 
among the différent ports; and 

(vi) To make reconmiendations on the abovar $aaA otlier andl- 
lary matters. 
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The Conunittee was required to submit their report within a 
period of six months, but the term of the Commission bas been ex* 
tended upto 28th February, 19S9. 

6.5. The Committee note that Government are conscious of tha 
présent shortage of berthing rapacity in some of the Major Ports» 
They also note that with the schemes already in hand and the cleve* 
lopment programmes contemplated during the Fourth Plan période 
the Ministry would be able to handle the trafic generated withont 
any adverse effect on the tum-ronnd of «bips. The Committee fiir- 
ther note that one of the terms of référence of the Commission on 
Major Ports set up on the 14 Ih Febraary, 19S8, is ^o consider 
broadly their (of ports) devclopnient programme in the context of 
présent and future national needs with spécial référence to the 
changing shipping and port technology.'' They hope that Govern- 
ment would give expéditions considération to the Report of the 
Commission, when available, and set up the necessary infra-struc- 
ture for providing increased berthing and dry docking facilities te 
th# ports. 

C.6. The Committee further suggest that Government may ex- 
amina the question of berthing capacity in the Intermediate and 
Minor Ports also so that the interests of coastal shipping may ba 
adequately protacted* 

B. Dredging 

6.7. As regards the drawback of the Port of Calcutta on account 
of low draft in the Hooghly river, the représentative of the Ministry 
haa stated in évidence: 

'hooghly is a difficult problem. The broad solution we ex« 
pect is from two directions; one by developing Haldia and 
the other from completion of Farakka. Pending comple» 
tion of Farakka, there is a programme for deep river train» 
ing Works in Bhagirathi. When Farakka is completed, 
40,000 cusecs wiU flow. It does not wash up ail the dit 
now. We bave trainrd the Bbagirathi river in such a 
way that with the Farakka barrage in opération, silt-frea 
. water would flow from Bhagirathi and flush the Hooglily. 
The effect of the barrage would be that the draft wiU in- 
crease and the problem of bore tides will be obviated if 
not completely eliminated.'' 

Ha fùrther stated that with the existing capacity of dredgers and 
manpower available to Calcutta poirt, what was possible waa 
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being done to dredge ànd keep the Hooghly free. '^e are fighting 
hère against nature. It is not a problem where man can simply 
dredge and solve it; it is not possible.'^ 

6.8. Questioned about the présent position et the proposai to 
build up a dredger pool to be created among the major ports, the 
représentative of the Ministry of Transport stated: 

''We hâve already what is called a minor ports dredger pool 
which has got 2 dredgers as well as some tugs. We wan- 
ted to supplément this by another 2 dredgers which hâve 
high power capacity for the purpose not only of catching 
up with backlog and maintenance of dredging as in 
Paradeep, but also attcnding to the dredging requirements 
of Mangalore and Tuticorin, Mormugao etc. We hâve got 
clearance from Government for procuring thèse. One is 
against an ore contract with Japan and another is under 
some other foreign ezchange arrangement. We are at 
it.** I 

6.9. Asked whether there is a proposai to include ail the major 
ports also in the dredger pool, the représentative of the Ministry of 
Transport and Shipping stated: 

"This is a large question. We hâve appointed this Major Port 
Commission which is broadly considering the question as 
to what shûuld ha the national policy in regard to various 
matters such as finance, and the question as to why It 
should not be pooled and hâve a central fund and so on. 
Each port has got its own dredger." 

6.10. The lAPAH (International Association of Ports and Har- 
bours) Study Team under the Cliairm&nship of Mr. Stig Axelson 
of Sweden in theîr Report hâve made several références to the 
severe draft restrictions which exist in ail major Indian ports. 
According to them, while thèse draft restrictions are especially 
detrimental to the country's ability to acccmmodate tankers and 
bulk carriers, they also pose a problem for conventional gênerai 
cargo vessels at most ports. The Team believes stron^y that provi- 
ding adéquate channels at the major ports is the most »erious of the 
many port problems facing India. The team has observed: 

"Nature has provided India with severe inhérent water depth 
problems. The siltation which occurs at ports on both 
coasts plus the littoral sand drift along the east ooast 
would severely test the ingenuity of any country. U tbSi 
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challenge is to be met, extensive dredging opérations wiU 
always be required. India totally possesses the largest 
fleet of dredgers in the world and has plans for acquiring 
many more dredgers. The Team can find no fault with 
thèse plans to improve dredging capacity since many of 
existing dredgers are old and even obsolète. On the 
other hand we are extremely critical of the utilization 
of India's dredging capabilities. With a few exceptions, 

the utilization of existing dredgers is nothing 

short of appalling, especially when one considéra the 
magnitude of the dredging problem. In port after port» 
dredgers are being used at less than their full capability. 
This failure to utilize available dredging capacity can 
perhaps best be illustrated by outlining some of the typi- 
cal situations: 

1. Dredgers tied up because of lack of crew. 

2. Dredgers working eight hours per day in ports where 

even 24 hours opérations would be insufficient to 
fully meet the dredging problem. 

S. Dredgers retuming to dock to allow crews to retum ta 
their homies for lunch. 

4. Dredgers taken out of service for maintenance on other 

than a normal day off, such as Sunday. 

5. Dredgers not operating at night because of inadéquate 

navigational lights at the port 

6. Dredgers inoperative because spare parts hâve not beea 

procured. 

7. Dredging opérations which must cesse whenever a vessel 

enters or leaves port. 

8. Dredgers not operating because the port did not wlsh to 

pay overtime. 

9. Dredgers being scheduled for annual overhaul during 

other than monsoon periods when dredging must 
cease anyway." 

•flie T^m has further observed that the failure to utilize exist- 
ing dredging capacity is nothing short of a national calamity. 
■qoalj^ disturbing is the lack of concem showtv Vx^ ^t\ o^t\^Sa V 
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this under-utilization. They appear to consîder acquisition o£ new 
dredgers the only answer to meeting dredging requirements. 

6.11. The Team has recommended that immédiate steps should 
be taken to ensure that ail available dredging capacity is being 
fui' y utilized. To accomplish this, the Central Government should 
immediately initiate a detailed studv to détermine exactly the ex- 
tent dredgers are now being used. The Government would then be 
in a position to investigate and consider alternative courses of action 
to effect a more productive use of dredgers. 

6.12. In reply to a question answered in the Lok Sabha on the 
29th November, 1968, in regard to the implementation of the recom- 
mendations contained in the Report of the Study Team, the Gov- 
ernment hâve stated inter alia: — 

"The major Port Trusts own such dredgers as are required 
for their regular maintenance needs. It is agreed that 
dredgers should be utilised adequately and that fac- 
tors which hinder full utilisation should be removed, 
The recommendation has been brought to the notice 
of major Port Trusts for being examined with rele- 
rence to the conditions obtaining at each port." 

6.13. The Committee note that after the completion of the 
Farekka Barrage silt-free water would flow from Bhagirathi and 
the draft of the river Hoo«:hly would increase obviating the prob- 
lem of bore tides. Till the completion of the Farakka Barrage, 
however, efforts should continue to be made to dredge the river 
Hooghiy so as to facilitate navigation. 

6.14. The Committee note that each major Port ha^ got its own 
drcdger. There is also a Minor Port Dredgers Pool with two 
dredgers as wcll as some tuçs. The Committee hope that expe- 
ditious action would be taken to procure the additional dredgers 
for which clearance has been obtained from the Government for 
attending to the dred^ng requirements of Mangalore, Tuticorin, 
Mormugao, etc. The Committee further hope that the question of 
having a Dredger Pool for Minor and Major Ports would be consi- 
derei by the Government after the Report of the Major Ports 
Commission is avaiTable. 

6.1.1. The Committee ai-e ro^i^sfra^t»*»*! fo ob^«»rve from the Report 

of Axclson Study Team that the available dredgini; capacity is not 

bei-^e fully ut'Hsed. T^ev a»-e nnhanpv to note that m leod minv 

dredgers require extensive repairs and replacement and that th« 
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idredgers in India are nsed for t>nly 8 hours a day whereas Ûk% 
«nagnitude of the dredging problem demands nMind-the-clock 
i^peration. 

6.16. The Committee feel that H is not enough for the Govern- 
ment to issue instructions to the Port Trusts to see that the dredg- 
ing capacity is fuUy utilised. What is required is a detailed pro» 
cedure to détermine the idle capacity of the dredgers, analyse the 
causes that hinder the utilisation and adopt suitable remédiai mea- 
inires to ensure their maximum utilisation. The Committee would 
like to be apprised, in due course, of the procédure adopted. 

C. Tum-round of Ships 

6.17. The attention of the Committee bas been drawn to the Ship- 
.owners* Mémorandum* to Major Ports Commission on problems of 
Port development The Commission had invited comments and 
«uggestionj from the varions interests concerned, including the 
Indian National Shipowners' Association, covering the gênerai and 
«pecific aspects of problems faced by tbe shipping at tbe various 
major ports in the country. Among tbe important points, wbich 
bave been bighligbted by tbe Indian National SbipDwners* Associa- 
tion in tbeir mémorandum to tbe Major Ports Commission, are tbe 
loUowing: 

• 

(i) Tbe traflRc at major ports bas increased tremendously since 
Independence; so also bas tbe size and tonnage of ships 
calling at the ports. While tbey are expected to increase 
still further, tbe measures that bave been undertaken to 
increase tbe port capacity and facilities hâve fal en far 
short of tbe requirements. 

(ii) Despite progressive încreases in benefits to labour, fréquent 
dtrikes and growing indiscipline beset the smooth working 
of tbe ports and the labour output bas suffered woefully. 

(iii) As a cumulative effect ships sufFer from abnormal de- 
lays at ports whilc port charges and other expenses of 
ships m ports bave gone on increasing steeply. 

(iv) Coastal shipping in particular bas been the hardest hit 
in tbis regard since it bas hardly any capacity to bear 
thèse growing bnrdens. 

6.18. Tbe attention ot tbe Committee bas also been drawn to the 
urticle entitled, "Problems of Sbipowners at Mnjor Ports^ publish- 
-ed In the October, 1968 issue of the Indian Shijyping. The article 
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détails the difficulties encountered by shipowaers at the major ports 
of Bombay, Calcutta and Madras. 

With référence to the situation in Calcutta Port, it bas beoi» 
stated in the article: 

'*Ships are generally detained at the Sandheads whenever 
there is a sudden influx of foodgrains ships or when 
ships arrive in a bimch. Though sucb détentions occur 
occasionally, they hâve a chain reaction throughout the 
port since v/heii a large number of ships arrive at the 
same time, they bave to wait for berthing. Thus, when 
there is congestion at the Sandheads, ships invariably 
suffer détention which is further aggravated during the 
bore tides. Efforts should therefore be made to avoid 
and minimise such deiays. Détention for import 
berths generally vary between 2 and 4 days depending 
on the tirae of the airiva! of the ships. Although efforts 
are being made by the Port Authorities to minimise 
détentions for export ships for gênerai cargo, quite 
often the ships hâve to wait for 1 to 3 days on an aver- 
âge for getting the export berth. But the Port Authori- 
ties do n.)t accept the contention and deny such deiays 
occui- by xhc de\ice of restnctmg the Export Cargo 
AUow Orders. Nonetheless, such deiays do occur. 

6.19. Tho Committee wantod to hâve a detailed note on the tuin- 
round of coastal vessels at Indian Ports. In a writtan note fumish- 
ed to the Committee, the Ministry hâve inriicated the position re- 
garding tiirn-rouTid of vesiels in each of the Ports of Calcutta, 
Bombay, Madras and Cochîn. 

Calcutta 

6.20. Separate statistics are not maîntained at this Port of the 
tum-round t»me of coastal vessels and foreign going vessels. Partî- 
culars of détention suffered by coastal vessels from the month of 
January. 1968 are given below separately for ships unloading gênerai 
imports and loading coal at thîs Port: 



Coastal Cojstal 

Import Colliers 



3 



Janj.r.- 1968 Nil NU 

Ff^rr-.-yir,<^ NU -2 diy 
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March 1968 
April 1968 
MajTiçôS 
JuneiçôS . 



July 1968 . 
August 1968 



-4 day 
2-3 days 



i-o day 



l'O day 
i'6 day» 
1-2 days 



Nil 
i-o day 
•2 day 
1*0 day 
l'i days. 
I -o^days 



Reasons which were responsible for détention to coastal shjps 
during above period were briefly as follows: — 

(1) Non^availability of river herths during bore-tide restrictions 
resulting in wastage of approximately l/4th of Port's berthing capa- 
dty. This is a phenomenon beyond the Port's controL 

(2) Détérioration in draft available in mooring berths and jetty 
lierths on the river due to heavy siltation. 

(3) Strike by Port Commissioners' employées from 29th March 
to 4th April, 1968 resulting in stoppage of movement of ships and 
cargo handling work. 

(4) Heavy rain in Calcutta in Juue & July 1968. 

' Bombay 

6.21. Cargoes imported from coast ports are light cargoes and find. 
a ready market. They are therefore cleared no sooner they are land- 
éd. The main items of coastal cargoes landed at Bombay are coco- 
nuts, copra, spices, coir bundies and betelnuts, cordage and rope 
trom the Malabar coast, cernent and cernent clinker from Saurash- 
tra Ports and gunny baies, hessian and hardware from Calcutta. 

The procédure for filling Customs Documents, covering thèse 
goods, is simple and therc is hardly any examination involving ap- 
praisement and valuation of the goods, by the Customs House. It 
is cnly in rare cases such cargoes are left lying on the premises be- 
yond ten days of their landing. The rate of handling by the Bombay 
Port Trust shore labour from ship ashore of thèse cargoes usually 
exceeds by over 100 per cent, the datums of output laid down. The 
samc conditions exist with regard to import of coastal cargoes apply 
ttlso to exports to coastal puris, botli in regard to the T%fc^ ^1 *Ccv€\t 
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handling from shore to ships as well as în regard to theîr carting 
down, alongside ship, for shipment. 

Ail thèse favourable factors would iinply a quick tum-round for 
coastal vessels but, in actual fact, this is not so for various reasons 
which are as foUows: 

ShipowTiers of coastal vessels, for reasons best known to Ihem, 
do not work cargoes in ail three shifts. In regard to export cargoes 
sfnce sev3ral coastal ships arrive almost simultaneously in Port to 
load/unload cargoes, they are not able to secure adéquate export 
cargoes and they remain at berth awaiting receipt of thèse cargoes. 
Coastal ships accordmgly remain at berths very much longer than 
is normally required to handle the quantities of cargoes which they 
.discharge and which they load, on a single voyage. Even if they 
hâve no cargoes to load, the owners of thèse vessels are known to 
fix the departure dates of their vessels to suit a particular arrivai 
time at the next port. 

Madras 

6.22. During the year 1957-68, 98 coastal vessels were dealt with 
which landed 89.918 tonnes of import cargo and took 28,025 tonnes of 
export cargo. The average period si>ent by thèse vessels waiting for 
b^rth is 1.8 days and the turn-round time taken from the time of 
arrivai to the date of sailing averages to 6.4 days. Coastal vessels 
take their tum for berths along with foreign vessels in the ord^r of 
their arrivais and there is no separate berthing priority for them. 

Cochin 

6.23. Major portion of coastal cargo excluding POL is handled in 
stream. In case of imports, s*reamer agents either give overside 
delivery or unload cargo in their godowns. In case of exports, ship- 
pers lighten cargo to sh'ps in stream, Turnround time of coastal 
vesseli is more than foreign vessels as coastal cargo is- handled in 
stream. 

6.24. Asked to state whether the turn-round of ships sufTered on 
account of unsatisfactory conditions of loading and discharge at 
ports thereby entailing heavy financial losses to the Shipping Com- 
panies, the Mmistry of Transport and Shipping, bave fumished a 

written note, stating the position in Calcutta, Bombay, Madras and 
Cochin. 
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Calcutta 

6.25. As facUities available in the Port are intended for the use of 
coastal and foreign vessels without any restriction, it cannot be 
maintained that coastal vessels are unfavourably placed and tlieir 
turn-round alone is adversely aflfected by unsatisfactory conditions 
of loading and discharga ot cargo prevailing at any tinie in the pcrt, 
The exceptions are that coastal vessels carrying timber and sait hâve 
to unload at river mooring and ihe pietercnce being given to col- 
liers, loading for Burma and Ceylon Ports at the instance of Gov- 
ernment. 

Bombay 

6.26. Ships l'censed to ply on the coast enjoy certain advantages 
when compared with ships plying in the overseas trade; in the latter 

^ case, whethar Indian-owned or foreign-owned. For instance, most of 
the ships plying on the coasts are small ships with low drafts and on 
arrivai at Bombay, obtain bertJis on the day or thfî day foUowing 
'that.of their arrivai in marked contrast witli ships arriving wi*h 
overseas cargoes which are usually dulayod in berthing. 

Madras 

6.27. The coastal vessels do not sufïer any delay at the Port nor is 
their turn-round adver.ely affected. There is no information that 
<^oastal ve'^els sulToroJ h?>Nivv finanna] lob*? due to coadiil(îns of 
londin<? and discharge at this port. The facilities offered for coastal 
and foreign cargoes are the same. The coastal traflR'j at this port is 
not hravy. The main commodit'es of coastal imoorts are gunnles 
from Calcutta and lubricating oH in drums from Bombay and some- 
times from Cochin. Thèse commodit'es especiqlly baies gunny are 
Tiandled with mechanical aMs like forklifts and a sort of préférence 
is given in suoplying forklifts for handling thèse commodities from 
the coastal ships. 

Cochin 

6.28. Conditions of loadinç and d*sch^r<?? a^^e normally s^t^'sf^c- 
tory except, at t^mes. for shortacre of berth«? psner'allv stream berths 
due to the bad weather congestion and insufflcient draft at moorings. 

6.29. The CommTtte^ are surpHsed that separnte statistics arc not 
maintained at Ca1ci|tta Port about the tum-rounfl of coastal nn^i 
foreipn-eoiner vessels. Tl»e Committee rccommend tî»îit «ii'-h st-^tis- 
tici ihould be -maintaiiied by ail the Ports and AuVi u^v&ftAi Vj ^^ci««u 
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6^. From the fiipures fumished about the détentions adiffered br 
eoastal vessek at Calcutta from the month of Janiiary, 1968, onwards^ 
tbe Committee note that détentions were in the neighbourhood of 1^. 
days in regard to eoastal imports and 1.0 days in regard to 
eoastal colliers during June to Auguste 1968. While part of 
the détentions is due to factors over which the Port authori- 
ties hâve no control, viz. bore tide restrictions, détérioration of draft, 
heavy rains, etc., the strike by Port Commissioners' employées bas 
also been a contributory factor for détentions suffered by eoastal 
vessels. Since détentions are likely to lead to a chain réaction at 
the port causing congestion of vessels for berthing, the Committee 
would like to emphasise that vigorous efforts should be made to avoid 
and minimise delays. They further suggest that Government should 
undertake a comprehensive review of the labour problem in Calcutta 
and other Ports and take suitable steps to imjprove the labour-man- 
agement relations, so that there may not be any hold-up of work due 
to strikes leading, among other things, to the détention of Vesseb. 

6J1. The Conmiittce note that while the procédure for clearance 
of goods at Bombay Port is comparatively simple, tum-round of 
eoastal vessels is not effective inasmuch as shipowners of eoastal 
vessels do not work cargoes in ail the three shifts and several eoastal 
ihips arrive simultaneously in Port to load/unload cargo. The Com- 
mittee would like the Government to take up the matter with the 
Indian Coastal Conférence so that there may not be any bunching at, 
vessels and the departure and arrivai dates can be suitably phased 
out by the shippers. 

6.32. The Committee further note that the faicilities available at 
most of the major ports for loading and discharge are the same for 
eoastal and the f oreign cargoes. They bave no doubt that the Major 
Port Commission will examine the question of adequacy or otherwise 
of the existing port facilities, including availability of lighters^ place- 
ment of wagons, etc. which bave a direct bearing on the tum-round 
of vessels and the économies of the eoastal shipping trade. 



D. Wharfage and I>emurrage 

6.33. In a Mémorandum submitted to the Committee the Indian 
Coastal Conférence and the Indian National Steamship Owners* As- 
sociation hâve stated: 

"Wharfage and demurrage on cargoes are coUected by the Fort 
Authorities. There is no uniform practice in regard to the 
collection of thèse charges on eoastal cargoes. The Bom- 
bay Port Trust allows a rebale ol 20 pet cent cm ail chargea 
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coUected by them« The Madras Port Trust used to aDow 
such rebate but since some time past it bas been removed. 
The Rail-Sea Co-ordination Committee had in 1957 recom- 
xnended that every effort should be made to reduce the 
terminal costs by reducing charges wherever possible and 
by charging preferential port charges for coastal shipping. 
It is understood that the Port Authorities had opposed this 
recommendation which, if it had been implemented, would 
bave affected their revenues. At présent whenever the 
Ports are faced with déficits they increase their charges 
without regard to the fact as to whether cargoes can aflford 
to pay. The charges should be commensurate with the 
services rendered and a concession should be allowed to 
coastal cargoes to encourage its, movement by sea." 

8.34. In a note fumished to the Committee, the Ministry of Trans- 
port and Shipping hâve stated that in Calcutta Port overside charget 
both for imports and exports for coastal cargo are higher than over- 
^de charges for foreign imports and exports. Shipping charges le. 
t^arges leviable on export cargo including coal and coal training 
charges are also higher in respect of coastal coa\ The levy of lower 
rates on exports to foreign countries is to improve the compétitive 
position of Indian goods in foreign markets and h as been designed as 
a measure of export promiotion. On the other hand, foreign ships, 
i.e. ships engaged in overseas trade hâve to pay a surcharg3 of 57.5 
per cent in respect of marine charges including Pilotage charges. 
TTiis has been imposed following the dévaluation of the rupee to 
cover a major portion of the additional expenditure to the port. In 
ail other respects, port charges are the same for coastal and foreign 
vessels and coastal and foreign traffic. 

6.35. The rates of wharfage and demurrage on goods landed and 
shipped at Bombay are those prescribed in the Docks Scales of Rates 
tHde Sections L II and III thereof. In regard to coastal cargoes, the 
wharfage leviable on them is subject to rebate of 20 per cent. 

6.36. A General Landing Date is flxed for ail cargoes landed fraih 
a ship, the date being that on which 2/3rds of the ship's import 
cargoes was discharged. Thereafter, four '^free days** are allowed 
during which no wharfage accrues. The four '^free days'' exchide 
Sundays and holidays declared by the Trustées. On the expiry of 
the fourth free day, demurrage comimences to accrue. Demurrage ia 
levied at the fuU rate of wharfage payable for each day that the f|9ods 
lie on the premises following the expiry of the ftee days. A reduced 
nte of demurrage is levied in respect of goods railed from the Dock 
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Stations subject to the conditions enumerated in the relevant clause 
appearing in Section III of the Docks Scale of Rates. 

6.37. Demurrage is waived in full or in part according to the cîr- 
cumstances of the case, upon application being made, by the importer. 
Such waiver or remission is sanctioned by the Trustées as provided 
for under Section 4^(2) of the Bombay Port Trust Act, 1879. 

6.38. In Madras Port the cargo landed by coastal vessels pay har- 
bour dues (équivalent to wharfage) at rates prescrbed in the Trust's 
scale of rates for the différent comanodities and the rates are the 
same both for coastal and foreign cargoes. As regards demurrage, 
a free period of two working days after completion of discharge by 
the vessels is allowed. The schedule of demurrage charges beyond 
the free period is as under: 



When recoverable 



Iharges payable 



G'X)d8 left Iving in the Trust*s For the first six. 30 oeromt of the harbour 

Transît arca bcyo-.d the davs after the dues for evcry two days 

cxpiry of the frcc days expiry of the free or part thereof 

days 



For the ncxt six 
days 

Thcrcaftcr 



100 pcr cent of the harbour 
dues for f verv two days 
or part thereof. 

125 per cent of the harbour 
dues for every two dasys 
or part diere of . 



6.39. In Cochin Port wharfage and demurrage charges on coastal 
cargo are the same rate as foreign cargo. 

6.40. The Committee note that there is no nnifomilty in the wharf- 
age and demurrage charges prevailing in some of thi» major ports and 
that in some ports the charges leviable on coastal cargoes are différent 
from those realised from foreign imports and exports. WMle in Bom* 
hay port, the wharfage leviable on coastal cargoes is sabjeet to a ro- 
bate of 25 per cent, no snch concession is discemible in the ca^ of' 
Calcutta and Madras ports. The Committee also note that then b 
disparity in the '^free time** allowed by différent ports in tho matter 
of realising demurrage. The Committee woold, therefore, snggeeC 
that Government may examine the f easibility of intiodncfaig proper* 
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rates for wharfage and demurrage in consultation with the Porf 
Authorities. The Committee suggest that Government may also' 
examine the question of levying concessional port charges for vessels 
engaged in coastal traffic. 

E. Development of Minor and Intermediate Ports 

6.41. The représentative of the Ministry of Transport and Sh^'pping^ 
was asked if there was any synchronisation between the development 
of minor or intermediate ports and the acquisition of sh^'ps aod whe- 
ther it would not give encouragement to the development of coastal 
shipping if the fleet was built up first and then the developmient of 
minor port was undertaken. The représentative of the Ministry hau» 
stated in évidence: 

"The development of minor ports is not necessarily a rider to 
coastal shipping development. Some minor ports hâve a 
lot of international trade. In the last meeting of the Com- 
mittee of National Development Council a décision has 
been taken that there will be a Centrally sponsored schéma 
for minor ports, which will be very specifically directed in 
terms of improvement of spécifie minor ports." 

S.42. The Committee are glad to note that a décision has been taken 
for launching a Centrally sponsored scheme for the development of 
minor and intermediate ports. They would like that the détails of 
the scheme, when finalised, may be fumished to tbem« 



CHAPTER Vn 

SETHUSAMUDRAM CANAL PROJECT 

7.1. In 1955, the Government of India, in their Resolution No. 9/P 
11(23)55 dated the Ist November, 1955, constituted a Committee, 
called the Sethusamudram Project Committee, charged with the 
duty of examining and reporting on the feasibility and the deslrabi- 
lity of Connecting the Gulf of Mannar and the Palk Bay cutting a 
channel at the approaches to the Adams Bridge for enabliiig deep- 
sea ships to navigate in , saf ety f rom the West to the East Coast of 
India. The attention of that Committee was drawn in this Resolu- 
tion to the suggestion "that the construction of such a passage 
would increase the potentiality of the Port of Tuticorin, if it is to be 
developed into a deep-sea port". The Committee had Dr. A. Rama- 
swami Mudaliar, as its Chairman. This Committee, after making a 
detailed study, submitted its report with estimâtes in 1956 recom- 
tnending the construction of a canal across Mandapam in the maio- 
land. The main conclusion of the Committee is stated below: — 

•'Tn our opinion, the two projects (Sethusamudram Canal Pro- 
ject and Tuticorin Harbour Project) which hâve becn re- 
ferred to us are so closely related to one another that 
they should be regarded as two parts of one and the same 
uudertaking — an integrated Sethusamudram Project. Tht 
main objective of such a project should be visualised as 
the establishment of a new Sethusamudram Navigation 
Route as an alternative to the existing longer and more 
exposed sea route round Ceylon. The relationship bet- 
ween the Port and Harbour of Tuticorin and the new route 
should be regarded as exactly the same as the relation- 
ship between the Port and Harbour of Colombo and the pré- 
sent Round-Ceylon-Route. In our opinion ît is feasible 
and désirable to design an integrated piroject which will 
secure thèse objectives with assured navigational saf ety « 
secure thèse objectives with assured navigational saf ety 
and at a cost which will be commensurate with the advan- 
tages lîkely to be secured thereby. The exécution of such 
a project can be completed before the end of the Second 
Five Year Plan period." 

7 2. The SethusamuHram Proi^ct Committee estimated that the 
«)st of the project would be about Rs. 9*98 crores, including Rs. 1-62 

90 
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crores for developing facilitûes at Tuticorin Port The Government 
of ïndia considered the estimate of the Committee for the ship- 
canal project to be on the low side. The Development Adviser of 
the M inistry of Transport estimated the coet at about Rs. 26 crores. 
The services of a navï^ational expert, Capt. J. R. Davies, were ob- 
tained to advise on the navigational reqiilrements connected with 
tbe Project with particular référence to reducing the estimated cost 
of the project. Captain Davies suggested some changes in the Align- 
ment and réduction in the navigational aids. A provision of Rs. 22:14 
lakhs was made in the Third Five Year Plan for further technical 
Investigations relatlng to this project. Aftcr completing the studies, 
the Government of Madras submitted a revised estimate in May, 
1963. According to them the cost of a canal which wouM take ships 
of 26 feet draft, would be Rs. 15:50 crores. In August, 1963, the 
Government of Madras submitted a fresh Report to meet the re- 
quirements of ships of 30 feet draft. The cost was estimated at 
Rs. 21*72 crores. The foreign exchange content was estimated at 
Rs. 4*50 crores. 

7.3. In 1963, it was decMed by Government that the Project 
flhould be included amongst items for Advance Action relating to 
the Fourth Five Year Plan and in December 1964, a High-Level 
Committee with Dr. Nagendra Singh, ICS, Secretary, Ministry of 
Transport, as its Chairman was constituted to take the necessary 
irteps. The High-Level Committee, at its meeting on the 27th Feb- 
Tuary, 1965, decided "that the first step was the préparation of Re- 
liable Project Estimâtes and that ail efforts should be concentrated 
towards the most expeditious préparation of thèse estimâtes." For 
this purpose, they decided that a compétent Senior Engineer should 
be appointed as the Chief Engineer by the Central Government . It 
was also resolved that the Madras Government should immediately 
aet up a Spécial Engineering Circle under a Supmntending Engi- 
neer to assist the Chief Engineer in carrying out the investigations 
amd studies and maUng the Project Report and Estimate. Accord- 
inCly, the Madras Government set up a P.W.D. Circle in April 1965 
and the Central Government appointed Shri C. V. Venkateswaran as 
Chief Engineer in May 1965. At the instance of the High-Level 
Conmiittee referred to above, the Government of Madras entrusted, 
to Shri R. Natarajan, lAS, the Project Offlccr, Sethusatoudram 
Project, the work of collection of statistics of shipping trafflc that 
would pass through the canal and other data, to estimate the revenue 
receipts artd détermine the économie viability of the Project. 

7A In the Project Report, signed on the lOth May, 1968, Shri 
Venkataswaran has summarised ^he investigationa and itoi^&ftfo^, 

3506 (AiJ> ImS.—7. 
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Some of the important conclusions/observations made in the Report 
are as under: — 

(i) The Project is technically feasible. The most important 
question so far as technical feasibility was concerned wai 
whether a long channel, 23 miles in length, dredged in 
the Palk Straits in open-sea conditions, could be main- 
tained with a reasonable quantity of dredging or not. 
The factors affecting silting of the channel are: 

(a) the bed movement; and 

(b) the silting from the suspended silt settling dowu. 

Both thèse aspects were studied, the former by radio-Active 
Tracers and the later by silt-charge and current obser- 
vations and thèse hâve shown that silting will be small 
and the channel could be maintained with normal main- 
tenance dredging. 

(ii) Two alternative sites had been under considération for 
the Crossing, one at Mandapam and the other at Rames- 
waram. Both thèse were investigated and it was found 
that:— 

(a) the Mandapam crossing was somewhat difficult of 
exécution owing to the very rough seas at the reef. 
The Rameswaram crossing is free from any such diffi- 
culty. 

(b) the length of Mandapam crossing was 24 miles and that 
of Rameswaram crossing is only 6 miles. 

(c) the estimate of cost for a scheme providing for 30 feet 
draft ships will be Rs. 37:50 crores for Rameswaram 
crossing and about Rs. 55*60 crores for the Mandapas 
crossing, showing a saving of Rs. 18: 10 crores, in favour 
of Rameswaram crossing. 

(d) the extra cost of Mandapam crossing over Rameswa- 
ram crossing will be still more, if and when 32 feet 
and 35 feet draft ships are provided for. 

Both from the point of view of cost and from the techni- 
cal angle, the Rameswaram crossing was préférable, and 
its adoption was recommended. 

(iii) It seems to be adéquate, if the canal provides for 30 feet 
draft ships now. This can be increased to 32 feet later. 
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Further increase may or may not be necessary as practi- 
ctUy ail cargo ships are now below 32 feet and arç likely 
to remain so for some long time to corne. The question 
of increasing the draft can be decided in the light ©f ex- 
périence in due course. 

(iv) Ships of ail countries dérive financial and other benefîts 
and this is, therefore, a fit case for enlightened Interna- 
tional Aid. 

(v) The Project will be flnancially a paying one. If an Inter- 
national Aid or Government Grant could be obtained 
with an interest-free grâce period of 7 years, from the 
start of construction, i.e., for the four years of the con- 
struction period and three years after the commissioning 
of the canal, the Project would pey from the next year 
onwards at the rate of 7 per cent on the capital and will 
still build up reserves, which would enable the complète 
repayment of the capital at the end of 28 years. There- 
after it would be building up further reserves. 

7.5. In his Report (June, 1968) on Sethusamudram Ship Canal 
Project — Traffic/Projections and Cost-Benefit Appraisal, Shri R. 
Natarajan, the Project Ofïicer, has come inter alia to the foUowing 
conclusions: 

(i) The Sethusamudram Project is economically viable. Jus- 
tifying an annual growth rate of 4 per cent, in compari- 
sion with the past, annual rate of growth in shipping 
traffic, growth of shipping tonnage, world and Indian, 
growth of world trade, increase of traffic at our major, 
intermediate and minor ports, growth of collatéral sectors 
of transport, like road, rail and air, the pace of the indus- 
trial and agricultural development of the Sethusamudram 
région and ultimately, the growth of régional and per 
capita income, the Sethusamudram Canal Scheme will 
yield a gross receipt of Rs. 232 lakhs in 1974, when the 
canal will be commissioned, if sanctioneti in 1969, at the 
rate of Rs. 1.50 per N.R.T. over a projected 155 lakhs 
of N.R.T. In other words, the Scheme will give 
a 4.3 or (say) 4i per cent net retum on the capital almost 
in line with the findings of the Dr. Ramaswami Mudaliar 
Committee. It will pay 7 per cent in the llth year, 8i 
per cent in the 15th year, 14 per cent in the 3(rth year and 
so on. If foreign aid or a Government grant can be ob- 
tained for an interest tree grâce period of seven year^ feorok 
the start of construction, nameVy, loMt ^%«t^ ^1 ^^stN^ccv^s.- 
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tion and three years after commissioning, the Sethusamud- 
ram Project wUl ensure a 5 per cent retum oa capital and 
make f urther profits which will enable repayment of the 
entire initial capital outlay of Rs. 37.46 crores, together 
with the mid-investment of Rs. 6 crores on widening the 
canals to take two lane trafic in the 23rd year. The retum 
will further rise in geometrical progression while there 
will only be marginal increases in the annual maintenance 
expenses of Rs. 70 lakhs. 

(ii) About 80 per cent of the gross eamings from the Sethu- 
samudram Canal will be in the shape of foreign exchange. 

(iii) The canal will save on an average 360 nautical miles by 
way of distance and one day's voyage time or two days on 
round voyage, which will contribute to a saving of propor- 
tionate standing charges and an increase of net profit to 
the shipping interests. 

(iv) There will be an initial provision for a draught of 30 feet 
for the Sethusamudram Canal, with a lock designed for 
receiving ships up to 35 feet draught, straight way and 
built-in-to provision for raising the draught capacity to a 
higher level, should the requirements of the situation 
warrant it in the future. 

(v) The scheme is not only remunerative but will also be pro- 
ductive. The development of the Tuticorin Port and the 
Sethusamudram Canal Projects will stimulate the indus- 
trial potentiel of the Tuticorin-cum-Sethusamudram hin- 
terland by providing for economical movement and easy 
export facilities leading to compétitive rates in trade, 
greater profits and prosperity, with spécial référence to 
the most backwaitl eastem portion of Ramanathapuram 
district. The living standards of the région will go up 
appreciably. 

(vi) The two banks of the Sethusamudram land canal will 
become an international tourist attraction, what with the 
conséquent stimulation of activity and handsome income. 
Apart from the advantages that will accrue to foreign and 
Indian overseas shipping, the Sethusamildram Canal, with 
its saving of time and distance, will be a shot in the ann 
for coastal trade, by introducing économies in transport 
and making sea movement strlklngly cheaper tiian a rail 
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movement of certain bulk commodities like coal, sait, 
cernent and other items of gênerai cargo. 

7.6. It has been représentée to the Committee by the Coastal 
Conférence and the Indian National Steamship Owners' Association 
that ''it is over 12 years now since the Committee appointed by the 
Government under the Chairmianship of Sir A. Ramaswàmi Mudaliar 
to examine and report on the feasibility of Sethusamudram project 
submitted its recommendations for its exécution at an early date. 
The matter has been delayed in conséquence of which estimâtes for 
construction hâve gone up. Several other committees, both technical 
and non-technical, hâve examâned the proposition from différent 
angles. It is now high time that the Government undertake the 
Project without any further dêlay." 

7.7. When the attention of the représentative of the Ministry of 
Transport and Shipping was drawn to the observations made by 
the Committee on Transport Policy and Coordination (1966) that 
"The Sethusamudram Canal Project, which is expected to be taken 
up in the Fourth Plan, may hâve a significant impact on the cost 
of coastal shipping", the représentative of the Ministry has stated 
during évidence as under: 

**We will give due weight to that. That is a gênerai state- 
ment. We hâve to go into the pros and cons and décide 
what will be its économies in terms of the new develop- 
ments in shipping and in ports. Nowadays they are not 
worried so much about voyage time as about the time the 
ships spend inside the port. About 80 per cent of the 
time of the Liners is spent inside the ports." 

7.S. Asked to state the présent position in regard to Sethusamu- 
dram Canal Project, the représentative of the Ministry has stated 
that "Apart from économie issues, some international issues are 
also involved and we hâve to consider them very carefully. We 
should see the number of ships which would in fact use the canal if 
it is opened. Canals are now fairly going out of fashion because the 
size of ships is increasing trem^idously. We hâve asked the Ship- 
ping Corporation of India to make a thorough study of the trends in 
regard to various shipping services which pass along the southem 
coast— coastal anld intemationaI*-which in the présent context would 
find it economical to use the canal if constructed. In the light of 
that study, we will further examine the report (of Shri Venkates- 
waran)'*. 
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7.9. The Committee enquired whether the Ministry hâve con- 
sidérée! the question of stratégie importance of the canal apart from 
its profitability since "in the absence of this canal, even our naval 
ships hâve to go ma Colombo when they hâve to go from West to 
East Coast'\ The représentative of the Ministry has stated: "We 
hâve referred the report to the Ministry of Defence to get their 
stratégie appréciation about the advantages of the canal." 

7.10. Asked to state whether at any point of time there was any 
objection from the Government of Ceylon to this Project, the repré- 
sentative of the Ministry has stated: *'I cannot vouchsafe for back 
history. I will check up. As far as I know, there has been no prob- 
lem because the problem has not been posed." 

7.11. The folio wing further question was put to the représenta- 
tive of the Ministry of Transport and Shipping during évidence: 
"When there is no protest from Ceylon, why do we assume that 
there is a problem and, under that assumption, the matter is being 
delayed." To this, the représentative of the Ministry replied: "It is 
not being tielayed. We are examining the report. We hâve asked 
the Shipping Corporation to indicate the économies of the Canal 
from the point of view of the number of ships that we will use, the 
type, of ships and ail that. As far as the économie side is concemed 
this is a matter which the Ministry of Transport will examine. Any 
political problem is not our business. From Defence side also, we 
will get the things examined. Then, we will prépare a paper which 
will go to the External Affairs Ministry and they will indicate if 
there is any political problem." 

7.12. The Committee note that the Sethusamudram Canal Project 
has been under the active considération of the Government since 
1955. Both the Chief Engineer and Consultant, Sethusamudram 
Project, and the Project Officer hâve, in their reports, observed that 
the Project is technically feasible and is economically viable. Ac- 
cording to the latter, ^^the Sethusamudram Canal, with its saving 
of time and distance, will be a shot in the arm for coastal trade. 
by introducing économies in transport and making sea movement 
strikingly cheaper than a rail movement of certain bulk commodities 
like coal, sait, cément and other items of gênerai cargo.'' The Com- 
mittee also note that the Ministry of Shipping and Transport sre 
at présent engaged in the examination of the économie as well as 
international issues involved and that the Sliipping Corporation of 
India has been asked to make a thorough study of the trends in re- 
^Mrd to varions shipping services which pass along the Sovithem 

Ooast 
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7.13. In <his connectioii, the Committee would like to invite tte 
attention of Government to the recommendation made by them in 
para 47 of tlieir S9th Report (Tliird LoIl Sablia) on tlie Ministry 
f>f Transport: Visliakliapatnani and Tuticorin Ports. They liope tliat 
the matter 'will reçoive the urgent considération of Government and 
ifim net 1»e delayed any further. 



CHAPTEB Vm 

* 

MISCELLANEOUS 
A. Konkan Coastal 



8.1. The Committee hâve been informed by the Ministry that thc 
Konkan Coastal Shipping services are at présent being operated 
solely by the Chowgule Steamships Ltd. 

There are 4 vessels at présent operated by M /s. Chowgule Steam- 
ship Ltd., in the Konkan passenger service, their particulars being 
as foUows: — 



Name of the vessel 




GRT 


Date of 
acquisition 


Yearof 
hnild 


(I) 


M.V. 


"Konkan Sewak" . 


■ 


1876 




1964 


1964 


(2) 


M. V. 


"Sarita" 


• 


1889 




1965 


1965 


(3) 


H. V. 


"Rohini" . 


• 


1889 




1965 


1965 


(4) 


T. T. 


S. "Rohidas" 


• 


1288 




1966 


1949 


8.2. The schedule of service > 
Ltd. and the ports of call are 


operated by t he 
1 as foUows: 


Chowgule 


Steamship 




Ports louched 




Frcqucr.cy 


of 


Serv.cc 





Bombay /Pana ji Line . Bombay /Ratnagiri Musaka- Daily service. (Thc scr- 

zi/Jaitapur, Vijadurg, Dev- vice is now operated 
gad, Maiiwan, Vengurla only for 6 days a 
and Panaji- wedc.) 

Bombay /Dabhol-Jaigad Bombay/ Janjira, Shriward- 6 days a week. 

dhan, Hamai, Dabhol and 
Jaigad. 

Bombay/Malwân Line Bombay /Hamai, Palshet, Twîce a wcck. 

Tiwori Ratnagiri, Ram- 
par Achra, Malvan. 



9% 
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TTie volxune of passenger traffic (year-wîse) since 1960-61 is glvenr 
below: 

1960-61 . . . 6,01,051 

1961-62 . . . 6,07,731 

1962-63 . . . 6,00,793 

1963-64 . . : 6,27,177 

1964-65 . . . 6,56,668 

1965-66 . . • 6,11,858 

1966-67 . 6,35,000 

8.3. The Committee hâve been informed that out of the four 
vessels mentioned in para 8.1 above, the first three vessels were 
built by Chowgule Steamships in Yugoslavia while the "Rohidas" 
was purchased sexrond-hand from the Scindia Steam Navigation Co. 
as stated above. 

8.4. The économie life of a vessel is normally taken as 20 years. 
It will be seen that the first 3 vessels hâve a residual life of 16 to 
17 years while the fourth one, being 19 years old, has almost run 
out its économie life. 

8.5. The Shipping Company do not seem to hâve at présent any 
proposai for the acquisition of vessels either by way of replacement 
or addition. 

8.6. Fares: The Indian Coastal Conférence bave stated that fares 
of the Konkan Coastal Shipping Service were in existence since 1956 
without any revision although the Rau Committee had recommended 
15 per cent increase in the year 1960. The Shipping companies then 
operating this service strongly represented to the Government for 
increase in fares. The Government recently appointed a Committee 
under the chairmanship of Shri Govind Seth to examine the request 
for enhancement of fares. On the recommendation of this Com- 
mittee the Government hâve granted an increase of 7 per cent 
effective from 6th May, 1968. The company has taken up this mat- 
ter once again with the Government for considération of the posi- 
tion. 

8.7. The Committee note that of the four vessels operated by 
Mfs. Chowgule Steamships Ltd., one vessel has almost ma out its 
économie life and that the Shipping Company do not seem to hâve 
any proposa! for the acquisition of vessels. From the statistics 
fnmisliMly the Committee note that tliere is a high volume and an 
increaring trend in the passenger trafic on the Konkan Coastar 
Sh^Pting Servi». Keeping in view the yi yw Vi m N^dcuait ^ Xx^SKk.. 
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-the Committee suggest that Governmeiit may consider the feasibility 
of encouraging the tonnage on this service so that no inconveni^ice 
is caused to coastal tniffic. 

8.8. The Committee note that Government hâve recently granted 
an increase of 7 per cent in the fares of the Konkan Coastal Shilling 

'Service with effect from 6th May, 1968 and that request for further 
revision of the fare is at présent under considération of Crovernment. 
The Committee hope that while considerinç the request for revision 

4of the fare structure, the Government will also keep in view the 
interests of the coastal passengers. 

B. Port Facilities 

8.9. The Committee bave been informed by the Indian Coastal 
"Conférence that at présent steamers are being delayed and schedules 
get upset mainly because of the tidal difficulties at Panaji and in- 
adéquate water pressure of Ferry Wharf in Bomibay. Three new 
ships of Chowgules are unable to call at Dabhol as the datum at 
Dabhol is as low as '-6" against 16' available some 15 years back. 
There is no scope for improvement in service schedules unless proper 
dredging at the above mentioned ports is done. 

8.10. The «nost serious drawback of the Konkan ports is the 
absence of alongside berthing facilities. With the exception of 
Dabhol, alongside berthing facilities are not available at any of the 
miner ports on the Konkan coast. Consequently ships hâve to lie 
at anchor at a considérable distance from shore and the embarkation 
and disembarkation of passengers hâve to be arranged through 
lighters. This causes hardships and inconvenience to passengers and 
also exposes them to some risk particularly during bad weather. 

8.11. Another difïiculty faced by almost ail thèse ports is the 
problem of siltation both at the approach channels and the inner 
harbours, which often affects the turn-round and upsets the schedule 
of services. 

8.12. Navigation aids such as guiding and boarding lights, anchor- 
âge buoys, etc., provides at the Konkan ports are stated to be inadé- 
quate. Hydrographie surveys of thèse ports and the publications of 
up-to-date navigational charts would also need to be geared up. 

8.13. Lack of proper communication facilities between ports is a 
serious obstacle to the provision of a properly co-ordinated^ efficient 
and économie System of steamer services. As a resuit, it is not 

possible to give timeLy advice to ports abouX. c^xvQellation of sailings» 
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late arrivai of ships, availability ot space for booking of passengers 
at intermediate ports, etc., which puts the passengers to avoidable 
hardship and trouble. 

8.14. The Study Group of the Estimâtes Committee which visited 
Mormugao in June, 1968 found that Berth No. 1 of Mormugao Port 
has been rendered useless by the sunken Barge in the Berth. 

The Committee hâve been informed by the Ministry of Trans- 
port and Shipping that the question of dredging the approach 
channels and harbours, wherever necessary, has already engaged 
the attention of the Central and State Governments. An expenditure 
of Us. 1.1 crores has already been incurred on the new ferry wharf 
for coastal shipping at Bombay. Transit shed accommodation of 
106 square mètres for storage of 300 tonnes of cargo has also been 
provided. It has further been stated: **The facilities at the new ferry 
wharf under construction in Prince's Dock are intended mainly for 
passenger traffic. This complex will be commissioned in September, 
1969. No spécifie cargo handling facilities are provided at existing 
ferry wharf site and hence none were planned at the new site." 

As regards the sunken barge at Mormugao Port, the représenta- 
tive of the Ministry has stated during évidence: 

"I hâve got a telegram this morning from the Port Trust 
saying — ^250 out of 650' length of berths 1 and 2 not opera- 
tional due to sunken barge. Had given contract for its 
removal and salvage, but the contracter was unsuccessful. 
Alternative arrangements are being examined." 

8.15. The Committee are glad to note that a new ferry wharf 
for coastal shipping is under construction and will he conunissioned 
bk Septemher 1969. They are, however, unhappy that no cargo 
handling facilities are planned at the new site. The Committee 
consider that this should be done. They are also unhappy to leam 
that hardship and inconvenience is cause d to coastal vessels and they 
are also exposed to risk during bad weather on account of serious 
drawbacks of the Konkan ports like the absence of alongside berth- 
ing capacity, siltation both at the approach channels and the inner 
harbours, inadequacy of navigation aids, lack of proper communica- 
tion facilities and the shore facilities for the passengers. The Com- 
mittee suggest that the Ministry of Shippin|r and Transport should 
review the whole position and take suitable measures in consulta- 
tion with State Governments concemed, to rcmove the drawbacks 
of the Konkan ports as early as possible. 
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The Committee note that there is much delay in removinr 
the sunken barge bcm Berth No. 1 of Mormugao Port which cause» 
obstruction to traffic. They hope expéditions action woold be takoi 
to remove the bottleneck. 

C. Passenger amenities 

8.16. It bas been represented to the Committee that shore facili- 
ties for the passengers such as waiting sheds, water supply, latrines, 
lighting, etc. are far from satisfactory at many of the port on the 
Konkan Service. The provision of waiting sheds and the related 
facilities is very essential particularly in view of the fact that 
passengers embarking from wayside ports hâve often to wait for 
long periods before the arrivai of the ships. 

8.17. The Committee hâve been informed by the Ministry that for 
improving the supply of water to coastal passenger ships at Bombay 
Harbour a separate underground water storage tank of one Iakb 
gallon capacity with piunping arrangement especially to serve the 
new ferry wharf has been constructed, which wiU improve the water 
supply at the new site considerably. 

As regards facilities at Panaji Port, the Committee hâve been 
informed by the Ministry that Panaji Port is under administration of 
State Government and that no passenger facilities exist at présent 
at Panaji Jetty. A new passenger shed with sanitary facilities is- 
at présent under construction which is likely to be ready within 
the next two months. It has also been stated by the Ministry- that 
the provision of facilities at the Konkan Ports is primarily the res- 
ponsibility of the State Govemments. 

8.18. The Committee regret that there is lack of essential passen- 
ger amenities at many ports in the Konkan Service. They wonld 
urge that the Central Government may take up the matter with the 
State Govemments concemed and persuade them to provide tho 
necessary passenger amenities at Konkan ports. 

D. Andamans Traffic 

8.19. It has been stated that at présent two passenger-cum-cargo 
ships and two cargo ships are plying between mainland ports of 
Calcutta/Madras and the Andamans & Nicobar Islands. Qf thèse, 
one passenger-cum-cargo ships has got capacity for carrying 150 
cabin passengers and 749 bunk passengers. The ofher passenger- 
cum-cargo ship has got capacity of 66 cabin passengers and 552 bmik 

passengers. 
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8.20. It has been stated that the Andaman Shipping Comxnittee 
<;onstituted by the Govemxnent of India (in 1964) recommended after 
ihorou^ exiunination of the a/ctual needs of the Andamans and 
mcobar Shipping service, that l^ipping Corporation of India should 
acquire a vessel for the Andamans passenger-cum-cargo service dur- 
ing the period till the new passenger-cum-cargo vessel on order bj 
the Corporation for this service was avallable. 

8.21. The Committee hâve been informed that no représentation 
or complaints regarding passenger amienities in this sector hâve been 
received. The Andamans Administration is considering accommo- 
dation for passengers at Port Blair durlng the Fourth Plan period. 
Ilie volume of passenger traffic year-wise since 1960-61 is given 
■below: '=#^f9!9l 



j£» 



1960-61 


16,549 


1961-62 


19,128 


1962-63 


16,999 


1963-64 


18,508 


1964-65 


17,197 


1965-66 


20,629 


1966-67 


25,789 


1967-68 


41,552 



8.22. Fare for unberthed passengers in the Andamans sector are 
Bs. 3.48 per 100 miles while the fare by passenger vessels plying 
on the Konkan coast are Rs. 8 to 12. The fare structure in the Anda- 
mans Sector are not cost based for the following reasons: 

(1) The stratégie importance of the islands which makes it 
necessary for the Government of India to maintain their 
life line irrespective of the fact whether services are éco- 
nomie or not; 

(2) As Andamans has been declared a backward area, spécial 
considérations hâve to be shown in their case with a view 
to avoiding any additional financial burden on the local 
population; 

(3) The islands hâve to be developed and for that purpose it 
is necessary that transport facilities, particularly for 
Ial)our class, should be as cheap as possible so that the 
natural resources of those islands can be fuUy tapped. 
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the large niimber of seamen available for service on Home Trade 
ships, the Seamen's Employment Scheme as applicable to the foreîgn 
going sector has not so far been extended in fuU measure to the Home 
Trade Sector. Some of the provisions regarding the system of rota- 
tional employmjent, Provident Pund, Gratuity etc. hâve been made 
applicable to the Home Trade seamen. The médical examination 
scheme for foreign going seamen has not so far been extended to the 
Home Trade seamen, who are only examined by the company Doc- 
tors and not by the Seamen's Médical Examination Organisation as 
in the case of foreign going seamen. 

8.33. The three Ratings Training Establishments run by the Gov- 
^emment of India viz. T.S. 'Bhadra' Calcutta, T.S. 'Mekhala* Visakha- 
patnam and T.S. 'Naulakshi' Navlakhi, train deck and engine room 
ratings for foreign going vessels only. However, they hâve plenty 
of capacity for training additional ratings for employment on home 
trade vessels, if and when required. It has been stated by the Min- 
istry that owing to the prevailing somewhat acute unemployment 
aihong Indian seamen on the foreign going sector, the intake of the 
Ratings Training Establishments has been reduced from the optimlum 
capacity of 140 per month to 96 per month. 

8.34. The Conmiittee hâve been informed by the Ministry that in 
the field of welfare for seamen, no distinction is made between the 
seamien serving on the Home Trade or on the foreîgn going ships. 
The facilities for admission to the Seamen's Wards established at 
Bombay and Calcutta and the beds reserved in certain hospitals at 
other ports are equally available to the Home Trade seamen. Simi- 
larly, the Hostels and Clubs established for sea farers at the various 
ports admit the Home Trade seamen without any discrimination. 
There are modem clubs for the stay of mercant navy officers at the 
ports of Bombay, Calcutta and Madras. There are proposais to 
establish similar clubs at Kandla, Cochin and Visakhapatnam in the, 
next year or two. 

8.35. As regards training facilities for officers, there are at présent 
three training institutions as foUows: — 

(1) T.S. **Dufferin", Bombay. This ship oflfers training facili- 
ties for an annual complément of 80 cadets, who want to 
serve on board ships, as navigating officers. 

(2) DMET,* Calcutta/Bombay. This establishment provide» 
training facilities for 100 engineering apprentices every 
year. 



*Directorate ot Marine Engineering Training. 
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(3) Lai Bahadur Shastri Nautical & Engineering CoUegej^ 
Bombay. This collège offers post-sea instructions in nayi- 
gating and engineering and prépares the candidates for 
Ministry of Transport and Shipping examination. 

8J6. The T.S. "Dufferin", Bombay and DMET, Calcutta/Bombay 
-whicfa are pre-sea training institutions, provide training facilities for 
ofBcers seeking employment on foreign going ships. It bas been 
stated by the Ministry that thèse officers generally do not like to sail 
mi home trade ships which offer comparatively lower scales of pay 
and conditions of service. The demand for officers personnel of 
Home Trade ships by and large is met by the ships themselves by 
accepting direct entry cadets who by virtue of their sea expérience 
in due course become eligible for MOT examinations for the certi- 
£cate of competency as Home Trade Officers. 

8.37. Under the Merchant Shipping Act, 1958, the term "Home- 
Trade ship" is defined as a ship not exceeding 3000 tons gross, which 
18 employed in trading between any port or place in India and any 
ùther port or place on the continent of India or between ports or 
places in Ceylon, Maldive Islands, Fédération of Malaya, Singapore 
or Burma. Thèse provisions therefore require big coastal ships to 
eoïploy floating staif holding certificates of competency as foreign 
going officers. The Committee hâve been informed by the Ministry 
that as the number of small Home Trade ships is gradually declin- 
ing due to their scrapping without replacement, the demand for Home 
Trade Officers has shown a réduction and the need for providing 
spécial arrangements for their training has therefore not been feit 
and the industry itself is able to provide adéquate in training facili- 
ties to meet its own requirements. 

8.38. The Committee hâve been informed that on the Ist July, 
1967 Government of India appointed a Technical Committee to study 
and Report to the Government (i) on the system of training and 
examinations of the merchant navy officers with regard to modem 
practices and (ii) the implementation of the recommendation No. 39 
of the International Convention on Safety of Life at Sea, 1960. The 
Technical Committee submitted their report to the Government in 
Marchy 1968 in which they hâve made several recommendations. The 
report is still under examination of the Government. 

8.39. Tlie Committee note that in the field of welfare for seamen 
Bo distinetion is made between the seamen serving on the Home 
Trade or on the Foreign-gomg ships. They are, however^ unhappy 
that the Seamen's Employment Scheme as applicable to t^T^vODL- 

3508 (Aii> 
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goiiii: sector lias noi so far been extended in fidl imeasiire to the 
Home Trade Sector. They suggest that Govemment may examine 
the feasibility of extending this sdieme in foll to Ae Home Trade 
seamen. 

8.40. The Committee note tliat there are at présent no spécial ar- 
rangements for tlie éducation and training of seamen for Home Trade 
Service and that the industry itself provides training f acilities to meet 
its own requirements. They fait to see why tlie three Rating Train- 
ing Establishments should not nndertake training of personnel for 
the Home Trade Sector also^ especially when they hâve capacity te 
train a large number of ratings. The Committee feel that, with the 
acquisiticm of new vessels for coastal shipping^ there witT fie increased 
demand for trained personnel to nuan them. They snggest that the 
requirements of Deck and Engine Room Ratings for the Home Trade 
Vessels during the next five years may be worked ont and arrange- 
ments made for their training in the existing Rating Training Estab- 
lishments ron by the Govemment of India. 

8.41. As rcjgards the training of officers for the Merchant Niavy, the 
Committee note that the Technical Comvnittee set up by the Govem- 
ment of India bas submitted its report in March 1968 and it is mider 
enmination. The Committee hope that early aetfon wiïl be tàfcen 
to augment the training facilities for the officers of the Merchant 
Navy in the existing training institutions in the light of the reeom- 
mendations made by that Committee. 

New Delhi; P. VENKATASUBBAIAH, 

March 19, 1969. Chairmaiir 

'Phalguna 28, 1890~(Safca). Estimâtes Committee. 
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APPENDIX n 

(Vide para 4.22) 
Record Note of discusnons held in the room o/ Secretary Coordina- 



tion, on 12-8-1964 to review the scheme of subsidy on coal move^ 

ment hy rail-cum-«ca route. 

Présent: 

Deptt. of Coordination (Min. of Finance) 

Shri S. Bhoothalingam 
Dr. Ajit Mo»x>mdar 
Shri M. S. Sundara 

Deptt. of Expenditure (Minîstry of Finance) 

Shri K. L. Ghei 
Shri H. N. Ray 

Deptt. of Mines & Metals 

Shri N. C. Shrivastava 
Shri Chhedi Lai 
Shri S. O. Gugnani 

Ministry of Transport 

Dr. Nagendra Singh 
Shri B. p. Srivastava 
Dr. V. G. Bhatia 

Railways 

Shri S. Jagannathan 
Shri Kripal Singh 

Planning Commission 

Shri K. L. Luthra 

- — - »«^ 

The note prepared by the Department of Mines and Metals on 
the scheme of subsidy on the coal moved by rail-cuni-sea route was 
discussed. Opening the discussion, Secretary, Deptt. of Mines and 
Metals, outlined the trend of rail-cum-sea movement of coal. Dur- 
ing the first four months of 1964-65 the order of movement had 
come down to about 1.4 million tons (annual) , a number of consu- 
mers in Southern and Western India having stopped talring coal 

111 
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by sea. Some of the cernent and cheniîcal fictories had switclied 
over to the use of Oil- Shri Shxivasteva forther stated that the 
N.D.D.C. has developed a capaàty of 1.6 million tons in Talchar 
Coal fields and were currently prodncing onty 0.6 million tona. 
Supply of 0.3 million tons to the South India fram thèse coal fidds 
was, therefore, poasiUe. Shri Kripal Sin^ stated that it woukl 
be possible to increase movonaits from the Sîngareni eollieries to 
the South from 1966 onwards. It was also stated that the selected 
grades ccmstituted only 20% of the Railway coal moved by sea with 
the resuit that substantial grade I coal was being moved from West 
Bengal coal fields. Referring to the World Bank Report on rail- 
cum-sea movement of coal. Financial Commissioner, Railways point- 
ed eut that if the costs of transqport from the ports to consuming 
centres were taken into account the overall costs of rail-cum-sea 
movement would indeed be high. Further, the World Bank Team 
had studied the économies of movement with référence to the Ben- 
gal/Bihar area. A more accurate comparison would be with référ- 
ence to the actual fields — may be the outl]ring fidds— frraa where 
the supplies could be made. He was of the view that the Railways 
could take by the rail-cum-sea route* at least 25 per cent less than 
what they hâve been receiving at présent. 

Dr. Nagendra Singh stated that coal formed a very important 
part of coastal shipping at présent and that coastal shijqping was 
such that it could not be built up in a short period. Any réduction 
in the présent movement of coal by sea would render sid)stantial 
shipping capacity idle. He urged that a long term view of the prob- 
lem be taken. Besides, the World Bank Report had categorically 
stated that sea movement of coal would be econcnnical with the 
use of Haldia Port and specially designed colliers. It was pointed 
by Dr. Bhatia that according to the World Bank Coal Transport 
Study Team substantial quantities of coal would hâve to move to 
Southern and Western India. from West Bengal-Bihar coal fields 
in the IV plan. It was pointed out on bdialf of the Deptt of Ifines 
& Metals that the production pattem envisaged by the Ministry 
was totally différent from that referred to in the World Bank Re- 
port. According to them it would be possible to meet the require- 
ments of consumers from the adjacent coal fields- Only a small 
quantity of about one million tonnes of coal may hâve to move from 
the Bengal /Bihar area and this too only of the selected 



Shri Luthra suggested that a study be made on the future paMeni 

of production and consumption of différent grades of coal with ape- 

cial référence to requirements in Southern and Western India, as 

'/je World Bank Team had not gone into this aspect He was also 
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4>f the View that the report o£ the Committee on Transpart PoUcy 
and Coordination which was expected within a couple ol pipaths 
^QUld be awaited. Hé further expressed the opinion that curtaU- 
inént of sea movement of coal wonld préjudice the case ol llaldia 
l)ort Sfari Âjit Mozoomdar felt that Haldia port would taise at 
least 5 years to be constructed and that there waa no necesaify to 
continue the présent uneconomic movement • of coal by sea up to 
fhat time. As regards coastal vessels, a good number ol them were 
due for scrapping during the next few years and a number of them 
had also been diverted to overseas trade. If replacements were 
staggered suitably there would be no idle shipping capacity. It 
was necessary however, to hâve detailed information regarding the 
programmes of replacement of coastal vessels during the next few 
years to assess reasonably accurately the impact on shipping of a 
réduction of the rail-cum-sea movement of coal. 

On a query by Secretary (Coordination) Dr. Nagendra Singh 
confirmed that no new colliers would be acquired apart from the 
iour already on order. 

The following conclusions were broadly agreed to: 

(i) Consumers should not be compelled to take coal by the 
rail-cum-sea route; 

(ii) There should be no further ordering of colliers; 

(iii) There should be a study by the Deptt. of Mines & Metals 
or the area-wise pattem of production and consumption 
to estimate the quantity of coal that would hâve to move 
from Bengal/Bihar coal fields to areas in Southern and 
Western India. 



COPY 
XXR VA NDLS 26 JE 31/27 

CHIEF MINING ADVISER RLY. BD. DHN C/COLCOMER CCXÎ 
OPERLY CGC TRAFFERLY CGC BABGRY BB TRAFFIG MAS 
DEGESHIP BB DY DIREGTOR RAIL MOVEMENTS MGS 
NO 64/FUEL/117/2 AAA BOARD DESIRE THAT SUPPLY OF 
LOGO GOAL TO WRLY BY SEA SHOULD BE TOTALLY STOP- 
PED AND ALL GOAL SUPPLIES AGGOUNT WRLY FROM 
BENGAL AND BIHAR SHOULD MOVE BY ALLRAIL ROUTE 
AAA AMEND SHIPMENT PROGRAMME FORTHWTra. kK'^RXS. 
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COLCOMER REQUESTED NOT TO PROGRAMME ANYMORE 
COLLIERS TO WRLY AAA COLCOMER WILL ALSO ENSURE 
THAT SfflPMENT OF LOCO COAL IS CONFIRMED TO ONLY 
96000 TONNES FER MONTH TO SRLY PROM NEXT MONTÏÏ 
AAA ERLY MAY CONTINUE TO GIVE SHIPMENT COAL AC- 
COUNT WRLY MAY CONTINUE TO GIVE SHIPMENT COAL 
ACCOUNT WRLY AT KP DOCKS IF NECESSARY UNTIL END 
OF CURRENT MONTH BUT FROM SEPTR NEXT ALL SHIP- 
MENT COAL FOR WRLY SHOULD BE DIVERTED AND MOVED 
VIA ALL RAIL ROUTE IN ANTICIPATION OF NECESSY 
AMENDMENT TO PROGRAMME BY CHIEF MINING ADVISER 
AAA 

W RLYS; 



APPENDK m 

(Vide para 4.22) 

(i) 

MINISTRY OP TRANSPORT 

In connection with the transportation of sait to Calcutta to xneet 
the urgent requirements there, the Minister for Transport had con- 
vened a meeting on 2/9 of sait owners, and shipowners in the Board 
Room of the Calcutta Port Commissioners to hâve ail aspects of 
sait transportation discussed. The problems which had aflected the 
prompt loading of sait in Calcutta were discussed at length and 
certain suggestions relating to incentives were made to attract the 
labour to expeditiously discharge this cargo. However, in respect 
of sea transport arrangement, there were difficulties brought to the 
notice of the Minister conséquent on the sudden action taken by the 
Railway Board to stop coal movement for Saurashtra ports for 
Western Railway. A telegram had been issued by the Railway 
Board in this connection which was placed before the Minister. The 
remarks of the Minister on the telegram are reproduced below: — 

"Seen. The Railway Minîstry may be informed that this dé- 
cision would seriously affect and paralyze coastal ship- 
ping and would also completely hinder sait movements 
from West Coast to East Coast (Calcutta). Coastal ship- 
ping was ordered to lift 2 m. tons of coal originally under 
Cabinet orders on certain definite assurances. Cabinet 
décision cannot be upset or reversed imilaterally by Rail- 
ways. Any such décision would be most inadvisable and 
unfortunate in view of enormously higher targets of coal 
production proposed for 4th Plan, which Railways alone 
can hardly serve." 

The agenda of the meeting which was convened in Calcutta can be 
seen at S. No. (2) . The telegram of the Railway Board is at S. No. 
(1). The Minister of Transport has asked me to hâve a discussion 
with the Railway Board so that the latter may permit if not 5 ships 
at least 3 coal ships to continue to take coal for the Western Rail- 
way so that the retum journey could be with sait. If this is not 
done, the shipowners will immediately ask for a higher freight for 
lifting sait from Saurashtra ports as this will involve ballasting. If 

115 
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wre veîuse their demand, the entire sait supply to Calcutta will hâve 
to be met from Tuticorin. This is not possible because the total re- 
quirement of sait for Calcutta is of the order of 3.75 lakh tons per 
year. Of this quantity, 1 lakh is supplied from Tuticorin and 
2.75 lakh from Saurashtra ports. The sait manufacturers hâve 
asked for 5 ships per month. Eiven if 3 colliers are permitted to take 
coal to Saurashtra ports, we will manage the balance of the ships on 
the basis of gênerai cargo constituting the retum cargo. It is, howe- 
ver, not possible to provide retum cargo other than coal for ail the 
5 ships. As it is not the intention to hâve a sudden increase in the 
price of sait in Calcutta, we would request the Railway Board to 
continue the employment of colliers for Saurashtra ports to the ez- 
tent of at least 3 ships per month. At the meeting convened in Shri 
Boothalingam's room, it was agreed that the existing position may 
be allowed to continue. The décision was not to terminate sudden- 
ly the employment of sea transport for coal to Southern and West- 
ern Régions of India. Though it is admitted that no compul8i<m was 
to be used on any shipper, I do not think it was the intenticm to 
substantially reduce the coal cargo ail of a suddén. If this is to be 
done the Transport Minister would like the case to be placed be- 
fore the Cabinet. We would accordingly urge the Railway Board 
to allow the existing arrangements to continue for some time at 
least. I hope this aspect of the matter will be examined since the 
problem posed now merits serious considération. We shall be grate- 
ful for the considération of the Railway Board. 

Sd/- NAGENDRA SINGH, 

5-9-1964. 

Ministry of Railways (Railway Board) 

(Shri Kripal Singh) 



Ministry of Transport U.O. No. 704/SS/64 dt. 5-9-64. 

(«) 

Government op India 

MINISTRY OF RAILWAYS 
(Railway Board) 

I. The issue raised in the Ministry of Transport, U.Ob. No. 704/ 
55/64 dated 5-9-1964 and No. 2077-DS (MM) 64 dated 7-».1964, has 

1o be considered in the following context: — 

Hf The Cabinet Committee's décision to move an additional 
one million tons of loco coaV ^ ^e^x by the sea route to 
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Madras, Iterala and Wé$tem India from ^e Bengal ana 
Sihar coal fields wàs takên in March 1961 whén in view of 
the transport bottleneek at Moglialsarai, raU movement 
of coal in that dilution could net es^oeed 1960 wagons per 
day till July, 1961, and 2100 wagong per day thereafter 
lor a yeàr or two. It was thus a tneasure to ease the 
burden of the Railways in the matber of coal transport 
which they were not able to bear fully rather than a 
measure to find extra freight for coastal shipping. 

<2) The Cabinet Committee had also decided that as a long 
term measure in the Third Five Year Plan period, the 
coalfields outside the Bengal and Bihar area should be 
developed to the maximum extent possible, that coal for 
Western India should move by ddl from Central India 
coalfields and Pench and Chanda as far as possible, sup- 
plemented by sea movement, and that it should not hâve 
to move over the many hundreds of miles longer rail 
route from Bengal and Bihar coalfields to Maharashtra 
and Gujarat 

{3) With a view to implement the Cabinet décision to supply 
coal for Western India from Central India and Pench and 
Chanda coalfields as far as possible, Railways hâve redu- 
ced their annual oflFtake of loco coal from the Bengal and 
Bihar coalfields to the extent of about 0.71 million tonnes 
since 1961. This amoimt of coal is now being supplied to 
Western India Railways from the Central India and 
Pench & Chanda coalfields. Similarly, the annual sup- 
plies to the Southern Railway frcnn the Bengal and Bihar 
coalfields hâve been reduced by 0^ million tonnes, 
which quantity is now being supplied to the Southern 
India Railways from the Sin^areni coalfields. 

(4) As a resuit of progressive dieselisation, annual loco coal 
consumption on the Western and Central Railways has 
been reduced by 0.45 million tonnes. Réduction on the 
Southern Railway for the same reason has been about 0.1 
million tonnes. 

• 

<5) In March, 1961, when the décision to move an additional one 
million tons of coal from Bengal and Bihar coalfields to 
South India and West India ports by sea was taken, the 
target for rail movement of coal in the last year of the 
Third Plan was 95 million tons. At the time of the mid- 
term reappraisal of the Third Plan, thit tat^<^\. ^^^ ^t^NSa^ft. 
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to 86 million tons and this has now been further revised 
to only 76 million tons. The resuit is that a lot of move- 
jnent capacity for coal on the Indian Railways, both from 
the Bengal and Bihar coalflelds as well as the outlying 
coalfields, is lying unused and the big investment made 
in developing this capacity is yielding no retum. The 
total originating tonnage on ther Indian Railways, which 
in 1961 was anticipated to be 265 million tonnes was at 
the time of reappraisal of the Third Plan revised to 24S 
million tonnes and it has now been revised to 225 million 
tonnes. This réduction in total transport demand on 
Railways has also resulted in some rail movement capa- 
city being rendered surplus. 

(6) In the actual implementation of the above sea movement 
scheme, the average number of colliers utilised for loco 
coal per month for Western India has been as follows:— 



Ycar Bombay port Saurashtra ports 



I96I • • • • 2*25 I'I25 

1962 • . • • 2*7 2-0 

1963 • ., . . 1-75 2'0 

1 964 (upto end of July) . 0-14 0*7 



(7) At the meeting convened by the Secretary, Economie 
Co-ordination, Ministry of Finance, on 12th August 1964 
to review the scheme of coal movement by rail-cimi-sea 
route, it was agreed that — 

(i) Consumers should not be compelled, to take coal by 
the rail-cum-sea route; 

(ii) There should be no further ordering of colliers; and 

(iii) There should be a study by the Department of Mines 
and Metals on the area-wise pattem of producti^on 
and consomption to estimate the.quantity of coal tiiat 
would hâve to move from Bengal and Bihar coalflelds 
to areas in Southern and Western India. 

(TTie view expressed by the Department of Mines 
and Metals at this meeting was t&at "only a small 
quantity of about one million tonnes oC ooal may 
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hâve to move from the Bengal & Bihar atea and this 
too only of the Selected grades.")- 

II. It would be seen from what has been stated above that evcn 
before the Ministry of Railways had issued any instructions on 26th 
August, 1964, stopping the movement of loco coal from Bengal and 
Bihar coalftelds to Western India ports by the rail-cum-sea route, 
the movement to the Bombay port and the Saurashtra ports during 
the first seven months of 1964 had come down to an average of 
0.14 and 0.7 colliers per month respectively. Substantial réductions 
in the oflftake of loco coal from Bengal and Bihar coalfields for Wes- 
tern India had been made in implementation of the Cabinet's déci- 
sion. Also progressive dieselisation had reduced the consumption 
of coal on Western India railways. As such, it is not imderstood 
how the stoppage of the small quantity of loco coal movement by 
the rail-cum-sea route for Bombay and Saurashtra ports could 
hâve so adversely aflfected the coastal fleet utilisation or the move- 
ment of sait from Saurashtra ports to Calcutta as to warrant the 
protest made by the coastal operators. The movement of loco coal 
to Bombay during the first seven months has been almost negli- 
gible being only 0.14 colliers per month and the non-utilisation of an 
average of 0.7 collier per month for loco coal for Saurashtra ports 
should also not cause any serious repercussions: 

III. However, despite the décision arrived at in the Co-ordina- 
tion meeting on 12th August that consumer s should not be com- 
pelled to take coal by the rail-cumrsea route, the Ministry of Rail- 
ways hâve with a view to help the Ministry of Transport, re- 
ordered the movement for some time more of loco coal to Saurashtra 
ports to the extent of one collier per month, which is about 50 per 
cent higher than the movement to thèse ports during the first seven 
months of 1964. This one collier plus about one collier of public coal 
plus 2 steamers which the Transport Ministry is arranging on the 
basis of gênerai cargo, constituting the retum cargo, should suffice 
for the movement of 23,000 tonnes of sait required to be moved to 
Calcutta per month from Saurashtra ports. 

It is regretted that no loco coal supply by the rail-cum-sea route 
is acceptable for Bombay port where there hâve been serious 
difflculties in unloading such coal on account of the "go-slow" 
policy of the Coal Crâne drivers. As a matter of fact, in a meet- 
ing held at Bombay between the Senior Dy. Director General of 
Shipping, Chairman, Bombay Port Trust and the représentatives 
of the Coastal operators on 20th January 1964, it was decided that 
no loco coal should be programmed for Bombay until further 
advice. 
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SimiUaiy».» iv m the Souttiem Bailwftj îs ooootfned in view 
of more coal now bemg takoi from the Singareni collieries and 
aiso loco coal consumption having gone down as a resuit of dieseli- 
sation of some of the broad and mètre gauge sections, it is regret- 
ted that it is not possible to take more tlian about 96^)00 Umnes 
of coal by the rail-cirm^sea route. In fact, as more diesels corne 
to that Railway, this figure may corne down by another 8 to 10 
thousand tonnes per month. 

The Railways hâve also no doubt that they will be able to provide 
adéquate transport capecity for the movement of coal as planned 
in the IVth Plan. 

Sd/. KRIPAL SINGH. 

10-9-1964. 
Ministry of Transport (Dr. Nagendra Singh) 

Ministry of Railways (Railway Board) 
U.O. No. 64/Fuel/ 117/2 dated 10-9-1964. 



APPENDIX IV 

{Vide para 4.29) 

Government of India 

MINISTRY OF RAILWAYS 

(Railway Board) 

No. 67/Fuel/117/l New Delhi, dated 18-5-1968. 

OFFICE MEMORANDUM 

Sub: — Mavement of coal hy rail-cum-sea route — Reqnire- 
ments during the period 1968-69 to 1971-72. 

The undersigned is directed to state that the présent require- 
ments of Railway coal to be moved by coastal shipping stand at 
50,000 tonnes per month and Railways* policy for the year 1968-69 on 
this subject has aiready been explained by the Railway représen- 
tative in the Inter-Departmental Meeting held on 24th February, 
1968 at Bombay. The Railways hâve further reviewed their re- 
quirements on a long term basis in view of their line capacity and 
hâve decided to move this quantity of 50,000 tonnes per month by 
coastal shipping till 1971-72. Out of this quantity of 50,000 tonnes, 
25,000 tonnes per month should move to Tuticorin port and the 
balance of 25,000 tonnes p.m. should move to Saurashtra ports 
(Bhavnagar/Navlakhi) . In addition, the Ministry of Transport 
and Shipping should ensure movement of one ship load per month 
of Industrial coal to Saurashtra ports by rail-cum-seîi route. 

It is accordingly requested that the Ministry of Transport and 
Shipping should make suitable arrangements for ensuring move- 
ment of coal by rail-cum-sea route to the full extent indicated 
above. 

The receipt of this Office Mémorandum may please be acknow- 
ledged. 



Sd/- M. SRINIVASAN, 
for Secretary, Railway Board, 
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To 

The Secretary, 

Ministry of Transport & Shipping, 
(Transport Wing), Transport Bhawan, 
New Delhi. 

No. 67/Fuel/ 117/1 New Delhi, dated 18th May, 1968. 

Copy forwarded for information and necessary action to: 

1. The Director-General of Shipping, BaUard Estate, Bom- 

bay with référence to his D.O. letter No. 10-LCS (12)/ 
68, dated 4th and 6th March, 1968. 

2. The Coal Controller, 1-Council House St., Calcutta. 

3. The General Manager, Southern Railway, Madras. 

4. The General Manager, Western Railway, Bombay. 

5. The Divisional Comme:pcial Supdt./Sea-Bome Coal, Eastem 

Railway, Calcutta. 

6. The Chief Mining Adviser, Railway Board, Dhanbad. 



Sd/. M. SRINIVASAN, 
for Secretary, Railway Board, 



AFPENDIX V 

9ummwry of R^commendations /Conclusions contained in the Report 



SI. Référence to para Summary of Reccmimendations/Conclusions 
No. No. of the Report. 



1. 1.18. The Committee are of the view tftat the Rail- 

way transport System is susceptible to the vaga- 
ries of floods and could be dislocated during 
war or due to other reasons. It is, therefore» 
essential to hâve a coastal fleet which can play 
a supplementary rôle in the transport system of 
the country in normal times and which will hâve 
to shoulder crucial obligations during any emer- 
gency. 

2. 2.12. The Committee note the functions of the 

Directorate General of Shipping in regard to the 
opération and development of coastal shipping. 
They are glad that although the Director General, 
Shipping has statutory powers in relation to 
the effective em^loyment of the coastal shipping 
tonnage, the rarely uses such powers and uses 
his good offices with the shipping companiea for 
the purpose. The Committee hope that thia 
coopération will lead to {Mractical enforcement 
of rules. 

3. 2.17. The Committee feel that the recommendationa 

of the Naticmal Shipping Board and its sub- 
committees hâve not )}eeo given the serious con- 
sidération that they deserve. The Cbmmittee 
hardly see any justification for referring prob- 
blems to the National Shipping Board for ezami- 
nation and report if their recommitndations we 
noi to b« implemœted with expédition. The 
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Committee hope that Govemm^it will promp- 
tly îhitiate action to implement those recom- 
mendations contained in the last report of the 
National Shipping Board (August, 1968) which 
hâve already been accepted by the Ministry oî 
Shipping and Transport. 

2.24. The Committee note that the Shipping De- 

velopment Fund Committee provides financial 
assistance to Indian Shipping Companies for the 
acquisition of coastal and overseas tonnage and 
no distinction is made as between the coastal and 
overseas shipping in the terms and conditions. 
They are, however, unhappy to note that, al- 
though the fund is there, no application has been 
received from coastal shipping companies for 
the grant of loans. The Committee would like 
the Government to examine the reasons for this 
poor response from the coastal shipping com- 
panies in regard to loan assistance from the 
Shipping Development Fund Committee and re- 
view the terms and conditions of loans to make 
them attractive. 

2.32. The Committee note that "No spécifie machi- 

nery for coordinating between the Conférence 
and the Government has been set up.** They 
feel that it is désirable to hâve a more întimate 
coordination between the Conférence and the 
Government Organisations so as to eut down de- 
lays and for the quick understanding and solu- 
tion of the problems that arise with regard to 
coastal shipping. They hope that apart from 
perlodical meetings, the feasibility of întroduc- 
ing a suitable machinery for the purpose will. 
be considered by Govermnent. 

2.38. The Conunittee are of the view that a long' 

range examinatioiv should be made to findout 
how best to secure for the coastal fleet fulkr 
utilisation of ;j5hips, provision of r» 
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Il . improvement in operational efficiency . and also 

\s- -, économies in capital cost and operational ex- 

« . . penses. They hope the Government will give 

this miatter full considération in consultation 
with the Indian Coastal Conférence and secure 
the largest measure of agreement in coming to a 
final décision in the matter of setting up 
of a Corporation of Coastal Shipping Companies 
or any other suitab'e organisation. 

7 3.18. The Committee need hardly emphasise the 

imperative necessity of maintaining adéquate 
tonnage not only for the purpose of regular 
movement of cargo like coal, sait, cément, food- 
grains, etc. along the coast but also for the de- 
fence of the country with a coast line extending 
over 3,000 miles. The coastal fleet is a second 
line of defence during emergencies like war, 
floods, famine, etc. Besides the reqiûirement of 
tonnage for the movement of cargo from coast 
to. coast, there is also a pressing need for pro- 
viding adéquate tonnage for movement of coal 
to Colombo and rice from Burma besides sea- 
sonal movement of commodities to adjacent 
coimtries. 

8. 3.19. The Committee consider it unfortunate that 

during the last so many years, the Government 
hâve not shown the necessary interest in de- 
veloping coastal shipping in India as it should 
hâve done. Several Sub-Committees of the 
National Shipping Board and other Conmiittees 
and Study Groups appointed from time to time 
hâve repeatedly stressed the importance of main- 
taining coastal tonnage at an adéquate level but 
very little has been done to implement the re- 
commendations made year after year in this be- 
half. The Committee feel that unlegs prompt 
and effective steps are taken for the rehabilitation 
-^- of the coastal fleet, the situation may become 

^^^ serious imperilling the économie and other in- 

r.< ; > • ^ .terésts • of tKe country. 



128 



9. 3.39. The Conm\ittee would ujrge that a thorougk 

examination of the recommendations made by 
the Study Group which submitted their report 
in April, 1968, as also other important recommen- 
dations made in the past by Sub-Committees of 
the National Shipping Board should be made 
and expéditions action taken to implement them. 

10. 3.21. In order to improve the position and to achieve 

the target of tonnage set down, it is necessary 
not pnly to replace the old and over-aged ships 
at présent plying on the coastal trade but also 
to augment the tonnage by acquiring new ships. 
The Committee are glad that efforts are now 
being made by Government for acquiring ships 
from abroad by giving financial assistance. They 
feel assured by the statement of the Minister of 
Transport and Shipping in Parliament that the 
expansion programme of the shipping industry 
will not be allowed to sufTér on account of the 
difïiculty in releasing free foreign exchange for 
down payment in ail cases of acquisition of 
ahips. The Cbmmittee hope that Governntent 
will examine the pattem of financing purchase 
of vessels at the most économie price wherever 
available. 

11. 3.24 The Committee are surprised to leam that no 

perspective plan for the development of coastal 
shipping has been drawn up either by the Minis- 
try of Shipping and Transport or by the Plan- 
ning Conunission. This is ail the more regret- 
table in View of the fact that even in Januarv, 
1966, the Committee on Transport Policy and 
Co-ordination in their Report had clearly enun- 
ciated that: 

'' the future rôle of coastal shipping has 
to be considered in relation to its over- 
all national and stratégie importance. 
Coastal Shipping has a certain basic 
importance for a country like India 
wlth its geographical pooitîoii and its 
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long coast-line. In times of emergency, 
coastal shipping may hâve a spécial rôle 
in national defence and économie stra- 
tegy." 

That Committee observed further: 

"While thèse aspects deserve to be given 
weight in considering the future develop- 
ment of coastal shipping, an essential 
déterminant of the place of coastal ship- 
ping as part of an integrated transport 
network in the country is its comparative 
économies in relation to other modes of 
transport". 

In thèse circumstances, tbe Cor.imittoe cannot 
over-emiphasise the importance of having a pers- 
pective plan for the development of coastal 
shipinng taking a broader vIew of the entire 
picture in the country and the lires on which 
it will develop in coming years. 

12. 3.39. The Committee regret to note that, as admit- 

ted by the Ministry, "no spécifie assistance is 
being rendered by the Government for ship re- 
pair façilities to Indian Coastal Shipping.'' 
Moreover, the major ports hâve developed ship 
repair façilities only for their own craft and it 
is only the excess capacity available which is 
given to other ships. It is unfortimate that the 
ship repair firms, which were addressed by the 
Government to submit their proposais for moder- 
nisation and reorganisation, hâve not responded 
so far and the matter is still under considéra- 
tion of the Government. The Committee would 
like the Grovemment to make serious efforts to 
finalise thèse matters at an early date in con- 
sultation with the authorities concerned so that 
the urgent need of developing ship repair façili- 
ties is met at the earliest possible time. It 
should be appreciated that longer the time taken 
to repair vessels, the greater would be the losses 
and difflcultiës. 
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13. 3.40. With regard to the question o£ giving exemp- 

tion to goods (spare parts) in bond from excise 
duty, the Committee désire that in order te 
facilitate the flow of spare parts and to remove 
whatever.impediments there are now, the Minis- 
try of Shipping and Transport should follow up 
the matter with the Ministries of Industrial 
Development, Internai Trade and Company 
Aflfairs and Finance expeditiously. The Com- 
mittee would like to be informed in due course 
about the progress made in the matter. 

14. 3.41 As regards encouragement to indigenous indus- 

try, the Committee are glad to note that no 
import is allowed to spares which are available 
indigenously. The Committee suggest, how- 
ever, that the normal policy of the Government 
to encourage domestic production, even though 
at a higher price and the giving of price préfére- 
nce to local manufacturers should be continued 
in order to encourage Tndian firms to manufac- 
ture products needed for ship-repaîring indus- 
try. 

15. 2.42. The Committee are glad to note that a Cell 

has started functioning in Calcutta which will 
codify and catégorise the various items of ma- 
rine equipment, lay down priorities for their 
indigenous production and provide detailed 
technical data, drawings and spécifications totho 
prospective manufacturers- The Committee 
hope, after studying the working of this Cell for 
sometime, the necessity and feasibility of set- 
ting up similar cells in other places will be exa- 
mined. 

l^r,. ;.43. The Committee are g' ad to note that the Go- 

/emment hâve set up the Standing Committee 
for Ship-building, Ship-repairs and Ship-ancil- 
laries. They hope that assistance of this body 
will be sought whenever necessary and it will 
be ensured that matters, referred xo it, are not 
unduly delayed. 
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17* 3.44. The Committee hope that the Grovemment 

will take ail necessary steps to avoid complaints 
regarding inordinate delay in the repairs of 
ships in India and take concerted measures to 
bring down the cost of ship repairs. In order 
to keep the coastal fleet which has already 
dwindled to a great extent, at a proper level of 
tonnage, the need for an efficient ship repairs 
structure covering ail the major and eventually 
the minor ports in India cannot be over-emphas- 
ised. 

18. 4.37. The Comimittee need hardly point out that 

coal is the most important single commodity in 
the coastal traffic in India and wherever there is 
a comparatively small quantity of cargo to be 
carried, it has to be supplemented by coal to 
provide balanced traffic. In fact coal is the king- 
pin in the cargo movement around the coast. 

The Committee note that a décision to increase 
the movement of coal by rail-cum-sea route 
from 1 million tonnes to 2 million tonnes per 
annum to Southern and Western India both on 
account of Railways and Industry was taken by 
the Cabinet Conmiittee in March 1961, but later 
the décision was modified at an inter-depart- 
mental meeting held on 18.8.1964. The Commit- 
tee feel that in a matter like this, where the 
interests of the Railways and Coastal Shipping 
clashed, it would hâve been proper to place ail 
the facts before the Cabinet Conmiittee for 
their décision. From the facts as disclosed before 
them the Committee find that at présent the 
Ministry of Railways hâve made a commitment 
that they will be supplying 50,000 tons of coal 
per month to be carried by coastal shipping tlU 
1971-72 and in addition they hâve requested the 
Ministry of Shipping and Transport to ensure 
movement of one ship load per month of indus- 
trial coal to Saurashtra ports by rail-cum-sea 
route. The Ministry of Shipping and Transport, 
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however, hâve suggested a minimum of 7.5 lakh 
tons a year. In the opinion of tbe Committee 
the gap between the quantity oflered by the- 
Ministry of Railways and the quantity suggested 
by the Ministry of Shipping and Transport is. 
not much and it could be easily bridged. The 
Committee, therefore, suggest that the Ministry^ 
of Railways and the Ministry of Shipping and 
Transport should by mutual consultations corne 
to a conclusion at the earliest possible time so 
that a minimum quantity is assured to coastal 
shipping tiU the period when Haldia is ready. 

19. 4.38. The Committee would like to stress that it 

should be borne in mind that only when an adé- 
quate quantity of coal is assured tt\ the coastal 
trade, will there be balanced traffic and the po&- 
sibility of maintaining the coastal trade at a 
proper level. 

20. 5.12. The Committee note that the Ministry hâve 

from time to time appointed committees to con- 
sider proposais for revision of freights and that 
Govexnment's décisions on the reports submit- 
ted by the enquiring committees weve commu- 
nicated within a period of five to six months. 
They, however, feel that there is force in the 
argument of the Coastal Conférence that by the 
time Government décisions are announced, the 
position undergoes a change on account of fur- 
ther rise in the costs of opération in the intérim 
period. 

21. 5.13. The Committee agrée with the Ministry that 

the existing procédure in regard to sanctioning 
gênerai increase in freight rates on the basis of 
recommendations made by ad hoc committees 
appointed every two or three years foUowing 
représentations made by the Coastal Conférence 
was defectiVte. They feel assured that under 
the new procédure, which has been evolved in 
consultation with the shipowners, thore would 
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be automatic and continuous examination cf the 
accounts of the shipping companics on the basir 
0|f retums submitted by them on a standard 
oroforma to the Director CJeneral Shipping and 
that there would not be any caase for complaints 
from the Coastal Conférence in regard to delays 
in making décisions. The Committee hope that 
the new procédure will be given a fair trial and 
the results watched for a period of three years. 

22 5.14. In view of the fact that the Maritime Freights 

Commrssion h^s ahready been vested with neces- 
sary power for advising the Government in mat- 
ters relating to freight revisions, the Committee 
do not think it would be necessary to set up any 
ad hoc Board for considering proposais for 
changes in freight. The Committee would, how- 
ever, suggest that the Coastal Conférence and 
the ship-owners should be given ample opportu- 
nités to présent their viewpoints before the 
Maritime Freight Commission hetore Govem- 
mient takes any décision on their recommenda- 
tions. 

23. 5.15. The Committee would a^so suggest that in order 

that the Director General of Shipping, is in a 
position to collect statistics about the operating 
results of the shipping companics quickly and 
comprehensively, the Coastal Conférence should 
impress upon the shipping companies the need 
for sending their returns promptly and in the 
proper proforma. 

24. 5.30. The Coraimittee note that apart from the fact 

that ships going from the east coast to the west 

coast hâve to make a détour around Ceylon, the 

« other factors which influence the coastal move- 

ment of coal are peculiar to the port of Cal- 
cutta — delay in loading and unloading owing to 
the tide conditions, détérioration in the draft of 
the river Hooghly and limitation of available 
space in the dock area. The Committee note 
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further that when Haldia cornes up, there will be 
a dramatic change in regard to the économies 
and speed of coal movement. 

25. 5.31. The Committee agrée that coastal shipping is 

an intégral part of the transport system in the 
country and it is the second Une of defence, and, 
therefore, it is necessary for the economy of the 
country as a whole to bear some of the cost. How- 
ever, the Committee are of the view that the 
subsidy which the Railways hâve been giving in 
the movement of coal for the last 100 years or so 
cannot be done away with suddenly and it wouid 
be prudent to reduce the subsidy gradually as 
the Railways are doing at présent. 

26. 5.32. The Committee hope that with the graduai 

change in the freight rates for coal, as envisagea 
by the Railways, with the coming into opération 
of Haldia port which will reduce the cost of the 
rail-cttm-sea route to a great extent, as envisaged 
by the Com.mittee on Transport Policy and Co- 
ordination, and with the modernisation of ports 
expected during the Fourth Plan there will, in 
the near future, be a graduai improvement in the 
présent situation. In the meantime, however, 
the Committee would urge that the Ministry 
should examine the feasibility of making the 
coastal opérations more economical by rationali- 
sation of the working of smaller shipping com- 
panies, by quicker turn-round of ships, by better 
phasing of shipping space and other suitable mea- 
sures which would help the coastal trade to ope- 
rate more efficiently and economically than àt 
présent. 

27. 5.41. The Committee hâve noted the observations 

made by the Planning Comîmission in the Draft 
Outline of the earlier Fourth Plan in regard to 
retums on capital employed and the meacures to 
be taken to secure that return. They feel that 
it is not difflcult for the coastal shipping industry 
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tô achieve a legitimate return on capital emp'oy- 
ed ptovided port facilities are developed to en- 
able quicker turn-round of vessels. adéquate 
cargo and tonnage is assured, the bottlenecks that 
hinder the opération of the ccastal fleet are gra- 
dually eliminated and adéquate repair facilities 
are provided. They feel that if the turn-round of 
ships could be improved, more voyages could be 
performed thereby adding to the earnings with- 
out corresponding increase in the total operating 
^ cost. With the commissioning of Haldia Port 

the opération is likely to be quicker, resulting 
in increased sailings. 

"28. 5.42. The Committee hâve earlier noted that the 

Director General, Shipping, is to undertake a 
study of the operating costs of the différent ship- 
ping companies every year and make recom- 
mendations in regard to revision of freight rates 
to the Government. The Committee hope that 
while considering the recQmmendations of the 
Sub-Committee of National Shipping Board, tl- 
Govemment will take into account the late t is,- 
tums of the shipping companies. as furnishcd by 
the D.G. Shipping, so as to fix an économie 
freight rate for coastal shipping. 

"29. 5.50. The Committee regret to observe that the pro- 

posai for introducing 'through booking' arrange- 
ments between the Railways and Coastal Ship- 
ping for movement by combined rail-sea route 
wherever possible, which was recommé»nded by 
the Rail-Sea Coordination Committee, has no% 
been given the considération that it deserves. The 
Committee feel that it is not fair to reject a pro- 
posai on the principle ♦hat it is not acceptable 
either to the Raîlway MinLstry or te the Coastal 
Conférence. The Railways should hâve worked 
eut the financial implications of the proposai be- 
fore siimmarily rejecting a scheme which, in the 
opinion of the Committee, is a laudable one. The 
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further that when Haldia cornes up, there will be 
a dramatic change in regard to the économies 
and speed o£ coal movement. 

:25. 5.31. The Committee agrée that coastal shipping is 

an intégral part of the transport System in the 
country and it is the second line of defence, and, 
therefore, it is necessary for the economy of the 
country as a whole to bcar some of the cost. How- 
ever, the Committee are of the view that the 
subsidy which the Railways hâve been giving in 
the movennent of coal for the last 100 years or so 
cannot be done away with suddenly and it would 
be prudent to reduce the subsidy gradually as 
the Railways are doing at présent. 

26. 5.32. The Committee hope that with tlie graduai 

change in the freight rates for coal, as envisaged 
by the Railways, with the comiiig into opération 
of Haldia port which will reduce the cost of the 
rail-cttrri-sea route to a great extent, as envisaged 
by the Committee on Transport Policy and Co- 
ordination, and with the modernisation of ports 
expected during the Fourth Plan there will. in 
the near future, be a graduai improvement in the 
présent situation. In the meantime, however, 
the Committee would urge that the Ministry 
should examine the feasibility of making the 
coastal opérations more economical by rationali- 
sation of the working of smaller shipping com- 
panies, by quicker turn-round of ships, by better 
phasing of shipping space and other suitable mea- 
sures which would help the coastal trade to ope- 
rate more eflficiently and economically than at 
présent. 

27. 5.41. The Committee hâve noted the observations 

made by the Planning Commission in the Draft 
Outline of the earlier Fourth Plan in regard to 
retums on capital employed and the meaçures to 
be taken to secure that return. They fecl that 
It is not difflcult for the coastal shipping industry 
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Committee suggest that the Ministry of Shjpping 
and Transport may further examine the propo- 
sai in consultation with the Ministry of Railways 
and the Coastal Conférence and arrive at a work- 
able solution so that the consumers' interests 
can also be adequately protected. 

30. 5.55. The Committee note that the target of coal to 

be moved by sea route on Railway account 
annually has actually come down from 12,84,000 
tons to 6 lakh tons per annum and that in the 
past the coastal shipping companies hâve not 
been able to reach the targets as the actuai 
despatches during the last few years indicate 
that thèse hâve been much lower than the 
targeted figure. The Committee also note that 
the Ministry of Railways hâve communicated in 
their letter dated the 18th May, 1968 that in 
addition to 50,000 tons of coal per month upto 
1971-72 to be moved on Railway account, the 
Ministry of Shipping and Tiansport should 
ensure movement of one ship load per month of 
jndustrial coal to Saurashtra ports by rail-cum- 
sea route. 

31. 5.58. In thèse circumstances the Committee suggest 

that the Ministry of Shipping and Transport may 
take up this matter with the coastal shipping 
authorities and ensure that the movement of coal 
is not hampered for lack of shipping space even 
though the Committee appreciate that at présent 
there is some difRculty in this matter e.g. Hooghly 
river draft, old ships in the coastal trade requir- 
ing replacement etc. 

32. 6.5 The Committee note that Government are con- 

scious of the présent shortage of berthing 
capacity in some of the Major Ports. They also 
note that with the schemes already in hand and 
the development programmes contemplated 
during the Fourth Plan period, the Ministry 
would be able to handle the traffic generated 
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without any adverse effect on the tum-round of 
ships. The Coxnmittee further note that one of 
the terms of référence of the Commission on 
Major Ports set up on the 14th Pebruary, 1968, 
is "to consider broadly their (of ports) develop- 
ment programme in the context of présent and 
furture national needs with spécial référence to 
the changing shipping and port technology." 
They hope that Grovernment would give expe- 
ditious considération to the Report of the Com- 
mission, when available, and set up the neces- 
sary infra-structure for providing increased 
berthing and dry docking facilities to the ports. 

f6. The Committee further suggest that Govern- 

ment may examine the question of berthing 
capacity in the Intermediate and Minor Ports 
also so that the interests of coastal shipping may 
be adequately protected. 

.3. The Committee note that after the completion 

of the Farakka Barrage silt-free water would flow 
from Bhagirathi and the draft of the river 
Hooghly would increase obviating the problem 
of bore tides. Till the completion of the Farak- 
ka Barrage, however, efforts should continue to 
be miade to dredge the river Hooghly so as to 
facilitate navigation. 

6.14. The Committee note that each major Port has 

got its own dredger. There is also a Minor Port 
Dredgers Pool with two dredgers as well as some 
tugs. The Committee hope that expeditious 
action would be taken to procure the additional 
dredgers for which clearance has been obtained 
from the Government for attending to the 
dredging requirements of Mangalore. Tuticorin, 
Mormugao, etc. The Committee further hope 
thât the question of having a Dredger Pool tôt 
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Minor and Major Ports would be considered by 
the Govemment after the Report of the Major 
Ports Commission is avaîlable. 

36. 6.15. The Committee are constrained to observe from 

the Report of Axelson Study Team that the avail- 
able dredging capacity is not being fully utilis- 
ed. They are unhappy to note that a good many 
dredgers require extensive repairs and replace- 
ment and that the dredgers in India are used for 
only 8 hours a day whereas the magnitude of 
the dredging problem demands round-the-clock 
opération. 

37. 6.16. The Committee feel that it is not enough for 

the Government to issue instructions to the Port 
Trusts to see that the dredging capacity is fully 
utilised. What is required is a detailed procédure 
to détermine the idle capacity of the dredgers, 
analyse the causes that hinder the utilisation and 
adopt suitable remédiai measures to ensure their 
maximum utilisation. The Committee would iike 
to be apprised, in due course, about the procédure 
adopted. 

38. 6.29. The Committee are surprised that separate 

statistics are not maintained at Calcutta Port 
about the turn-round of coastal and foreign-going 
vessels. The Committee recommend that such 
statistics should be maintained by ail the Ports 
and duly utilised by them. 

39. 6.30. From the figures furnished about the déten- 

tions suffered by coastal vessels at Calcutta from 
the month of January, 1968, onwards, the Com- 
mittee note that détentions were in the neigh- 
bourhood of 1.2 days in regard to coastal imports 
and 1.0 day in regard to coastal colliers during 
June to August, 1968. While part of the deten- 
tions is due to factors ôver 'frtiich the Port autho- 
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rities hâve no control, viz, bore tide restrictions, 
détérioration of draft, heavy rains, etc., the strike 
by Port Conunissioners' employées hav^e also 
been a contributory factor for détentions suffered 
by coastal vessels. Since détentions are likely to 
lead to a chain reaction at the port causing con- 
gestion of vessels for berthing, the Committee 
would like to emphasise that vigorous efforts 
should be made to avoid and minimise delays. 
They further suggest that Government should 
undertake a comprehensive review of the labour 
problem in Calcutta and other Ports and take 
suitable steps to improve the labour-management 
relations, so that there mav îiot be any hold-up 
if work due to strikes leading, among other 
things, to the détention of vessels. 



6^1, The Committee note that while the procédure 

for clearance of goods at Bombay Port is com- 
paratively simple, turn-round of coastal vessels is 
not effective inasmuch as shipowners of coastal 
vessels do not work cargoes in ail the three shifts 
and several coastal ships arrive simultaneously 
in Port to load 'unload cargo. The Committee 
would like the Government to take up the mat- 
ter with the Indian Coastal Conférence so that 
there may not be any bunching of vessels and 
the departure and arrivai dates can be suitably 
phased out by the shippers. 

41. 6.32. The Committee further note that the facilitiei 

available at most of the major ports for loading 

and discharge are the same for coastal and the 

* r foreign cargoes. They hâve no doubt that the 

Major Port Commission wiU examine the ques- 

. ^ tloh of adequaçy or otherwise of the existing port 

fadlîtiés, încluding avaîlability of lighters. place- 
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ment of wagons, etc. which hâve a direct bear- 
ing on tiie tum-round of vessels and the écono- 
mies of ihe coastal shipping trade. 

-^ 6.40. The Committee note that there is no xmi- 

formity in the wharfage and demurrage charges 
prevailing in some of the major ports and that 
in some ports the charges leviable on coastal 
cargoes are différent from those realised from 
foreign imports and exports. While in Bombay 
port, the wharfage leviable on coastal cargoes is 
subject to a rebate of 25 per cent, no such con- 
cession is discemible in the case of Calcutta and 
Madras ports. The Committee also note that 
there is disparity in the '^free time" allowed by 
différent ports in the matter of realising demur- 
rage. The Committee would, therefore, suggest 
that Government may examine the feasibility of 
introducing proper rates for wharfage and 
demurrage in consultation with the Port Autho- 
rities. The Committee suggest that Government 
may also examine the question of levying con- 
cessional port charges for vessels engaged in 
coastal traffic. 

43. 6.42. The Committee are glad to note that a décision 

has been taken for launching a Centrally spon- 
sored scheme for the development of minor and 
intermediate ports. They would like that the 
détails of the scheme, when finalised, may be 
fumished to them. 



44. 7.12. The Committee note that the Sethusamudram 

Canal Project has been under the active con- 
sidération of the Government since 1955. Both 
the Chief Engineer and Cbnsultant, Sethusamu- 
dram Project, and the Project OfBoer hâve, i* 
ffaeir reporta, observed that the Project la tedmt» 
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rities hâve no control, viz. bore tide restrictions,, 
détérioration of draft, heavy rains, etc., the strike 
by Port Commissioners' employées hâve also 
been a contributory f actor for détentions suffered 
by coastal vessels. Since détentions are likely td 
lead to a chain reaction at the port causing con- 
gestion of vessels for berthing, the Committee 
would like to emphasise that vigorous efforts 
should be made to avoid and minimise delays. 
They further suggest that Government should 
undertake a comprehensive review of the labour 
problem in Calcutta and other Ports and take 
suitable steps to improve the labour-management 
relations, so that there may not be any hold-up 
jf work due to strikes leading, among other 
things, to the détention of vessels. 



•^î-r. 6^1. The Committee note that while the procédure 

for clearance of goods at Bombay Port is com- 
paratively simple, tum-round of coastal vessels is 
not effective inasmuch as shipowners of coastal 
vessels do not work cargoes in ail the three shifts 
and several coastal ships arrive simultaneously 
in Port to load/unload cargo. The Committee 
would like the Government to take up the mat- 
ter with the Indian Coastal Conférence so that 
there may not be any bunching of vessels and 
the departure and arrivai dates can be suitably 
phased out by the shippers. 

41. 6.32. The Committee-iurther note that the facilitie» 

available at most of the major ports for loading 

and discharge are the same for coastal and the 

y /^ r foreign cargoes. They hâve no doubt that the 

* Major Port Commission will examine the ques- 

. ^ tlon of adequacy or otherwise of the existîng port 

' facilîtiés, including availability of lighters, pla 
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the f ares of the Konkan Coastal Shipping Service 
with effect from 6th May, 1968 and that request 
for further revision of the fare is at présent 
under considération of Government. Die Corn- 
mittee hope that while considering the request 
for revision of the fare structure, the Govern- 
ment will also keep in view the interests of the 
ooastal passengers. 

48. 8.19. nie Committee are glad to note that a new 

ferry wharf for coastal shipping is under con- 
struction and will be commissioned in September 
1969. They are, however, unhappy that no cargo 
handling findlities are planned at the new site. 
The Committee consider that this should be done. 
niey are also unhappy to leam that hardship 
and inconvenience is caused to coastal vessels 
and they are also exposed to risk during bad 
weather on accoimt of serions drawbacks of the 
Konkan ports like the absence of alongside 
berthing capacity, siltation both at the approach 
chanhels and the inner harbours, inadequacy of 
navigation aids, lack of proper communication 
fàcilities and the shore facilities for the passen- 
gers. The Committee suggest that the Ministry 
of Shipping and Transport should review the 
whole position and take suitable measures in 
consultation with State Govemments concemed, 
to remove the drawbacks of the Konkan ports as 
early as possible. 

The Committee note that there is much deiay 
in removirig the sunken barge from Berth No. 
1 of Mormugao Port which causes obstruction to 
trafic. They hope expéditions action would be 
taken to remove the bottleneck. 

49. 8.18 The Committee regret that there is lack of 

essentiel passenger amenities at many ports in 
the Konkan Service. They would urge that the 
Central Government may take up the matter 
with the State Govemments ooncemed and 
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persuade them to provide tiie necessary passen- 
ger amenities at Konkan ports. 

50. 8.30. The Committee are glad to know that the 

position has eased on the Andamans sector. 
They however, suggest that coordination to solve 
any problems that may arise in the opération of 
thèse services should be achieved by constant 
liaison with the Directorate General of Shipping, 
Shipping Corporation of India and the Andamans 
and Nicobar Administration. 

51. 831. In View of the fact that volume of passenger 

traflic between main land ports and Andamans 
and Nicobar islands has been greatly increasing 
since 1964-65, the Committee hope that the Gov- 
ernment will ensure that the machinery for the 
opération of the Andamans shipping is reorganis- 
ed, and transit accommodation is provided at 
Port Blair as early as possible. 

SS. SSB. The Committee note that in the field of wel- 

fare for seamen no distinction is made between 
the seamen serving on the Home Trade or on 
the Foreign-going ships. They are, however, 
unhappy that the Seamen's Employment Schemô 
as applicable to foreign-going sector has not so 
far been extended in fuU measure to the Home 
Trade Sector. They suggest that Government 
may examine the feasibility of extending this 
Scheme in full to the Home Trade seamen. 

SS. 8.40. The Committee note that there are at présent 

no spécial arrangements for the éducation and 
training of seamen for Home Trade Service and 
that the industry itself provides training facili- 
ties to meet its own requirements. They fail to 
see why the three Rating Training Establish- 
ments shouM not undertake training of person- 
nel for the Home Trade Sector also, especially 
when they hâve capacity to train a large num- 
ber of ratings. The Committee féel that, with 
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the acquisition of new vessels for coastal ship- 
ping» there will be increased demand for trained 
personnel to man them. They suggest tfaat the 
requirements of Deck and Engine Room Ratingi 
for the Home lYade Vessels during the next five 
years may be worked out and arrangements made 
for their training in the existing Rating Training 
Establishments run by the Government of India. 

M S.4L As regards the training of officers for the 

Merchant Navy, the Committee note that the 
Technical Committee set up by the Government 
of India bas submitted its report in March, 1968 
and it is under examination. The Committee 
hqpe tfaat early action will be taken to augment 
the training facilities for the officers of the 
Merchant Navy in the existing training institu- 
tions in the light of the recommendations made 
by that Committee. 
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INTRODUCTION 

1. the Chairman, Estimâtes Committee having been authorised 
by the Committee to submit the report on their behalf, présent 
this Seventy-Fourth Report on the Ministry of Shipping and 
Transport, — Inland Water Transport. 

2. The Committee took the évidence of the représentatives of 
the Ministry of Shipping and Transport on the 20th and 21st 
January, 1969. The Committee wish to express their thanks to the 
Secretary, Ministry of Shipping and Transport and other oflBcers 
of the Ministry for placing before them the material and informa- 
tion they wanted in connection with the examination of the esti- 
mâtes. 

3. The Report was considered and adopted by the Committee on 
the 16th April, 1969. 

4. A statement showing the analysis of recommendations con- 
tained in the Report is also appended to the Report {Appendix TV) . 

New Delhi-I; P VENKATASUBBAIAH, 

April 24, 1969. Chairman, 

Vaisakha 4, 1891 (Saka). Estimâtes Committee. 
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CHAPTER I 

INTRODUCTORY 
A. Historical Background 

1.1. India is traversed by several important river Systems such 
as the Ganga, the Brahmaputra, the Mahanadi, the Godavari, the 
Krishna, the Narmada, the Tapti etc. In the past, thèse rivers had 
fîgured prominently as carriers of persons and materials and as 
such river traffic was of great importance to the country. In the 
nineteenth century, a number of irrigation-cum-navigation canals 
were developed ail over the country forming a net work of commu- 
nication. Some of thèse canals are on the Ganga, the Jamuna, the 
Godavari. the Krishna, backwaters of Kerala and some are purely 
navigational canals like the Buckingham Canal, the Orissa Coastal 
Canal etc. The total length of navigable waterways in India is 
about 14,100 kms. comprising 9,800 kms. of navigable rivers and about 
4,300 kms. of navigable canals and backwaters. 

1.2. In India, inland navigation was developed much earlier 
than other modes of transport. The introduction of steam naviga- 
tion in North-East India in the early part of the 19th century re- 
volutionised inland water transport and assisted in the growth and 
development of a number of industries in Bihar, Bengal 
and Assam, as the produce from thèse areas could easily be brought 
to Calcutta by the waterways for despatch to the world 
markets. In the North-East région, the first power-propelled craft 
was introduced in 1823 on the Hooghly and a regular monthly 
service was intoduced between Calcutta and stations on the Ganga 
région by 1834. In 1842 a regular fortnigrttly service was started 
between Calcutta and Agra on the Jamuna. This was followed by 
the setting up of India General Navigation and Raîlway Company 
and the Rivers Steam Navigation Company, who started services 
on the Ganga and later on the Brahmaputra. A few other com- 
panies also started river services later. Thsse services covered 
thousands of miles of waterways in the unpartitioned India bet- 
ween Bengal, Bihar and Assam. About 50 years ago, the steamers 
used to ply upto Allahabad on the Ganga and Ayodhya on the 
Ghagra, about 325 kms. above its confluence with the Ganga. 

1.3. Howéver, navigation by power craft, never accounted for 
more than a fraction of the total navigation on the entire Ganga 
System of rivers. The great bulk of the trafRe ^^'s» ^!»rrv^ 'Xà 



country boats plying in thèse rivers. At its peak in 1876-77, the 
country boats traffic registered at Calcutta, 1,78,627 cargo boats; at 
Hooghly 1,24,357 and at Patna 61,571. 

1.4. However, with the development o£ alternative faster means 
of transport, diversion of water from rivers for meeting the ever 
increasing needs of irrigation, deforestation of the hilly ranges lead- 
ing to érosion and accumulation of silt in the rivers, water trans- 
port in certain reaches of navigable rivers declined in importance. 
The décline of inland water transport is not peculiar to India. In 
the United States of America and other European countries, Inland 
Water Transport also had its period of décline, but in those coun- 
tries, the inhérent advantages of this means of transport seems to 
have been reappraised and extensive programme for development 
înitiated. 

1.5. After independence, the Government of India took certain 
steps in coordinating ail forms of transport, ie. river, road and rail- 
wajrs. It was felt that the river services could be developed only 
by coordinating water transport with other forms of transport, 
particularly road and rail. In 1950 at the instance of the Indian 
délégation to the Singapore session of the Economie Commission 
for Asia and the Far East, Mr. Otto Popper, an expert on navi- 
gation arrived in India on the 9th February, 1950 to investîgate 
into the possibilities of developing traffic on important waterways 
in India and to examine the possibilities of improving the traffic 
capacity of existing inland navigation routes ^vith particular réfé- 
rence to efficient methods of opération, suitable types of craft. shore 
installations etc. 

1.6. The Government of India also seciu^d the services of Mr. 
J. J. Surie of Holland in October, 1952 to advise on the économie 
feasibiîity of operating modem craft on shallow waters. He re- 
corr.mended among others a pilot project with 2 shallow draft tugs 
and 8 barges for the Upper Ganga and the Ghagra. To implement 
this recommendation and to tackle some of the urgent problems 
relating to navigation on the Ganga, the Brahmaputra Water Trans- 
port Board was set up in 1952 by an agreement between the Central ^* 
Government and the State Governments of Uttar Pradesh, Bihar, 
West Bengal and Assam. Besides two pilot projects one between 
Buxar-Rajmahal on the Ganga and Chapra-Burhaj on the Ghagra 
were undertaken by the Board. The Board also carried hydrographie 
surveys and conservancy measures on the river Ganga and on the 
Brahmaputra. It was found that the running of shallow draft 
vessels on the Ganga, though technically feasible. was unremunere- 
tive due to inadéquate traffic offerings. The services were, there- 

/ore. disœniinued In 1982. 



1.7. In 1956-57, the Estimâtes Committee of the Lok Sabha 
présentée! their 61st Report on the Ministry of Transport: Inland 
Water Transport. In this Report, the Committee had observée: 

"The Central Government should not shirk their responsibi- 
lity in the matter of declaring certain inland waterways 
as national waterways by statute. Inland Water Trans- 
port has been neglected for a long time past and it is high 
time that the matter is taken up seriously. The Rail- 
ways and some roadways hâve since been nationalised 
and brought under the Central Government. There is 
therefore no point in not declaring the important water- 
ways as national waterways." 

The Committee had noted with regret that '*no perspective plan 
has so far been drawn up by the Ministry regarding the develop- 
ment of river navigation in India." 

1.8. The problems of inland water transport in différent régions 
in India were studied by the Inland Water Transport Committee, 
set up in 1957 under the Chairmanship of Shri B. K. Gokhale. The 
Committee drew attention to the almost complète absence, both at 
the Centre and States, of expert technical organisations conversant 
with and having practical expérience of the complexities of inland 
water transport. The Committee, therefore. recommended the 
création of an adéquate technical organisation at the Centre. It 
suggested that while the actual exécution of inland water transport 
projects might be left to State Govemments, who would be in the 
best position to provide direct supervision, responsibility for investi- 
gation and planning, coordination and direct control as well as the 
financing of inland water transport projects should be undertaken 
by the Government of India for about ten years. As an immédiate 
objective the Committee stressed the need to conccntrate efforts 
on those re<?ions where inland water transport continued to play an 
es.«^ential rôle. Pursuant to the recommendations of the Com.mittee, 
an Inland Water Transport Directorate was set up in March, 1965 
under the Ministry of Transport & Shipping to deal with technical 
matters relatîng to the development of inland water transport. 
The Ganga Brahmaputra Water Transport Board was merged with 
the Directorate in March, 1967. 

1.9. In 1959, the Government of India appointed a Committee on 
Transport Policy and Coordination. In their final Report (January 
1966), this Committee has discussed the useful rôle which inland 
wsLier transport has to play in the overall tTatvs^T\aXXaîv ^^^xcv nx^. 
the eountiy. 



1.10. More recently, the Grovernment of India constituted a study 
Group with Shri B. Bhagvati, M.P. as the Chairman to examine, 
inter alia, "the économies and operational feasibility of setting up 
of a separate organisation based in Assam to provide nver services 
in Assam with an assessment of the viability of such an arrange- 
ment''. The Study Group was also to suggest practical measures 
for coordinating rail, river and road transport in Assam with parti- 
cular référence to the coordinated intégration of opération by the 
Raiiwajre, the Central Inland Water Transport Corporation and 
Central Road Transport Corporation. The Study Group submitted 
its report in August, 1967. 

1.11. In 1968, the Government of India hâve set up a Committee 
under the Chairmanship of Shri B. Bhagwati, Member of Parlia- 
ment to study the problems relating to inland water tiansport in 
the country and against a perspective of development of this form 
of transport in différent régions, to assess the possibilities of draw- 
ing up spécifie schemes in selected régions in the first phase and to 
suggest supporting measures to this end. It has been stated that 
the recommendations of the Committee will also be taken into con- 
sidération in finalising the proposais for the Fourth Five Year Plan. 

B. Basic Problems relating to inland water transport 

J.12. It has been acknowledged that inland water transport has 
an important rôle to play. This is largely due to the fact that it can 
supplément and complément other modes of transport and is parti 
cularly suited for transporting commodities in bulk such as coal, ores, 
oil. steel, machinery, chemicals, building materials and foodgr?ins 
Although in terms of speed in miles per hour inland water transport 
is slowor than other modes of transport, it is possible to move a 
grcater quantity of traffic between any two points within a specified 
time than by any other mode provided the waterways are woll- 
maintained. The capital and maintenance cost of inland water trans- 
port compare veiy favourably with other modes of transport. 

A note received from the Minirtry regarding Economies of Inland 
Water Transport vis-a-vis other modes of transport is reproduced at 
Appendix I. 

113. Asked to state the basîc problems confrontîng the inland 
water transport, the représentative of the Ministry of Shipping and 
Transport has stated in the course of évidence: 

"The objective of Transport Policy is to develop each form of 
transport în its sphère of effective service so as to mee^ t>ir 
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total needs of the economy at minimum cost. We take into 
account the optimum service which each form of transport 
is able to provide to the community and we try to develop 
each in coordination with other forms of transport so that 
the transport services are provided with the minimum cost. 
Inland transport offers very great advantages. It has 
potentiahties in the carriage of bulk traffic. But unfortu- 
nately today, for various reasons, particularly the develop- 
ment of faster means of communication and also the 
diversion of water for irrigation purposes, not to speak to 
other problems, this has come into considérable difflculties." 

He has further stated: 

"Both in roads and railways there has been modernisation but 
on the inland water transport side the position has been 
extremely difficult and disappointing. Added to this, 
we had the problem of Pakistan aggression in 1965 which 
resulted in the closure of the route particularly to Assam. 
In spite of that, the présent position is that inland water 
transport carries throughout the country roughly about 9 
million tonnes, 6 million in the Goa waterways mainly 
consisting of iron ore traffic; 2 million tonnes in the Kerala 
back-waters; about 1 million in the Krishna-Godavari 
System and a small quantity in the Mahanadi area and the 
creek svstem of Maharashtra. The basic oroblem which 
we face in inland water transport is that of modernisa- 
tion of not only the craft and improvement in the draft, 
but also modernisation of the river itself . Secondly, there 
is need to start commercial services. It is very difficult to 
continue to carry water transport on the basis of subsidy. 
It has to provide a natural advantage or service to the 
community by competing favourably with railways and 
roads. What we hâve to do is to make the system a viable 
imit. Thirdly, it will be necessary to provide some kind 
of guaranteed traffic to T.W.T. We hâve, for instance, been 
considering some of the schemes on this basis where it is 
possible to guarantee in the promotional stage some kind 
of minimum traffic which can make the programme viable 
The fourth problem is one of maintenance of river. 
Fifthly, there is the problem of modernisation of craft and 
lastly there is the problem of through booking in the rail- 
ways. Wherever there îs a combined route, both river 
and rail, it is necessary for the consimier to hâve the 
advantage of through booking. OtVvetvAs^^ >3ciKt^ ^& x*:^ 
wttnction for hîm if he has to ttwv&YvVç ^X. w^^ ^^^"^ ^*** 



retranship again. Apart from ail ihese reasons, the exe- 
cutive responsibility for development of inland water 
transport is that o£ State Grovemments and without their 
coopération it is very difficult to take any forward steps in 
regard to development of this system." 

1.14. The Committee on Transport Policy and Coordination in their 
Report (January 1966) hâve observed that "Development of inland 
water transport has to be viewed in each région in the context of 
integrated régional transport plans within the framework of the 
transport plan of the country as a whole. It is of the utmost impor- 
tance that in each région, to the extent necessary, water trans- 
port services should be fully coordinated with the services provided 
by the railways and by road transport." 

1.15. The Study Group on Assam River Services whieh was set up 
under the Chairmanship of Shri B. Bhagwati, M.P. hâve in their 
Report (1968) observed, "It will be short-sighted and prejudicial ta 
national interests to allow the river services to be extinguished 
merely because Railways and road transport can cope with the traffic 
currently offering or that is anticipated during the next few years." 

1.16. The Study Group hâve further observed that "No one form of 
transport should be allowed to hâve a monopoly at the oxpense of the 
others and the national policy should be to make the maximum use 
of the intrinsic advantage of each." 

1.17. The Committee agrée with the observations made by the 
Committee on Transport Policy and Coordination and the Study Group 
on Assam River Services that inland water transport should be 
dcveloped as a part of the overall transport system in the country and 
that the national policy should be to make the maximum use of each 
form oi transport. Inland water transport scores ovcr other modes 
of transport because the capital and maintenance cost of inland water 
transport services are small as compared to other modes of transport. 

1.18. The Committee appreciate that in order to develop inland 
water transport to such an extent that it is able to make an impact 
on the economy of the country^ it is necessary to tackie the basic pro- 
Uems such as modernisation of the craft, improvement of the draft 
and maintenance of the rivers, through dredging provision of 
jrnnranteed minimum traffic, provision of '^through booking^ servicesi 

SÊad running oi commercial services by providing cheap and eeonamic 
-^« oitrmnspoTi to the cmnmumty. \1 Vs^tw IteCvotettl Organise- 



tion in the Ministry to provide the necessary stimulus and guidante 
for the development of inland water transport on a coordinated basis 
in the country. In this context, the importance of the Central Inland 
Water Transport Directorate in the Ministr>' cannot be over- 
«emphasised. 



CHAPTEB U 

ORGANISATIONS FOR DEVELOPMENT OF INLAND WATER 

TRANSPORT 

2.1. It has been stated that the exclusive responsibility in respect 
of Inland Water Transport except in respect of waterways declared 
^ national waterways rests with the State Governm^nts concemed 
So far no waterways hâve been declared as national waterways 
The exclusive responsibility in this regard, therefore, rests with the 
State Gtovemments concerned. However, prior to the création of 
Inland Water Transport Directorate in the Ministry of Transport and 
Shipping in 1965, the work relating to inland water transport was 
being done in a part of a section in the Ministry of Transport and 
Shipping which was the administrative section in the Ministry for 
the Ganga Brahmaputra Water Transport Board and the Joint 
Steamer Company. 

A. Inland Transport Directorate 

2.2. A référence has already been made in the preceding chapter 
to the recommendation made by the Committee of Inland Water 
Transport (1959) regarding the setting up of an adéquate technical 
organisation at the Centre for providing direct supervision, under- 
taking responsibility for investigation and planning, coordination and 
overall control, as well as the financing of inland water transport 
projects for at least ten years. 

2.3. It has been stated by the Ministry in a written note that in 
pursuance of the recommendation of the Inland Water Transport 
Comnûttee, an Inland Water Transport Directorate was set up in 
March 1965 under the Ministry of Transport and Shipping to deal 
with technical and other allied matters relating to the development 
of inland water transport in the country. The Ganga Brahmaputra 
Water Transport Board which was set up in 1952 as a joint venture 
of the Central Government and the State Govemments of Uttar 
Pradesh, Bihar, Assam and West Bengal to coordinate the activities 
of the participating State Govemments for the development of inland 
water transport on the Ganga and the Brahmaputra river Systems 
was merged with the Directorate in March, 1967. The Directorate 
was converted into a non-participating Attached Office of the Minis- 
try of Transport and Shipping having two Subordinate Offices at 
Patna and Gauhati. The Directorate carries out technical examina- 



tion of schemes received from the State Governments and renders 
technical advice on the problems connected with inland water trans- 
port. The overall supervision of the construction of the Central Ports 
of Pandu and Jogigopa are being handled by the Directorate. The 
overall supervision of the régional offices at Patna and Gauhati 
(Pandu) is also the responsibility of this Directorate. The détails of 
functions of the Inland Water Transport Directorate, as laid down 
under the Ministry of Transports Resolution No. 7.IWT(65)/B4, 
dated the 23rd February, 1965 are furnished in Appendix II. 

2.4. The budget provisions for 1968-69 for the I.W.T. Directorate 
headquarters is Rs. 2.02 lakhs and the staflf consists of 5 Gazetted 
and 36 non-Gazetted Officers. 

(i) Régional Offices 

2.5. The Régional Office at Patna has a staff of 7 Gazetted and 164 
Non-Gazetted officers. The budget provision for 1968-69 is Rs. 7-93 
lakhs as indicated below: 

I . Pay of Offlcers ..... 

?. Pay of Establishment . . . • 

3. Allowances, Honoraria, etc. 

4. Other charges ...... 

5. River Conservancy ..... 

6. Maintenance and repairs ofcraft 

7. Grants-in-aid Contributions, etc. 

8. Running of Commercial Services 
on the Ganga ..... 



Rs. 


40,500 


Rs. 


1,96,200 


Rs. 


2,11,300 


Rs. 


50,000 


Rs. 


80,000 


Rs 


65,000 


Rs. 


50,000 


Rs. 


1,00,000 


Rs. 


7>93>ooo 



The Régional Office has been entrusted with the work of carrying 
eut hydrographie surveys of the river Gaaiga, maintenance of and 
repair of vessels and work relating to river conservancy. 

2.6. The Régional Office at Pandu consists of 8 Non-Gazetted staff. 
This office has been entrusted with the work of carrying out hydro- 
graphie surveys of the river Brahmaputra, maintenance and repair 
of vessels and work relating to river conservancy. The budget pro- 
vision for 1968-69 for this office is Rs. 29,000/-. 

2.7. The Committee wanted to know whether there was any de- 
lay in the setting up of a Technical Organisation in the Centre, as 
recommended by the I.W.T. Committee in 1959. The Ministry hâve 
stated In a written note that a décision was taken in 1963 to s.^1 >xv 
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an I.W.T. Directorate with nucleus staff. The technical posts, name- 
ly. ihose of Director, Joint Director and Deputy Director, were sanc- 
tioned in September 1964. Efforts were made to obtain the services 
of suitable technical personnel from varions sources. It was only în 
February 1965 that the services of a Chief Engineer (Director. 
I.W.T.) could be obtained and with the appointment of the Chief 
Engineer, the Directorate started functioning in March, 1965. Sufa- 
sequently, a Joint Director was also appointed in April, 1965. The 
post of a Deputy Director was kept in abeyance and was not filled 
due to economy measures and the eut imposed on the Plan provision 
on account of the Indo-Pakistan hostilities in 1965. Since the Direc- 
torate started functioning only from March 1965 onwards an expen- 
diture of only Rs. 70,000 was incurred by the end of the Third Pive 
Year Plan (1965-66). It has been stated that the main reasons for 
the delay in the setting up of the Directorate was the non-availabi- 
lity of technical personnel, for whom continuons efforts were made 
lîght from 1963 even before the posts were sanctîoned in 1964. 

2.8. During the course of évidence, the Committee wanted to 
know the action taken by the Inland Water Transport Dirctorate 
to fulfil the functions allotted to it under Transport Ministry Résolu- 
tion dated the 21st February, 1965. The représentative of the Minis- 
try has stated în évidence that "this Directorate was set up in 
March, 1965, with a Joint Directorate and a Chief Engineer. They 
carried out technical examination of the schemes received from 
State Govemments and rendered technical advice. They hâve also 
tmdertaken construction of inland Port at Jogigopa as a Central 
Scheme although the construction was actually entrusted to the 
State Government. Then they hâve been considering the question 
of running River Services on the Ganga. On the basis of the advice 
of the National Development Coimcil, we hâve decided to take up 
selected and well-defined schemes as Centrally sponsored schemes in 
the Fourth Plan." 

2.9. In a written note subsequently fumished to the Committee, 
the Ministry haë stated as tmder: — 

*The Gokhale Ccwnmittee (I.W.T. Committee) stressed as an 
immédiate objective the need to concentrate efforts on 
those régions where IWT had and would continue to 
hâve an essential rôle. Accordingly, the Directorate car- 
ried out the technic^ scrutiny and examinations of the 
schemes received from the State Govemments which re- 
quired for inmiediate implementation and suggested their 
inclusion as centrally sponsored schemes in the Central 
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Sector. A number of schemes were referred by the vari- 
ous State Governments for improvement of waterways 
and schemes estimated to cost Rs. 335 lakhs were sanc- 
tioned by the Government of India during the Third Plan 
Period. Subsequently proposais involving an outlay of 
Rs. 13 crores (Rs. 8 crores in the Central Sectors and 
Rs. 5 crores in the State Sectors) for the development of 
IWT were also drawn up for inclusion in the draft out- 
line of the 4th Five-Year Plan. Thèse required a study 
of the existing waterways in the country and collection 
of requisite data in consultation with the State Govern- 
ments for formulating schemes for their improvements. 
However as the 4th Flve-Year Plan was deferred, only 
spill-over schemes were continued during the three subsé- 
quent annual plans foUowing the last year of the Third 
Plan. 

The Directorate also formulated schemes relating to the cons- 
truction of an inland port at Jogigopa in consultation with 
the Development Adviser's Office. This scheme was taken 
up as a Central scheme although its actual exécution was 
entrusted to the State Government of Assam. The con- 
struction of Pondu port and its maintenance were also 
carried out imder the supervision of this Directorate. 

Hydrographie surveys of a number of rivers were carried out 
by the Central Water and Power Commission at the ins- 
tance of the Ministry of Transport and Shipping in order 
to find out how far thèse rivers could be made navigable 
from the mouth upwards thus generally cutting across 
road and rail commimications. The reports of the hydro- 
graphie surveys were forwarded to the respective State 
Governments for their oomments and thèse were re- 
examined on receipt of their comments. 

Subsequently, in the light of the new approadi to the deve- 
lopment of Inland Water Transport during the new 4th 
Five-Year Plan wherein the National Development Coun- 
cil had decided that only selected and well defined items 
of IWT should be.included as centrally sponsored schem- 
es, a fresh study of the plan schemes was made and new 
proposais were formulated in consultation with the State 
Governments for inclusion in the 4th Five-Year Plan. 

The Directorate therefore took up the question of drawing up 
of schemes for the river services on the Ganga based on 
a preliminary assessment of traffic potential made by the 

379 LJ8.— 2 
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Directonte of Transport Research. The schemes 
under examination in consultaticm with the State Govem- 
moits and othor IWT operators. The Committee on in- 
land wat» transport, recently set up to study the exist- 
ing inland water transport system in the coontry hâve 
also inqpected tiie site and a final décision in this regard 
will be taken on receipt of the recommendaticMis of this 
Committee. 

The Directorate also assisted in the formulation and exami- 
nation of schemes for the provision of navigational aids 
in Maharashtra, provisicm of terminal ^dlities in Gujarat, 
Madras» Kerala etc. The Directorate is also canying out 
conservancy works on the Gano river system with the 
help of the State Government of Bihar for maintaining 
the navigabiltty of the rtver. On the Brahamaputra, the 
conservancy is being doue tfaron^ flie agency of the Cen 
tral Inland Water Tr a nsport Coiiioratkm vaoàer the super- 
visioii of this Directorate. A new tedmique for the im- 
provement of river navigabOtty riz. Bottom Panel Tech- 
nique, has recently been investigated by ttie Château Re- 
search Laboratory. FVance. In ordtt te investigate tbe 
f^asibility of applyii« this new ftediniqiie in the 



Brahm^putra Cor impcoveoient of river navigability, ^x- 
periments^ some prrtiminaTy modd teste were also car- 
lied oui at the Château Laboraaocy in France and based 
on thair remtts, experimoits were caicied ont at site. 



Tlie siae ol lods to be p iovid ed on différent riv ei s and canals 
dcpendîQg on tiie volume and type of Uaflk in that ré- 
gion and àbo of tlie dearvnee ngc^tMTi under tbe bridg- 
es are abo brtng considered and erainineJ by tiie Direc- 



of 



A sub-Oommittee vas a ppoin t ed to g> into Ifae 
sectiag up rcfional training ceMra&. 
aended tbe «Ktiag iq> of tivo trabd^g 
Westerii reckn for Go^ Kahaxushtrm, 
oûier fdr tbe Sco&eRi Rckm iat Kcnla. 
Ardhrt Pr»dledi :o cater to the needi o( âe State 
ments. Tbe rKcenmendatàoBS d the sob-CoiBBiiSee 
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pect and supervise the works sanctioned both under the Central 
.and State Sectors during their visits to thèse places. The Direc- 
torate also frames model rules for country boats relating to their 
inspection and issue of certiftcates of fitness etc. to avoid disasters 
•and circulate them to ail the State Governments for making neces- 
sary provisions in the Act to be framed by the State Governments. 

The Directorate is also charged with the responsibility of ad- 
ministration, enactment of amendment of Inland Steam Vessel's 
Act (1917) which is a Central Act but the authority for its adminis- 
tration is invested under the respective State Governments." 

2.10 In reply to a question as to what has been the contribution 
of the Inland Water Transport Directorate for co-ordinated ap- 
proach to Inland Water Transport problems and for development 
of Inland Water Transport as a means of communication, the Minis- 
try has stated inter alia in a written note that» 'The Government 
of Bihar is of the view that although IWT is in a moribund condi- 
tion at présent, there are possibilities of starting river services from 
the Ganga and that the quantum of traffic by river is likely to in- 
crease with the completion of Farakka Barrage. The Government 
of U.P. hâve stated that the nmning of commercial service on the 
Ganga appears to be feasible but there may be losses in the initial 
stages. The question is, therefore, being examined in consultation 
with the State Governments". 

2.11. The Committee enquired whether there was any need for 
setting up any Study Group or Committee if the spécifie items allot- 
ted to the Inland Water Transport Directorate under the Govern- 
ment Resolution had been undertaken. To this, the représen- 
tative of the Ministry has replied: ''When we draft a resolution, 
we try to eovér everything under the sun. That Is where our difB- 
culty comes in." 

2.12. Asked to state if there was a continuous review of the acti- 
vities of the various Directorates and Divisions in the Ministry 
concemed with inland water transport and the agency which con- 
«ducted such a review, the représentative of the Ministry has stated: 
"The normal agency of the Ministry (for the review) is the Secre- 
tary or the Joint Secretary depending on the type of subjects dealt 
^th; sometimes it goes rlght up to the Minister There is no Re- 
view Report as such; we do not take things one by one but the 
-programme from time to time indicates the action taken on various 
aspects of importance.*' 

2.13. The Committee note the items of work undertaken by the 
Inland Water Transport Directorate so far in pursuance of the 
Crovemment Resolution, dated the 23rd Febt\3arj, WRi« 'Tt^ss^ 
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would like to suggest that a periodical review of the performance 
of the Directorate viv-a-vis the functions allotted to it should be 
conducted and remédiai measures taken wherever necessary. 

2.14. The Committee would also like to stress that once spécifie 
functions hâve been allotted to an organisation by means of a Gov- 
ernment Resolution, ail efforts should be made to see that they are 
fuUy and adequately discharged. 

2.15. The Committee kave been liiformed that, ''In March, 19S7 
the Ganga-Brahamputra Water Transport Board was merged 
with the Directorate with a view to strengthen tlie Directorate» 
Depending on the development of Inland Water Transport, based 
on the recommendation of IWT Committee recently set np, the 
question of further strengthening the IWT Directorate will be con- 
sidered'\ The Committee hope tliat on receipt of the report of the 
IWT Committee the recommendations made therein will be speedi- 
ly examined and those accepted by the Ministry implemented 
without délay. 

2.16. As regards the attachée office of the Directorate at Patna, 
the Committee feel that there is not sofficient work in the office at 
Patna at présent However, they will Ifte the Ministry to be ar in 
mind the views of the Government of Bihar that ''Althongh IWT 
is in a moribnnd condition at présent, there are possibilities oC 
starting river services on the Ganga and tliat ISie qnantnm of traffic 
by river is liltely to increase with the completion of the Farakka 
Barrage' \ 

2.17. As regards the Mce of Administrator, Panda and Jogigopa 
ports, the Committee soggest that the Ministry may cendnct a re- 
view of the fonctions oi this attached office go far performed so «s 
to find ont to wliat extent the need for continuing soeh an olBee 
still remainsy and if so^ upto what period. 

B. Joint Steering Committee 

2.18. It has been stated by the Ministry that while policy deci* 
siens are taken at the level of Joint Secretary/Secretary/Minister, 
there are two bodies to advise the Govemment in regard to the deve- 
lopment of inland water transport Thèse bodies are (i) the Joint 
Steering Committee; and (ii) the Transport Development CouncU. 

2.19. The Joint Steering Committee was set up in August, 1967. 
It is an inter-Ministerial Committee and consists of représentatives 
of the Ministries of Shipping and Transport; Irrigation and Power; 
Railways; and the Planning Commission. This Committee has been 
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•set UD for studying the potentialîties of inland water transport in 
'select?d régions, viz, the stretches where the inland water transport 
offers natural advantages as a carrier of certain bulk commodities 
and to examine the basic policy questions. 

2.20. According to the Ministry of Shipping and Transport, this 
Steering Committee will be useful ''for ensuring co-ordination and 
implementation of various schemes which will be recommended by 
"the I.W.T. Committee set up recently. The Committee will also be 
helpful in ensuring foUow up action in différent Ministries on the 
recommendations of the I.W.T. Committee." The ftrst meeting of 
the Steering Committee was held in September, 1967. It has been 
•stated that the Committee suggested that a paper should be prepared 
indicating the broad framework of two schemes to be formulated 
on the Ganga and the Brahmaputra régions, having regard to the 
traffic potential inclusive of diversion from the Railways, covering 
in addition, conservancy and navigational aspects for considération 
for arriving at a policy décision at the appropriate forum on the 
question whether in view of the vital importance of inland water 
transport, its cheapness as a mode of transportation of commodities 
in bulk and its stratégie value, there was no need for its develop- 
ment in certain selected reaches like the Ganga and the Brahma- 
putra régions by allocating an assured minimum cargo. The matter 
is belng re-examined in the light of the comments offered by the 
State Govemments and the operators. 

2.21. It has also been stated that the discussions were also held 
on the "through booking" facilities for Assam river services with the 
Ministry of Railways. Subsequently discussions were also held with 
the représentatives of the State Government and the Planning Com- 
mission in October and November, 1988 on the question of classifica- 
tion of I.WT. schemes as centrally sponsored schemes. 

2.22. The Committee note the composition and fonetions of the 
Steering Committee wiiich was set np in 1967 primarUy with the 
object of advising the Govanment in regard to the devtiopment of 
inland water transport. The Committee mggest that the charter 
of dnties of the Steering Cmnmittee should be laid down and the 
periodically of meetings fized so that the Steering Committee may 
make nsefol suggestions for the implem^itation of various schemes 
suggested by tlie State Govemments as wèll as by the committees 
appointed by Government from time to time. The Committee also 
anggest that the minutes of the Steering Committee should be re- 
cordsd, if not already done, and follow-up actioii taken by the Inland 
Water Transport Direetorate in regard to the recommendations mads 
hj the Steering Committee. 
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C. Tranqiort Development Council 

2.23. The Transport Development Council was set up in Auguste 
1958. It is a high level body to advise the Government of India od 
ail matters of policy relating to development of roads, road trans- 
pon and inland water transport. The Council aiso advises on 
problems of coordination between différent forms of transport that 
may be referred to it by Government. The Council is presided 
ovcr by the Union Minister of Shipping & Transport and includes 
the Deputy Minister of Shipping and Transport, Minister of Rait 
ways, Minister of Industrial Development and Company ASairs and 
the Minister of Tourism and Aviation, and the Member incharge 
of Transport in the Planning Commission from the Centre as mem* 
bers. The Minister incharge of Road Transport in the various 
States/Lt. Govemor/Chief Commissioner/Administrators of Unioa 
Territories are also ita members. The last three meetings of the 
Coimcil were attended by the State Ministers incharge of Roads- 
also. 

2.24. According to the constitution of the Council, it has to meet 
once, a year. Since the inception of the Council, seven meetings 
were held. 

2.25. The Committee wanted to know why no meetings of the 
Council were held in the year 1962, 1966 and 1967. The Ministry of 
Shipping and Transport in a written note hâve stated: "According 
to the constitution of the Transport Development Council, a meet- 
ing of the Council is to be held two months after the meeting of the 
Road and Inland Water Transport Advisory Committee (which has 
since been abolished). A meeting of this Committee was held in 
October, 1962. Normally, therefore, a meeting of the Transport 
Development Council should hâve been held in December, 1962 
However, in view of the Chinese aggression in October, 1962, and 
déclaration of emergency, it was not foimd possible to convene a 
meeting of the CouncU in 1962. The Study Groups on Viable Units 
and Road Transport Financing and the Road Transport Taxation 
Enquiry Committee had been set up in 1965 to consider some of 
the vital problems relating to road transport. It was thought that 
it would be worthwhile to wait their reports and to seek out new 
directions for our future efforts rather than deal wlth problems in 
an isolated way. The final report of the Committee on Transport 
Policy and Coordination wa^^ received in January 1966, that of the 
Keskar Committee in November, 1967, of the Study Group on BMâ 
Transport financing in February, 1968 and xrf the Study Group on 
Viable Units in May, 1968. A meeting of^^the Transport Dcvetop- 
ment Council was convened in June, 1968.*' 
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2^6. Asked to state the steps taken to ensure implementation 
ol the recommendations made by the Transport Development 
Council, the Ministry of Shipping and Transport have in separate 
written note stated, "Inland Water Transport is primarily the con- 
cem of the State Govemments. According to the Constitution only 
inland waterways declared as National Waterways by Law by 
Parliament are the concem of the Central Government in respect 
of navigation by mechanically propelled vessels. No waterway bas 
so far been declared as National Waterway. The responsibility in 
the field of water transport thus rests with the State Govem- 
ments". The conclusions of each meeting are circulated tq the 
State Govemments with the request to utke steps to implement 
them. Separate références are alsQ made» iirherever necessary, in 
respect of individual, conclusions. Keminders are also sent perio- 
dically to ascertain the progress made in the implementation. A 
report is placed before the next meeting of the Coimcil. It has 
further been stated by the Ministxy that the Transport Develop- 
ment Council does not have a separate secrétariat of its own nor is 
there a whole-time officer in the Ministry of Shipping and Trans- 
port to attend to the work of the CounciL One of the two sections 
in the Road Transport Division of the Ministry has been entrusted 
with ail work relating to the Council, in addition to its other normal 
work. 

2.27. Asked to state whether it is not a fact that the Ministry is 
concentrating more on road transport at the cost of river naviga- 
tion in spite of the fact that a Directorate of Inland Water Trans- 
port having been created, the représentative of the Ministry has 
stated in évidence: 'The Transport Development Coimcil gives 
more emphasis to road transport — ^that is true. It is because road 
transport problems are many and require greater attention where- 
as with regard to inland water it is not so complicated. It is for 
this reason that my Minister has said that there should be a separate 
conférence amongst Ministers dealing with inland water transport. 
That has now started. In addition, we have meetings of the S€<!re- 
taries dealing with inland water transport. We had two meetings 
already." 

2JB8. The Commlttee note that the Transport Development Conn- 
eO, whlch is a high level body, was set np In 1958 to advise the Gov- 
emment on ail matters of policy related to development of roadt, 
road transport and inland water transport. They are, however, nn- 
happy to be told that the Council dévotes more attention to prob- 
lems of road transport than to those of river navigation. The 
Commlttee appreelate that road transport problems are many and 
varled reqnlrlng greater attention, bnt tbls shonld not be at the 
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cost of inland water tnmqiOTt. The Committee f eel tluit the ^ob- 
lems ot inland water tnuuqport hâve not been given the attention 
that they desenre. 

2JB9. The Cemmittee note that no meetings of the Transport 
Development Conncil were held in 1962, 1966 and 1967. While they 
agrée that no meeting of tlie CooncU coold bé held in 1962 on ae- 
eoont of emeigency, they flnd little justification for not holding any 
meeting in 1966 and 1967 for disenssing problems of inland water 
transp<Hi. The Committee wonld like to stress that meeUngs tf 
the ConncQ shonld be héld regnlariy and each meeting shonld be 
preceded by adéquate pr^iaratory work and consultation with con- 
ceraed State Gevemments and other ageneies. 

2JI. Tlie Committee are constndned to note tliat tiie ConneQ 
has no Secrétariat of Its own nor !s there any whole-time cBUcer in 
die Ministry to attend to the work of the ConndL Tlie Omimittee 
fan to understand how» In the absence of a proper organisation, It 
is possible tm the Government to fOUow-up and implement tlie 
recommendations made by the CoundL The Committee hope, Gov- 
ernment will conslder the matter and taice suitaUe 



2 Jl. The CMunittee are glad to note tliat tlie Bfinistry are now 
holding separate conférences wlth State Govemments at tlie Minis- 
terial level, besides meetings of the Secretaries» in r^^ard to inland 
water tran^wt. They hope that sndi conférences wiU be within 
the purview ùi the Transport Dovdi^Nncnt CoundL 

D. Central inland Water Transport Corpontioii 

2.32. In Febniary 1965« the Government of India held a control- 
ling interest in the equity capital of the R.SJf. Ce. Calcutta, the 
main operators of the Calcutta-Assam river route with a view to 
maintain the important water link between the border state of 
Assam with Calcutta and the rest of the country. The river services 
pro\ided by this Company were suspended as a resuit of the 
Indo-Pak conflict in August/September 1965. This resulted in fur- 
ther détérioration of the financial position of the Con4>any. One 
of its creditors fUed an application in the High Court at Calcutta for 
the liquidation of the Company. On the 12th December 1966, an 
application was also filed before the High Court at Calcutta hy the 
R.S.N. Co. incorporating a scheme of arrangoneit under sections 
391 and 394 of the Companies Act for setting up a new Cotapp- 
H-hich woald take the liabiUties oi \he "B^^. Co. 
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2.33. The Calcutta High Court had approved the scheme on the 
3rd May 1967 and accordingly the business of the R.S.N. Co. were 
xlosed. 

2.34. The Central Inland Water Transport Corporation which 
was set up in February 1967 with an authorised capital of Rs. 4 
crores took over ail the assets and a part o£ the liabilities of the 
R.S.N. Co- The Corporation started opérations both in Assam and 
Calcutta on 2nd June 1967. In Calcutta the CJ.W.T. Corporation is 
xunning the Rajabagan Dockyard besides providing lighterage and 
ferry services etc. In Assam the Corporation bas been entrusted 
by the State Government with the Jogigopa-Pancharatna ferry f rom 
Ist April 1968. Subject to the availability of traffic the Corporation 
also provides goods transport service in Assam by river between 
JDhubri and Dibrugarh, a distance of about 710 miles. 

E. Organisation in the States 

2.35. Shipping and navigation on inland waterways, as regards 
mechanically propelled vessels, and the Rule of the Road on such 
waterways are primarily the concern of the Central Government. 
The Estimâtes Committee (1956-57) in their 61st Report (Second 
Lok Sabha) had stressed that the responsibility for development of 
this industry and effecting necessary coordination with other modes 
oi transport, must rest with the Central Government. The Inland 
^Water Transport Committee (1959) in their Report had observed: 

'The State Govemments, with the exception of one or two, hâve 
«leither the organisation nor the technical personnel for developing 
^water transport on sound lines and for maintaining the few existing 
waterways in good condition. In some of the States, the varions 
forms of transport are dealt with in différent departments- The 
Transport Commissioners under the State Govemments are inte- 
rested only in road transport. They are not charged with any res- 
ponsibility of looking after inland water transport." 

2.36. That Committee had recommended that the ''State Govem- 
ments also should set up their own technical organisations to study 
«détails and prépare schemes with project reports for development of 
new waterways and maintenance of existing ones, imder the guid- 
.ance of the Central Organisation, which after taking a comprehen- 
aive View of the situation, could pass the claims of inland water 
transport before the Ministry of Finance and the Planning Com- 
-miasion." 

2.37. In a written note furnished to the Comxc^Wj^^ >Sci^ ^^K^aàal 
•of Shipping and Transport hâve stated tha\ oti% ol \)bl^ tcc^V^x ^^K^ 
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retarding the development o£ inland water transport is the absence 
of a proper technical organisation at the States which migfat deal 
with various aspects of the development of inland water. transport 
In the States. In the absence of such an organisation no properiy 
conceived régional projects could be framed indicating in détail 
costs of development and maintenance of waterways, traffic surveys^ 
choice of craft^ organisation for operating services, pooling of ope- 
ration between différent modes of transport etc. 

2.38. While drawing the attention of the représentative of the 
Ministry of Shipping and Transport during évidence to the observa- 
tions made by the Minister for Transport at the 6th meeting of the 
Transport Development Council that 'Traffic by inland water trans- 
port has dwindled not only on account of compétition from Rail- 
ways and road tranq[>Qrt but also probably on account of inadéquate 
emphasis laid in thia sphère by the State Govermnent", the Com- 
mittee wanted to know if this matter had been taken up with State 
Governments and, if so, with whàt results. The représentative of 
the Ministry has stated in évidence, The main difficulty there was 
that the State Governments had not set up technical organisaticms. 
Now the position has very much improved except in Assam, as the 
Governments of West Bengal and Kerala hâve dêdded to set up a 
Directorate, and Maharashtra hâve already got their port organisa- 
tion to deal with this. So now at least four States hâve a fairly 
gooJ technical organisation/* In reply to a query the représenta- 
tive of the Ministry has further stated that ''other States are dealing 
this thixmgh their PubUc Works Department, which arrangement is 
not \-erv satisfactorv/* 



2^. Asked to state if the Ministry hâve takoi up the matter 
with the concemed State Govemmeits, the représentative of the 
Ministry has stated in reply. **In the discussions cm the Fourth Plan* 
this was one ol the points which was emphasîsed. It is continuous 
process. But w*e w*ould not Uke to insist that every State sbould 
hâve â separate cell."* 

:^40 In a subséquent written r.ote fumished to the Committee, 
\Vx Mïmstrx- of Shipping and Transpcet bare stated: 



•\\ v^^^•{e^en^^e cvf StJite Ministers-in-charge of Inland Water 
TtAr.sivr; WAS aIso c\>r.wm\5 at M>"»ne m Jtme, 1968 with a view to 
'a>' cr.xphAi^'^ vxa the devt'lopn>en: of inlazid water transport in select- 
^.i Tv^îor.i^ T^*e Sute Oxn^mniecis w^^t>? then requested to set up 
tV:o*: .-. ^Ar.vs^AV.ons oc ai le«ast separftie mUs which could be made 
res{vr,s:b> fv^r àNi,:r^ exo>as:\x''y wi:h tbe fcrmulation and execo- 
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tion o£ I,W.T. Schemes. It is understood that suitable action in this 
regard bas already been initiated by some of the State Grovemments 
like Âssam, West Bengal ^d Kerala. Tbe Government of Assam 
bave established an I.W.T. Directorate. In Kerala, an organisation 
to operate river services within the State bas been set up- The Gov- 
ernment of West Bengal bave initiated action in tbis regard by re- 
cruiting neceçsary officiais to look after the I.W.T. work. The Gov- 
ernment of Mifbarashtra already bave tbeir Port Organisation to 
deal with I.W.T. woxk efficiently. Some of tbe State Govemments 
viz. Mysore, Gujarat, Andbra Pradesh and Tamil Nadu bave inti- 
mated that the existing System of dealing with LW.T. in those States, 
tbrough tbeir Public Works Department is considered well organisa 
ed in view of the limited scope for LW.T. in those States and that 
the setting up of separate organisations is not considered necessary 
at tbis stage." 



2.41 The Committee regret to note that, although the Inland 
Water Transport Committee (1959) had pointed ont In clear tenus 
the lack of teehnieal organisations in tlie Stittes. wUch hampered 
the development of inland water transport on sound basls, very 
Uttle has been done by the Ministry in this direction. The Com- 
mittee are onliappy to be told tliat even now "one of the major 
factors retarding the development of inland water transport is the 
absence of proper teehnieal organisation in the States" and that ''in 
the absenoe of such an organisatioB, no properly eonceived régional 
projecta conld be framed, indicating in détail the cost of deveU^ 
ment and maintenance ùt waterways, traffie anrveys, etc»'' The 
Committee are constrained to observe that the Ministry which was 
responsiUe tôt developing inland water transport and effecting 
necessary coordination with other modes of transiMirt bas not be- 
stowed tlie necessary considération, wldch they shoold hâve, to the 
qnesion ef setting up ef Mond teehnieal organisation lu the States. 
The CcmmiUtee fèel that the matter should hâve been vlgwously 
pursued by them with the State Grovemments concemed. 

2.42. The Committee note that foUowing the conférences of the 
State Annisters-in-Charge of Inland Watw Transport in June 19S8, 
some of the States bave already taken action to set up snltaUe 
organisation or at least separate cells which could be made rea- 
ponslble for dealing exdusively with the formulation and exécution 
of inland water transport schemes. The Committee hope that other 
State Govemments would be persuaded to strengthen their orga- 
nisations^ if considered necessary, in the light of the schemes to be 
inpICDMiiled dnring tlie Fourtli Flve year Plan period. 
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F. Coardinatioii with States and other Agencies 

2.43. The Committee on Inland Water Transport in their Report 

had observed: 

'^Coordination has to be effected between (a) the various 
Ministries of the Central Government; (b) the Advisory 
Committees of the Central Government; (c) the Central 
and State Governments; (d) the requirements of the 
private and the public sectors and (e) the différent modes 
of transport including Railways, Roads, Inland Water 
Transport and Coastal Shipping. Such coordination is 
essential for the proper development of the transport 
Systems of the country and for ensuring inland water 
transport its rightful place. We consider that the forma- 
tion of a separate Advisory Committee for inland water 
transport alone will be able to achieve thèse objectives.** 

It had further observed: 

'The Central Organisation should undertake coordination of 
différent schemes and deal with the inter-State problems 
which may arise " 

2.44. It has been stated by the Ministry that ^'Pursuant to the 
recommendation of Transport Development Council a Central Inland 
Water Transport Board was set up in the Ministry in April, 1965, 
imder the Chairmanship of Secretary (Transport) to discuss and co- 
ordinate matters relating to I.W.T. and to advise the Central and 
State Governments on such matters. The représentatives of the Minis- 
tries of Railways and Defence were already included in the Board. 
Subsequently, a représentative of the Bhakra and Béas Projects was 
also included. The Board had so far met only once at New Delhi in 
April, 1965 to review the then Plan Schemes and to consider pro- 
posais relating to the Fourth Plan on I.W.T. Later on, it was decided 
to dissolve the Board which was only a Secrétariat Committee and 
to set up in its place a high level policy making body, a Central 
Inland Water Transport Council to be presided over by the Union 
Minister for Transport and Shipping and with the Ministers incharge 
of I.W.T. in the States as members to review implementation of I.W.T. 
Schemes from time to time. However, the proposed Council has net 
so far been constituted, but a Conférence with ail the Ministers-in- 
Charge of inland water transport was held in June 1968 at Mysore." 

2.45. The Committee note that the Central Inland Water Trans- 

port Baarâf which was set up in 1965 in pursuance of the rccom- 

mendmtiotÈB of the Transport Developowiil Coun^îX^ \i%& tmaMi 1« 
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fnnctioii after holding one meetiitf. The Committee abo note that it 
has been decided to dissolve the Board and set up in its place a high- 
level policy making body, viz., a Central Inland Water Transpwt 
CouncU. The Committee hope that the proposed Coundl would not 
duplicate the work that is already being done by the Transport 
Development Council. In any case» the Committee désire that tiber 
fonctions to be performed by the proposed Central Inland Water 
Transport Council and the Transport Development Council should' 
be precisely defined*. 

2.46. The Committee wanted to know whether in regard to* 
schemes which are totally flnanced and implemented by the State 
Govemments, the Centre has any machinery to find eut the stage of 
implementation of those schemes. The représentative of the Ministry^ 
has stated: ''When the annual plan outlays are discussed with each. 
State Grovernment by the Planning Commission's Working Group, 
there the représentatives of the State Govemments and the Central 
Ministries concemed are invited. And it is only after the Working^ 
Group considers the entire State's programmes in relation to the 
Central schemes that the outlays of the States are finalised. It is 
only at the stage of the annual plan that there is considération of the 
State's sector schemes and that too not in a very detailed manner but 
in a broad way in consultation with the représentatives of the 
Ministries concemed." He has further stated that the Ministry ''do» 
not review the State's Plan schemes. It is a broad problem of co- 
ordination between the Centre and the States." 

2.47. Asked to state specifically whether the Ministry has the 
machinery to see that the State's Plans come within the purview of 
the Ministry with regard to their implementation since the State's 
Plan schemes are also part of the integrated Plan of the whole 
country, the représentative of the Ministry has stated in reply, "That 
raises a very large question of Centre-States relations. I won't be 
able to answer this." He has further stated, '^In cases of a review 
of State sector plans such as inland water transport etc. that covers 
the entire sector of planning, we may ask the State Government on 
the progress made. If the report comes, we may make use of it.*' 

2.48. The Committee regret to note that Government bave ne 
mnchinery to find ont the stage of implementation of the schemes 
which are in the States' sector. They are mihappy to be told that it 
is only at the stage of the anmial plan that theM is considération of 
the States sector schemes and that too is not a very detailed con-^ 



ii 



^ At the time of factual vérification the Ministry bave stated that : 

The proposed I.W.T. Council has not been set up as it was decided that 
the problems relatins to I.W.T. should be discussed in depth at a 
separate conférence of State Ministers in charte of this form of trans- 
pOTt. Such a conférence was held in Mysore in June, 1968.** 
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lilderatlofi. Ifhtle H la true that'the responsibility for implemenfatioa 
4f the schémas In the State Mctor is that o( the Stafe Govemments, 
the Commlttee feel that a certain measure of responsiMlity also 
4é\tlh^ àh, the'CèôrtMl GoVeniment inasmuch as they hâve to co- 
4irdinate their actlvitkfti 'wlth those of the State Govemments and 
prépare an Integrated plan fer the whole conntry. They also feel 
ihat, in the absence of a suitable machinery for collecting informa- 
tion abont the progress of scUeuie^ in the State secfor, no worthwhile 
perspective plan can be prepared. The Commlttee hope fliat Û» 
Ministry will take necessary action in coordination with the State 
Cio vem monts to devise a suitable machinery for collection of Informa- 
tion about the progress of schemes relating to inland water trans- 
port in différent States, 



CHAPTEBm 

PLAN PROVISIONS 
A. First Five Tear Plan 



3.1. The need to hâve an agency for coordination of inland water 
^transport activities of the States in the northem région in the Ganga 
3nd Brahmaputra rivérs was greatly felt and the Ganga Brahmaputra 
IVater Transport Board was set up in 1952 as a Joint venture of the 
«Central Grovemment and the State Govemments of Uttar Pradesh, 
Bihar, Assam and West Bengal to coordinate the activities of the 
participating State Govemments for the development of inland water 
transport on the Granga and the Brahmaputra rivers systemî. It has 
leen stated by the Ministry that the Board undertcxA extensive 
mirveys of the Ganga-Brahmaputra System of rivers for exploring 
the possibility of plying mechanically propelled slîallow draft craft, 
on the recommendations of Mr. J. J. Surie, a UJ7. Expert. The 
Board procured various types of craft and conducted a pilot project 
*on an expérimental basis on the river Ganga between Buxar and 
Rajmahal and on the Ghogra between Chapra and Burhaj to explore 
the technical f easibility of plying shallow draft craft designed on the 
recommendations of the U.N. Experts. Thèse experiments proved 
that with proper maintenance of the navigable channels, shallow 
draft craft could run on thèse rivers. The technical feasibility of 
operating shallow draft craft proved sûccessful but the services could 
not be deemed feasible on économie grounds due to various reasons 
and were theref ore dlscoQtlhiled. 

B. Skicond Flve Tear Flan 

3.2. In the Second Five Year Plan, a provision of Rs. 3.00 crores 
was made ior the development of inland water transport The 
éntire provision was in the Central Plan. Âf ter tht revision of the 
Plan in 1958, the provision was redueed to Ra. 1.43 crores. The 
following table gives the break up of the revised provision of 
TU. 1.43 crores and the actual expenditure during the Second 
Plan: — 



Provisloii Actual 

Sa^sendtture 



(Rs. inlakhs) 



I. Contribution to the Ganga Brahmaputra 

Water Transport Board 14*00 14*00 

2S 
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Provision Actual 

Expendîture 



(Rs. in Iakhs) 

2. Pandu Port • . • . . 20* 00 6* 00 

3. Survey Lunch 5»oo o*8& 

4. River Conservancy grant to Joint 

Steamer Cos. • • • • . 22*00 20*14 

5. Spécial grant to G. B. W. T. B.ard for 

crafts 1.32 1-32 

6. Technical Organisation . • • j.^q — 

7. Hydrographie surveys ... 2*00 — 

8. Dredger 12*00 — 

9. I. W. T. in Kerala .... 43*00 — 

10. I. W. T. in Orissa •••• 12*00 — 

11. I. W. T. in Madras .... 5. 00 — 
13. I. W, T. in Aûdhra .... 5.00 — 
13. Loan to I. Q. N. R. Co. ... — 30*00 



143-32 72-34 



C. Third Five Year Plan 

3.3. The total cost of the schemes included in the Third Fias 
was Rs. 760.18 Iakhs under the Central sector, both for the Central 
and Centrally-sponsored schemes. The Central schemes viere those 
schemes for which the Ministry imdertook the administrative res* 
ponsibility, although in some cases they were executed through the 
agencies of the States. The Centrally-sponsored schemes were those 
schemes lor which the administrative responsibility rested with 
the States, but the Central Government agreed to give the ftnancial 
assistance as part of their Plan. 

3.4. The financial aUocation for inland water transport was, howr 
ever, restricted to Rs. 400.00 Iakhs. For the States Rs. 148.00 Iakhs 
was provided. A statement showing the outlay and the cxpendi- 
ture on the inland water transport schemes in the Third Plan is 
given below: 
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D. Annnal Plans 

3.5. Since the Draft Outline of the Fourth Plan was not finalised^ 
provision for the development of inland water transport in the 
Central as well as State Plans has been made on an year to year 
basis. The programmes for thé development of water transport in 
the Annual Plans for 19f66-fl7, 1967-68 and 1968-69 are discussed 
below: — 

Annual Plan 1966-67 

3.6. A provision of Rs, 233.14 lakhs was included in the Annual 
Plan 1966-67 for the development of water transport. This inclu- 
ded Rs. 164.52 lakhs for Central Schemes, Rs. 32.62 lakhs for Cen- 
trally Sponsored Schemes and Rs. 36.00 lakhs for State Plan 
Schemea { 

3.7. Centrally Sponsored Schemes: The folio wing table shows 
the provision and actual expenditure incurred on Centrally Spon- 
sored Schemes in varions Statels: — 

(Rs. in lakhs) 



1. Andhra 

2. Assaûi 

3. Bihar 

4. Kerala 

5. Maharashtra 

6. Madras 
7* Orissa 

8. Gujarat 

9. West BengEd 



Provision 


Actual 




Expenditure 


4- 61 


G* 61 


G» 91 


G' 19 


17* 00 


9- 64 


— 


0*05 


0-85 


G- 85 


4*00 


15- 56 


1-25 


0*72 


4-^00 


^^ 



Total • 32-62 



27*62 



8.8. Steto Plan Çdi4iiiMir--'tte toBowliig taUe Aows annual pbft 
qC fhe States for 1966-S7>— 



(Rs. in IsUis) 



PtovirioQ Actud 
Bscpendkuffs 



I. 

?.. 

3. 
4- 
S- 



Assam . . • • . 

Kerala 

Maharashtra • • • • 
Goa .... 

Total 



5*00 
4*00 
500 

22* Od 



8-14 

6*42 

NA 

9-40 



36-00 23*96 
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AnntuU Plan 1967-68 

3.9. The provision iixcLwlei in the umual plan 1987-^ for inland- 
water transport, was lU^ 299«45 laklfe agaiiiat whicb, the^ antieipeted- 
table gives the break up for the outlay on Centrally Schemes, CèîK 
trally Sponsored Schemes and State Plan Schemes: — 





(Rs. 


. Inlakhs) 


S» No. Schemes 


Provision 


Revised 

Estimate 


I. Central Plan Schemes • 

2» Centrally Sponsored Schemes • 

3. State Plan Schemes 


192-40 
33-65 

33-40 


308-38 

27-97 
35-94 


Total • 


259- 45 


372- 29 









3.10. Centrally SpoTisored Schemes: The foUowing table shows 
the provision made for the Centrally Sponsored Schemes for yitri- 
ous States in the Annual Plan 1967-68 and the anticipated expendi- 
ture: — 

(Rs. in lakhs) 



Provision 



Bevised 



t. Andhra Pradesh 

2« Assan 

3. Bihar 

4. Keiala 

5. Orissa 

6. Gajarat • 

7. West Bengal 



7-49 



* • 


— ^ 


13-79 


• 


o-o6 


0-05 


• 


17-50 


14-06 


• • 


7.50 


— 


• » 


0-10 


07 


• 


i«oo 


— 


Total • 


33-65 


?7-97 
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3.11. State Plan Scheme. A provision o£ Rs. 33.40 lakhs wk 
agreecl to by the Planning Commission for State Plan for schemes 
rdating to inland water transport. The foUowing table shows the 
provision induded in the State Plans and the anticipated expendK 
tare: 

(Rs^^in lakfas) 



Provision 

Estimate 



1. Madras 

2. Assam 

3. Kerala 

4. Goa 



• 



•— 


5*oo 


7-00 


7* 00 


6-00 


6*04 


20-40 


17-90 



Total • 33-40 35*94 



Annual Plan 1968-69 

8.12. In the Annual Plan for 1968-69, a provision ol Rs. 173J& 
lakhs has been made of which Rs. 98.86 lakhs is for Central Schemes» 
Rs. 31 lakhs for Centrally Sponsored Schemes and Rs. 44.00 lakhs 
for State Plan Schemes. 

3.13. State Plan Schemes. A provision of Rs. 44 lakhs has been 
agreed to for the development of inland water transport in 1968-69 
in the foUowing States: — 

(Rs. in lakhs) 



î. ^ladras ...... 5-00 

2. Assam 8- 00 

3. Kerala • 6- 00 

4. Goa .-Î5-00 

ToTAi. • 44- 00 



S-14. Summary of provigions in the annual Plans for 1966-67^ 
1967-68 and 1968-69. The f ollowing table sums up the provisions and 
the likely expenditure in the Annual Plans for 1966-67, 1967-68 and 
1968-69:— 



SI. 
No. Schemes 


1966-67 
Provi- Actual 
sion expen- 
diture 


1967-68 
Provi- Revi- 
sion sed 
Esti- 
mâtes 


1968-69 
Provision 


I 2 


3 4 


5 


6 


7 


i« Centrai Plan Schemes 

2 . Centra lly Sponsored 
Schemes 

3. State Flan Schemes 


164-52 54-09 

32*62 27*62 
36-00 23*96 


192*40 

33-65 
33- 4^ 


308-38 

27-97 
35-94 


98*86 

3roo 
44*00 


Total 


233-14 105-67 


259-45 


372-29 


173*86 











5.15. During the course of évidence, the Conunittee wanted to 
kBOW from the représentative of the Ministry of Transport and 
Shipping (now Shipping & Transport) whether adéquate attention 
was paid to inland water transport dtiring the Plan periods. The 
représentative of the Ministry has stated: 

"If you look at the financial provisions made in the Plans, 
the fact remains that even those provisions were not 
fully spent in the Second and Thhrd Plans. This really 
points to the basîc difficulties which this form of trans- 
port has been facing. In the earlier stages there were 

varions technical obstacles to its development .. 

Though provisions were made, no eflfort was made to 
provide any kind of djmamic support to this programme." 

8.16. When the Committee drew the attention of the représen- 
tative of the Ministry to the fact that even with regard to the Cen- 
trally iponsored schemes, the provisions had not been utilised, the 
i^yresentative of the Ministry has stated:— • 

••provisions were made. but they were not fully spent owing 
to various fondamental difRcultiesj if I may say 90, with 

Kgard to this form of transport ..the basic 

décisions had not been taken in the Second or Third 
They were looking at tho infra-structure, and ted 



M 

improvements in the canals, and npt in terms cî thë pro- 
vision of commercially viable services and thé aupipbftUig 
measures therefor." 

3.17. When the Committee pointed out that against the provi- 
sion of Rs. 1.50 lakhs provided in the Second Plan for Technical 
Organisation no amount was spent, the représentative of the Minis- 
try has stated "that the provision was there. Even now we Ht 
finding it difficult to get qualified people for inland water develop- 

ment We hâve had experts but we hâve DOt got the 

best results from the experts from abroad. We are not sajring that 
we hâve not been able to get the people. We only say that it xs 
difficult to get people for the inland water development scheme." 



3.18. Asked to state whether the Government should not bave 
taken the three modes of communications, viz., rail, road and inland 
water transport, as an integrated scheme and developed them on 
par rather than giving more attention to railwajrs and roads, the 
représentative of the Ministry has replied, "I would say that the 
matter did not get that much attention. Obviously the intention 
of the Government was reflected in the progress made.** 

3.19. In reply to a question whether after having the expérience 
of the performance of the Second Plan the Third Plan should not 
hâve been framed on a more realistic basis, the représentative of 
the Ministry has stated, "Even today, we are somewhat groping In 
the dark as to what kind of positive steps we should take." 

Elaborating further, he has stated, "It is very d;||[cult to lay 
down a realistic target with regard to the programme of inland 
water transport.' 



f» 



3.20. As regards the provisions and expendiiurë during the 
Second Plan period, the Ministry in a wrlttçii noie hâs stated: 

"Progress on the schemes was not satisfactory mainly be* 
cause of the absence of a technical orgipâi^fition mk the 
centre and delay in finalisation of tlne. Bcheqiesw Tht 
contribution of Rs. 14.00 lakhs to the G.B.W..T.. Board ifj)f , 
meant for meetihg the normal expend}tin:e ot the Bof^< 
and also for expenditure in connection with the pilot 
Project.'* 



3.21. It has been stated by the Ministry that the diortfiall 
penditure on Pandu Port was due to the delay iti haDiUng over the 
lànd for the construction of the port which belonged to the Rail* 
ways and the progress was also slow. 



Tl&e provision made for the purchase of survey launch could 
not be utilised fully due to non-receipt in lime of the launch for 
wbich procurement action had been taken. Hence provision for 
hydrographie survey also could net be utilised. 

The provision for technical organisation was also not utilised 
because the appointment of technical personnel took time and their 
services could be obtained only in February 1965. 

The provision for dredger for the Brahmapulra could not be 
utilised due to the delay in finalising the formalities regarding its 
procurement. However, the dredger was purchased during the 
subséquent plan period. 

The provision made for the development of waterways in the 
States of Kerala, Orissa, Madras and Andhra Pradesh could not be 
fully utilised due to delay in receipt of the schemes from the State 
CSovemments. However, in November 1960, the scheme for the 
purchase of one dredger in Andhra Pradesh was approved at an esti- 
matei cost of Rs. 4.50 lakhs and in' February 1961, another scheme 
for the purchase of a dredger and for taking other civil works on 
the Buckingham Canal for Madras at an estimated cost of Rs. 10.00 
lakhs was approved. But no expenditure was incurred by the State 
Govemments on thèse schemes. 

3.22. In regard to the provisions made during the Third Five 
Year Plan the Ministry in a written note hâve given the following 
reasons for shortfalls in expenditure in regard to items included 
under Central Schemes and Centrally Sponsored Schemes: 

Central Technical Organisation 

3.23. There was some delay in the setting up of this organisation 
.mnà oniy a limited amoimt could be utilised. 

Training Establishment 

3.24 The provision was made for setting up régional training 
establishments. The State Govemments were addressed in the 
matter but only two State Govemments of Kerala and West 
Biti^al , .sjifbmitted proposais. Thèse proposais were discussed in 
April 1986 by the Central înland Water Transport Board who 
reoDinmended that a sub-Committee might be set up to go into 
the matter. A sub^ommittee was set up in June 1966. It had 
exarained the proposais received in thls connection from various 
"State Govemments. The sub-Committee recommended the setting 
m^ot 3 régnai training centres one each with eastem, wes- 
terîi imd soûthem régions, keeping In view the languaije t^ctùr. 



It also recommended the conversion of the existing training œn* 
tre at Calcutta, run by the State Government into a régional cen- 
tre so as to meet the requirements of the States in the région. 
Proposais in this respect are awaited from the Governments o£ 
West Bengal and Kerala. There was some delay in processing 
the schemes. However, in the meantirae higher IWT Training 
Scheme was introduced at the Training Centre, Calcutta for dri^ 
vers, serangs and masters. 

Survey Launch 

3.25. Provision made was for the purchase of two survey laun- 
ches by the Ganga Brahamaputra Water Transport Board. Pn>- 
curement action for one of thèse had been initiated in the Second 
plan. One survey launch was procured In September, 1963. It was 
decided that an order for the procurement of the second survey 
launch should be placed after watching the performance of the 
launch already acquired. 

Dredger 

326. The provision was intended for the purchase of a dredger 
by the Ganga Brahmaputra Water Transport Board. The dredger 
was acquired in 1965. 

Pandu Port 

3.27. Provision in the Plan was made for the development of a 
nverine port at Pandu, work on which was started in the Second 
Plan period. The port was substantially compieted by the end of 
the Third Plan period. 

Gauhati Port 

3.28. While the estimâtes and plans for thèse projects were be- 
ing scrutinised, the Government of Assam suggested in July, 1964 
the diversion of the fimds earmarked for the development of 
Shadilapur Ghat near Gauhati. Subsequently with the dosure ol 
the river route via East Pakistan, this proposai was not further 
processed. 

L.W.T. in Govindsagar Lake 

3.29. Provision for inland water transport in Govindsagar Utat 
was droppei due to constraint of resources and economy measuret 
Collowing hostilUies with Pakistan. 

Acquisition of Craft for Cod Transport 

3.30. The Scheme was drawn up in the ccntext of the ovcrall 
^bortJige of transport for movement of coal in the beglnning of the 



Tilird Plan. The scheme was mooted by the Department of Mines 
and Metals for transport of coal from Bengal/Bihar coal fields ta. 
Allahabad. Some craft were acquired and pilot studies under- 
takcn. The scheme was, however, dropped on the advice of the 
Department of Mines and Metals. 

Pilot TGwing Project in Sunderbaris 

3.31. It was proposed to modernise the navigational System in 
tbe Sunderbàns. The Government of West Bengal reported that 
as the channel in the Sunderbàns was steadily receding towards 
the sea and silting up, its maintenance would be expensive and* 
it was not necessary to start any pilot project in the Sunderbàns. 

D,V.C. Canal 

3.32. The provision in the plan was made for meeting the 
share of the Central Government of the cost of providing navi- 
gational facilities in the D.V.C. CanaL Expenditure was incurred. 
on navigation works like regulators, bridges, locks, earth work. 
cross drainage etc. 

IW.T. Services in Goa 

3.33. Provision was made for passenger sheds, jetties, navigational 
aids etc. but no expenditure was incurred as the schemes were not 
finalised. 

Centrally Sponsored Schemes 

3.34. A sum of Rs. 322.00 lakhs was provided in the Plan under 
the Central Sector for the exécution of certain Centrally Sponsored 
Schemes relating to I.W.T. in the varions States. The provision was 
to be released to the State Govemments in the shape of 100 per cent 
loan assistance on the basis of the progress of actual expenditure 
incurred by them on each of the schemes. Schemes amounting to 
Rs. 310.71 lakhs was approved during the plan period on the basii 
cf schemes substituted. The State Govemments could fumlsh dé- 
tails of expenditure amoimtlng to Rs- 125.71 lakhs only and this 
amount was reimbursed to them as loan assistance except in the 
case of the Govemments of Andhra Pradesh and Madras to whom 
assistance was afforded in the form of grants. However, the actual 
expenditure on thèse schemes during the plan period might be more 
than the amoimt of loans sanctioned. The main reasons for the 
shortfall in fhe expenditure statewiae and projectwise are given 
beknr. 

3.35. Andhrm Pradesh: A provision of Rs. 10.00 lakhs was made 
in the plan fàr the purchase of 2 drédgers for use in the Buckingfaam^ 



Canal. The scheme could not be sanctioned for implementatioiit 
es the State Government did not submit the requisite proposa} in 
time for the approval of the Central Government. The State 
Government however, acquired a dredger as part of a spill-over 
schemes of the Second Plan. An expenditure of Rs. 1.09 lakhs was 
intimated to hâve been incurred by the State Government and 
the same was reimbursed to them on the basis of actual expenditure. 

3.36. A$sam: Schemes costing Rs. 32.00 lakhs only were sanction- 
ed for the purchase of 12 marboats, 100 ordinary boats and for sett* 
ing up 4 workshops- During the plan period the State Government 
coiiid only incur an expenditure of Rs. 14.00 lakhs on thèse schemes. 
This was reimbursed to them. The balance payment of Rs. 13.78 
lakhs has*since been made during 1967-68. 

3.37. Bïhar: A provision of Rs. 5.00 lakhs was made in the plan 
for the construction and improvements of certain roads to eight 
ghats on the river Ganga. However, schemes costing Rs. 4.04 lakhs 
only were sanctioned. The State Government could incur an ex- 
penditure of Rs. 2-45 lakhs on thèse schemes during the plan period. 
This amount was reimbursed to them. The balance expenditure 
incurred by them is being reimbursed during the subséquent years. 

J.38. Gujarat: A provision of Rs. 10.00 lakhs was made for the 
development of I.W.T. Schemes costing Rs. 8.58 lakhs were sanction- 
ed for the landing facilities at Bhadabhat and Samalpitha, purchase 
of 4 barges of 100 tons each and landing facilities at Dumas. The 
total expenditure amounting to Rs. 3.47 lakhs was intimated to 
hâve been incurred by the State Government on those schemes. 
This was reimbursed to the State Grovernment The main reason 
for the shortfall in expenditure was the delay in finalising the 
schemes and fumishing them by the State Government for approval 
of the Central Government 

3.39. Kerala: A provision of Rs. 100.00 lakhs was made in the 
plan for the development of certain inland water transport schemes 
in Kerala. During the plan period about 34 schemes estimated to 
cost Rs. 145.13 lakhs were sanctioned for the development and ex- 
tension of the West Coast Canal from Badagara to Mahe, improve- 
ments to T.S. Canal, reconstruction of Payyoli lock, improvement 
to Elathure Kallai Canal,, improvements to Karamudi canal and 
protection to the canal banks etc. During the plan period, although 
the State Government had incurred appréciable, expenditure on thèse 
schemes, could account for only Rs. 16.65 lakhs. This was reim- 
bursed to them. The main cause for the shortfall in expenditure 
and for non-utilisation of the full provision durîng the Third Plan 
was that the schemes were not finalised and furnished by the State 
Government in time for approval of the Central Government. Also 



there was no separate organisation for exécution of thèse schemea 
Hence ihere was delay in exécution of the schémas, which resulted 
In the shortfall of expenditure. However, thèse schémas are nearly 
ccmipleted now. 

3.40. Maharashtra: Schémas costing Rs. 16.76 lakhs were only 
sanctioned for the investigations for making Thana Creek navigable 

(Rs. 5.00 lakhs) and for providing terminal facilities at Karbone (Rs. 
11.76 lakhs). The State Government had incurred an expenditure 
amounting to Rs. 15.50 lakhs. 

3.41. Orissa: The State Government incurred an expenditure of 
Rs- 63.40 lakhs on certain schemes sanctioned for the development 
of inland water transport in Orissa against a provision of Rs. 50.00 
lakhs made in the plan. The excess of expenditure was met out <^ 
the savings within the ovarall Plan provision. 

3.42. Tamilnadu: Tha State Grovemment had incurred an ex- 
penditure of Rs. 9.15 lakhs against the Plan provision of Rs. 10.00 
lakhs on the purchase of one dredger for use in the Buckingham 
Canal and on certain civil works for improvement of the Canal 
sanctioned during the 2nd plan. As the schemes could not be 
executed during the 2nd plan, provision therefor was spilled over 
to the Third Plan. 

3.43. Uttar Pradesh and Rajasthan: The Government of Uttar 
Pradesh did not f umish any schemes for the development ot inlàiSMl 
water transport in Uttar Pra4esb. V^e provision of lis. 30-00 Ifiùm 
made m tl)e plan ^or t^e m^vi^ti^n^l fadUties at Aie Rajasthan 
éahal was (^ojgped ^ a resuli of t^ie discussion held in the Planning 
Commission on 31st Btay/1965. 

a.44. Wett Bengali A provision of Rs. 15.00 lakhs was mâde là 
«M ptan fdr the ê^éldpnkAl of ftxhmdf witèr iHm^KlH in "W^ 
BèngaL "Rie Stàté Gov^râmént, hôwever, did not lUàalifté 'Hià tai^ 
nuki sdiëmes & Mme. Tbé tmdérttttltrotféd «ehlètaes iHéti lAiictidtt- 
ed late dârihg the Third Flâti: 



f . t 



(i) Investigation of river Rupnaràyan. Rs. 11.70 ^kh•. 

(ii) Improvement of Hijli Tidal Canal. Rs. 13.56 lakfaa 

l3be State Groveriiment u^dertook the exécution of scheme Na {%) 
bm ng amo\i!pt W93 reimt)urse<^ for ^elaj in receipt o( their expeiuUc 
Mnogure. 
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3.45. The Committee note that a beginning was made in the First 
Vive Year Plan period for setting up an agency for coordination of 
inland water transport activities of tke States in the northem région 
in the Ganga-Bralunaputra rivers and that the Ganga-Brahmaputra 
Board was set up in 1952 as a joint ventnre of the Central and State 
Governraents concemed. Although experiments were conducted in 
ezploring the technical feasibility of plying shallow craft in the 
river Ganga and on the Ghogra designed on the recommendations of 
U.N. Expert and thèse Iiad proved to be teclinically successfnl^ the 
experiments were abandoned as the services coold not be deemed 
feasible on économie grounds. The Committee fail to understand 
why on the basis of experiments, which had proved to be techni- 
cally successful, the Ministry could not operate the services even 
though some losses might hâve been incurred in the initial stages. 
They feel that this could hâve given sufficient fiUip to the dcvelop- 
ment of inland water transport in the States in the northem région. 

3.46. The Committee are distressed to note that the performance 
•f the Ministry during the Second Five Year Flan bas been most 
disappointing. The initial provision of Rs. 300 lakhs made for the 
development of inland water transport during the Second Five 
Tear Plan was rednced to Rs. 143.32 lakhs. Against the reduced 
allocation of Rs. 143.32 lakhs, a sum of Rs. 72.34 lakhs only could be 
spent. They regret to note that no expenditure was incurred on 
hydrographie surve3rs, technical organisation, dredger and develop- 
ment of inland water transport in Kerala, Orissa, Madras and 
Andhra Pradesh, although a provision of Rs. 80.50 lakhs had been 
Made under thèse heads. 

5.47. The Committee are tncUned to agrée with the représenta- 
tive of the MBnistry that though the provisions were made no effort 
was made to provide any dynamic support to the programme. 

3.48. The Committee are unhappy that the Ministry did not 
liestow sufficient attention in the initial stages to the question of 
recruiting technically qualified personnel for the development of 
Inland v^ter transport. Had compétent personnel been selected in 
the Second Plan^ or in the beginning of the Third Plan, the per- 
formance of the Ministry would not hâve been as unsatis£actory as 
it actually bas been. 

3.49. As regards the Third Plan, the Committee observe that wlille 
the total cost of the schemes included in the Third Plan was Rs. 7M-1S 
lakhs under the Central sector, both for the Central and Centrally- 
apoKiored schemes, the flnancial allocation for inland water tr a n sport 
was nstrieteâ to Rs. 400 lakhs for Central and Centrally-spoBioiei 
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3^. The Commktee regret to observe that against the allocation 
of Rs. 400 làkhSy only a sum of Rs. 252-33 lakhs was spent. The 
shortfalls in expenditure were particiilarly noticeable in regard to 
snch items as (i) Central Organisation; (ii) Training Establishment; 
(iii) Survey Launch; (iv) Acquisition of Conservancy craft for coal 
movement. They also regret to observe that no expenditure bas been 
incurred on such heads as provision of terminal facilities at Gauhati 
Port^ I.W.T. Services at Govindsagar lakc, Pilot Projects for Sunder- 
banSy LW.T. Services at Croa, l>aman and Diu. 

3.51. As regards Centrally-sponsored schemes, the Committee are 
distressed to note that no expenditure bas been incurred against the 
allocations provided in regard to inla:.d water transport schemes for 
Uttar Pradcsh, West Bengal and liUijaslhan and the position in re- 
gard to Andhra Pradesh and Kerala is also hii^hly unsatisfactory. 

3.52. The Committee note that since tho Draft Oiitline of the 
Fourth Five Year Plan has not been (inalifed, the provision finr 
devriopment of inland waier transport iu the Central and Statees^ 
plans has been made on year to year basis. From the figures 
fornished regarding annual plan for 1966-67, the Committee note 
that there has been a shortfall of Rs. 127*47 lakhs in expenditure 
against the plan provision of Rs. 233*14 lakhs. The Committee cai»- 
net over-emphasise the importance of full utilisation of the alloca- 
tions made in the budget. 

3.53. The Committee feel perturbed to note that even to-day the 
Mlnlstry "are somewhat grouping in the dark as to what kind et 
positive steps** they should take and that *^t is very difficult to lay 
-down a realistic target with regard to the programme of Inland 
Water Transport^. Unless the Central Crovermncnt themselves are 
Very lirm and spécifie as r^^ards the schemes for the development of 
Inland Water Transport, it is difficult for the Conmûttee to apprêt 
ciate how any co-ordinated development can Be expected from fhe 
States. • 



^•: 



''^.54. The Committee would therefore suggest that the Ministry 
àlieuld maîntain an intimate rapport with the State Crovemments 
eonccmed in regard to the development of inland water transport 
âehemes which hâve been included in the State sector. Befor» 
«i^irftig aetual allocations, it should be ensured that the States bave 
jfot the necessary fticilities and finance to exécute the schemes 
lac l aded in the State Plans. Once the schemes are approved, It 
shoidd be ensured that they are executed without hindranee 
1^ the target dates laid down. 
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E. Féarth Plan Proposais 

3.55. The Committee hâve been informed in a written note by 
the Ministry that the provision included in the draft outline of the 
Fourth Plan (old) for the development of inland water transport 
was 13.00 crores, of which Rs. 8.00 crores were in the Central Plan 
and Rs. 5.00 crores in the State Plans. Of the provision of Rs. 800 
crores in the Central Plan Rs. 4.50 crores were earmarked for Central 
Schemes and Rs. 3.50 crores for Centrally Sponsored Schemes îor 
which the Central Government agreed to give 100 per cent loan 
assistance to the States. It has been stated that during the discus- 
sions on the Draft Outline of the Fourth Plan (1966—71), it was 
agreed that ail Centrally-Sponsored Schemes should be transferred 
to the State Plans. Since the commencement of the Fourth Five Year 
Plan was deferred to April 1969, provision of funds in the meantime 
îs being made on an year to year basis only in respect of the spIH 
over schemes, which are yet to be completed. 

3.56. It has been further stated that the provision for the Fourth 
Five Year Plan (1969 — 74) has not yet been fînalised. However, a 
tentative programme for the development of inland water transport 
has been drawn up. The main programme proposed under the 
Central Sector includes loans and investments to Central Inland 
Water Transport Corporation for the purchase of machinery and 
equipment for the development of Rajabagan Dockyard at Calcutta 
în order to augment its productive capacity, acquisition of self- 
propelled carriers for movement of cargo between Haldia and 
Calcutta, purchase of diesel tugs as a part of the programme for the 
rehabilitation of the fleet at Assam, construction of dry dock/slipwaj7 
i|t Assam etc. In addition, the programmes in the Central Plan iih 
àude provision for schemes like technical organisation at the Centex 
setting up of régional training establishments, completion of remtiih 
hg essential works at t'andu and Jogigopa Ports, river conservancy 
and training works in the BrahmsfHitra, traflftc surveys imd engtaiçer- 
iQg studies on important waterways- 

5.57. The Ministry hâve further stated that the latest dedsioii of 
the National Development Councll was that only selected and well 
defined items pertaining to inland water transport should be induded 
as Centrally sponsored schemes during the Fourth Five Year Pb|n. 
The main f ocus in the Fourth Plan would be on q>ecific schemes in 
selected régions for starting viable river services and necessary ^Ujp» 
porting measures to that end such schemes as are considered essential 
in the interest of export. Accordingly the State Govemxnents wqop 
requested by the Ministry to draw up proposais. The schemes sept 
tijy State Govemments and costing Rs. 11.25 crores are indicated to 

ibe statement below: 
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SCHEMES 



(Rs. in lakhs) Total 



ANDHRA PRADESH : 

(a) Improvements to Buckingham Canal 

(b) Construction of a wharf in Mypaud basin 

^ (c) Construction of a wharf at Amalapuram 
^ Bendamurlanka Canal : . . . 



on 



(d) Construction of a lock at M.37/7 in Bendamur- 
H g lanka Canal in Godavari Central Delta 

\ (e) Construction of a lock at Pallamukumi at M 
43/0 of bank canal in Godavari Central Delta. 

(J) Converting the Kalipatnam main Channel into. 
a navigable canal ..... 

(g) Providing naviagation link between E^hir Canal 
with CoUair lake viz. Chinanindakolam Channel 
and Thakalapalli Canal 

<h) Construction of a lock in Krishna Eastern 
Delta 

'(i) Deepening of Godavari and Krishna Delta 



6o-oo 
0-50 

i-oo 

4*20 

2-50 
4-82 



I2'00 



7. 00 



20-00 



112*00 



112*00 



ASSAM : 

(a) Dry docking and Repair fadlities • 

(b) Terminal facilities to Steamer ghats 

Xc) Purchase of modem craft for running services 
in the tributaries of Âe Brahmaputra 



60*00 
25*00 

25*00 



110*00 



110*00 



BIHAR: 

Running of I.W.T. services in the Ganga (No 
amount has been suggested) 



379 
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(Rs.in lakhs) Total 



GUJARAT : 

(a) Cargo handling facilities for river traffic at 

Nicora Chandod and Karnali on Narmada • 8*00 

(b) Cargo handling facilities for river traflSc at 
Rander Urtam, Namrej and Kamalpur on 

Tapti yoo 

(c) Purchase of one 150 BHP tug. • . • 5-00 

(d) Six 100 ton Steel barges • . . • 6 -60 



MYSORE : 



26*60 26 -âa 



KERALA: 

(a) Improvement to I.W.T. facilities to Beypore . 100*00 

(b) Improvement of West Coast Canal for Quilon 
to Cochin, Cochin to Trivandrum and 

Cochin to Pullot 100*00 

(c) Opening of Irimpana Pudussery Madamd 

Canal 60*00 

(d) Acqiiisition of new boats, replacemnet of old 

engines for running I.W.T. service 62*75 



322*75 3^2*75 



Running of I.W.T. services between Mangalore (No amount 
and Coondapur. bas been 

suggested) 



TAMILNADU : 

(a) Improvement of Buckingham Canal 34*88 

fb) Improvement of Cooum River . 29*00 

(c) Improvement ofVedaramyam Canal . . 1*00 



64*88 648S 
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(Rs. in lakhs) To»l 



MAHARASHTRA: 



(a) Development of Mandawa Port (Construction 

of Jetties, approach roads etc.) . . 31*23 

(b) Construction ofbreakwaters • 100*00 

131*23 131*23 



ORISSA : 

(a) Development of I.W.T in river Mahanadi from 

Dholpur to Cuttack 163*00 

(b) Lining of Taldanda Canal and Kendarpara 

Canals 20*00 

(c) Construction of 3 docks on Taldanda Canal • 4-50 

(d) Construction of 5 locks, Khalasis shed in Tal- 

danda Canal 1*00 

(e) Electrification of 7 locks in Taldanda Canal , o * 50 

(f) Provision of sand and silt ejector . . . 7*00 

(g) Extension of Taldanda Canal upto lagoon of 
ParadipPort 30*00 

(h) Survey and Investigation of I.W.T. • • 40*00 

(i) Restoration of Orissa Coastal Canal • 6 * 54 

272*54 272*54 
UTTAR PRADESH : 



Investigation and studies for the development of 
I.W.T. in the State 5-00 5*00 

WEST BENGAL : 
No spécifie amount has been suggested. 

GOA: 

lomrovcmem to Cumbarjua Canal acquisition of 
<uredging equipment 80*00 80*00 

Total . . • 

1,125*00 



•rr»t-» 
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3.58. The Committee hâve been infonned that the Planning 
Commission hâve recently indicated that due to the constraint of 
resources, the provision for the development of inland water trans- 
port in the Central Sector including Centrally-sponsored schemes 
in the Fourth Five Year Plan would be considerably less than what 
has been demanded by the State Governments. In this context, it 
has been decided that only selected and well defined schemes 
which hâve a bearing on the nmning of commercially viable river 
services in selected régions and necessary supporting measures 
thereof such as improvements of waterways, acquisition of dred- 
gers, provision of terminal and navigational facilities etc. which are 
considered essential in the interest of export, will be considered for 
inclusion in the Centrally-sponsored category. The Central Govern- 
ment hâve therefore requested the State Governments to re- 
examine their proposais and to sélect only such schemes fulfllling 
the requirements referred to abov^ and fumish fuU détails of the 
schemes with their techno-economic feasibility for examination. 
The revised proposais are awaited by the Ministry. 

3.59. The Government of India hâve aiso set up a Committee 
imder the Chairmanship of Shri B. Bhagwati, Member of Parlia- 
ment to study the problems relating to inland water transport in 
the country and against a perspective of development of this form 
of transport in différent régions, to assess the possibilities of draw- 
ing up spécifie schemes in selected régions in the first phase and 
to suggest supporting measures to this end. It has been statcd that 
the recommendations of the Committee will also be taken into 
considération in finalising the proposais for the Fourth Five Year 
Plan. 

3.60. Explaining further the approach towards the development 
of inland water transport during the Fourth Plan, the Ministry 
hâve, in a written note, stated: "The proposais for the new Fourth 
Five Year Plan haVe been suggested with an emphasis on the nm- 
ning of commercially viable river services in those selected régions 
where river transport offers natural advantages for carriage of cer- 
tain bulk commodities and where sufflcient trafiSc potential exists 
for movement by river route and necessary supporting measures re- 
quired for the implementation of such schemes. It is, therefore, 
essential in this context that steps are taken to ensure that the 
schemes/projects are related to the main objective of operating 
commercial river services. It is proposed therefore that the scope 
of loan assistance to the State Governments should be enlarged so 
as to cover not only schemes for carrying out technical improve- 

ments but also those for the runxdng of commercial services. 
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3.61. The completion of the Farakka Barrage and the eonnected 
development of the river Bhagirathi will provide an entirely new 
perspective to the development ol water transport on jthe Uanga 
river System in so far as thèse works will make it possible to open 
an ail India river route throughout the year for inland water trafic 
between CalcuttalHaldia on the one side and Patna or b^yond on 
the other side through the Bhagirathi. It will thus be possible to 
bring the advantages of a sea port lo distant places in Uttar Pra- 
desh, Bihar and West Bengal and this will create a vast potential 
for the development of inland water services. It is, therefore, neces- 
sary to take a fresh économie and technical appraisal of the poten- 
tial of this all-India waterway between Calcutta and Uttar Pradesh 
through Bihar. 

3.62. The scheme relating to the running ôf commercial services 
on the Ganga is being examined in consultation with the State. 
Government.** 

3.63. During the course of évidence, the Committee wanted to 
know whether any perspective plan had been drawn up in regard 
to development of inland water transport. The représentative of 
the Ministry has stated during évidence that this is one of the terms 
of référence of the Bhagavati Committee. They had to imdertake 
''comprehensive examination of inland water transport with a view 
to formulating a phased programme ol development for a period 
of 10-15 years." 

3.64. The Committee note that during the Fourth Plan period 
emphasis will be placed on the mnnlng of eommerclally viable 
river services In those selected reglcms where river transport offers 
natural advantages for carrlage of eertaln bulk commodltles and 
where solBclent trafic potential eadsts for movement by river roote. 
They also note that asdstance to the State Govemments will be 
enlaurged so as to cover not only sehemes fw earrylng ont technical 
Improvements bot also those tùr mnnlng of commercial services. 
This approach, the Commit^ hâve noted, was also suggested by 
the Committee on Tranqiwt Pollcy and Coordination In thelr 
Report 

3.85. Whfle endorslng the objectives of ihe Fourth Flve Year 
Plan In regard to Inland water transport, the Estimâtes Committee 
woold soggest that adéquate attention shoold be glven to the ques- 
tion of eoordlnating water transpœrt services with those provlded 
by the Ballways and road tranqiort In eaeh région. 
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3.66. The Committee hope that spécifie schemes to develop in- 
land water transport in selected répons will be identifled by the 
eommittee, wliieh lias recenfly been set np by the Govemment 
nnder the Cliaimianship of Sliri B. Bliagawati to study the problems 
idatins to inland water tnuuqport. In the meantlme the schemes 
already submitted by the States, or those which are lilsely to be 
snbmitted by them, should be snbjected to a close scmtiny with a 
▼lew to see wliether tliey are in consonance wlth the new approach 
wliich lias been approved by the Planning Commission. 

5.67. The Commtttee note tiiat there is no perspective plan for 
inland water transport at présent. They hope that the Ministry 
wonld take necessary aoticm to f (Hrmnlate a perspective plan cover- 
ing a period of 10 to 15 years for the development of inland water 
transport in the coontry^ 



CHAFIEB IV 

DEVELOPMENT OF INLAND WATER TRANSPORT 

A. Declaratioii of Important Waterways as National Waterways 

4.1. The Estimâtes Committee in para 34 of their 61st Report 
(Second Lok Sabha) on the Inland Water Transport had made the 
following recommendations in regard to declaring certain water- 
ways as national waterways: — 

*'The Committee are of the opinion that the Central Govern- 
ment shoiUd not shirk their responsibility in the matter. 
Inland water transport has been neglected for a long time 
past and it is high time that the matter is taken up seri- 
ously. The railways and some roadways hâve since been 
nationalised and brought under the Central Government. 
There is, therefore, no point in not declaring the impor- 
tant waterways as national waterways. The Committee» 
therefore, recommend that the question of declaring 
important waterways as national waterways should be 
taken up and that a beginning may be made v/ith the 
Ganga and Brahmaputara Waterways. Further the pro- 
posed Inland Water Transport Committee may be asked 
to go into the question of expenditure involved in declar- 
ing other important waterways in the country as national 
waterwajrs and to prépare a scheme for graduai increase 
in the mileage of waterwayB to be declared as national 
waterways." 

4.2. It has been stated by the Mlnistry in a written note that 
the Inland Water Transport Committee set up in 1957 under the 
Chairmanship of Shri B. K. Gokhale, to advise on a matters relata 
ing to the development of inland water transport in the country, 
was requested to make recommendations regarding important water- 
ways to be declared as National Waterways as envisaged in the 
Constitution. 

4.3. The I.W.T. Committee did not recommend any of the water- 
ways in India to be declared as National Waterways. The Com- 
mittee, however, suggested the following prindples on the basis of 
which It might be examined whether a particular waterway should 

: 49 • .-' 
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be considered for being declared as a National Water, bearing in 
mind the légal and financial implications involved: — 

(i) That the Waterway should pass through and serve the 
interests of more than one State in Indla; 

(ii) that the waterway should hâve on it a substantial amount 
of traffic by mechanically propelled vessels; and 

(iii) that the Government of India should be satisfied that it 
will not be possible for the State Govemments concerned 
to imdertake proper régulation and development of sud» 
a waterway and that it would> therefore, be virtually 
taken over by the Government of India in the nationid 
interest. 

In the light of the principles stated above, the I.W.T. Committee 
doubted if any of the waterways except the one Connecting Cal- 
cutta with Assam needed further considération. The Committee 
felt that the waterway Connecting Calcutta with Assam v^as not 
continuons and passed through several hundred miles of Pakistan 
territory. The déclaration of thls waterway as a National Water- 
way was likely to introduce complications which should be avoided 
The recommendation of the I.W.T. Committee Mms accepted by the 
Government. 

4.4. The Ministry hâve further stated that the subject '*Shipping 
and navigation on inland waterways as regards mechanically pro- 
pelled vessels", and the rule of the road of such waterways is in- 
cluded in List m of the Seventh Schedule of the Constitution sub- 
ject to the provision of List I with regard to National Waterway? 
and the Central Government hâve power of concurrent législation 
in this respect. The executive responsibility in the fleld of inland 
water transport, therefore, rests with the State Government. Ship- 
ping and Navigation on National Waterways declared as such by 
Law by Parliament are the concem of the Central Government. 
No waterways hâve so far been declared as National Waterwasrs. 

4.5. The Central Government hâve been giving suitable financial 
assistance in the past to the State Government for exécution of 
schemes relating to the development of inland water transport. It 
has, however, been felt that there has not been adéquate piogress 
in the exécution of the scheme either on account of meagre financial 
re.sources of the States or due to lack of technical personnel. There 
are certain international waterways which require spécial attention 
of the Central Government for settlement of problems relating to 
such waterways because of their «importance and the geographical 
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location. To ensure proper development of important waterways;^ 
particularly those which are either inter-state in character or of 
international importance to be National Waterways. Some of such 
important waterways are the river Brahmaputra, Ganga and the 
Buckingham CanaL 

4.6. The Ministry hâve further stated that this matter was con- 
^dered by the Road and Inland Water Transport Committee con- 
sistmg of the représentatives of the Ministry of Shipping and 
Transport, Railways, Defence, Planning Commission, Central Water 
and Power Commission, Industry and Suj^ly, State Govemments 
of Maharashtra, Uttar Pradesh, Jammu & Kashmir, Orissa, Assam^. 
Bihar and several Members of Parliament of Lok Sabha/Rajya 
Sabha in their meeting held at New Delhi on the 8th and 9th July, . 
1965. They had observed as under: — 



"The Committee considered the proposai that certain water 
ways particularly those which flow in more than one 
State or are of international importance should be declar- 
ed as National Waterways. The Committee felt that the 
only waterways which could be declared as a National' 
Waterway at présent was the river route from Calcutta 
to Assam passing through the Sunderbans area. It was 
recommended that this river route should be declared as* 
"National Waterway." 

4.7. This item was also discussed by the Transport Development 
Coimcil under the Chairmanship of Union Minister of Trani^rt 
and Shipping, consisting of the Transport Ministers of States and' 
Transport Ministers/Chief Commissioners/Lt. Governors of Union 
Territories at their meeting held at Mjrsore on the 27th and 28th 
July 1965. The Council observed as under: — 

"The proposai that certain waterways, particularly those 
which flow in more than one State or are of international 
importance, should be declared as "National Waterwajrs" 
was considered by the Council. It was felt that the only 
waterway which could be declared as a "National Water- 
way", for the time being, was the river route from Cal- 
cutta to Assam passing through the Sunderbans area. It 
was accordingly recommended that this river route 
should be declared as a National Waterway. With the 
eoinpletion of the Farakka Barrage, the question of 
<teclarlng the Ganga and the Bhagirathi ftom AUahabad 
fo Calcutta as National Waterway might be considered." 
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. 4.8. Due to hostilities with Pakistan, the river route between 
Calcutta and Assam has been closed and hence the above water 
ways hâve not been declared as National Waterways. However, 
as decided in the meeting of the Transport Development Council 
the question of declaring the Ganga and the Hooghly as National 
Waterways might be considered after the completion of Farakka 
Barrage. 

4.9. It has been stated by the Ministry that, according to a 
trafHc survey conducted by the Joint Technical Group for Trans- 
port Planning set up by the Planning Commission, ^'there is scope 
for inland navigation by mechanised I.W.T. vessels in West Bengal, 
where inland navigation will remain confined along the Hooghly. 
With the construction of a new major port at Haldia and the com- 
pletion of the Farakka Barrage and ancillary works, inland water 
transport in the Hooghly and the Ganga rivers is expected to in- 
crease substantially." 

4.10. It has been further stated that "the completion of the 
Farakka Barrage and the connected development of the river 
Bhagirathi will provide an entirely new perspective to the develop- 
ment of water transport on the Ganga river System in so far as 
thèse works will make it possible to open an ail India river route 
throughout the year for inland water traffic between Calcutta/ 
Haldia on the one side and Patna or beyond on the other side 
through the Bhagirathi. It will thus be possible to bring the 
advantages of a sea port to distant places in Uttar Pradesh, Bihar 
and West Bengal and this will create a vast potential for the 
development of inland water services." 

4.11. The Committee regret to note that in spite of the positive 
recommendation made by them! in their 61st Report (1956-57) that 
the question of declaring important waterways as national water- 
ways should be taken ap and tliat a beglnning may be made with the 
Ganga-Bralmiaputra waterways, no concrète action lias been taken 
by the Ministry in this matter al! thèse years. Wliile they appre- 
date that on account of closure of the river route between Calcutta 
and Assam, it has not been possible for the Ministry so far to consider 
the Brahmaputra waterways as national waterways» they fait to see 
the reasons for not declaring the Ganga and the Hooghly waterways 
as national waterways. In view of the fact that the construction of 
the new major p<Hrt at Haldia and the completion of the Farakka 
Barrage and ancillary works are expected to substantially augment 
the inland water transport services in the Hooghly and the CSanga 
rivera, the Committee would snggest that early steps ahoold be taken 
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to dedare thle Ganga waterways covering UJP., Bihar and West 
■Bengal as the national waterway. The question of declariivi; other 
Important waterways» viz. the Brahmapatra, which is of stratégie 
importance, and the Bnckingham Canal which b an inter-State water- 
way, may also be considered by the Ministry. 

B. Craft 

4.12. The Committee on Inland Water Transport in their Report 
<1959) observed: 

^'Most of the craft at présent operating are old and we were 
told that a good percentage of the fleet requires replace- 
ment in the next 10 years. The maintenance and repair 
costs hâve gone up considerably which in their turn hâve 
reflected on the transport cost In the interest ùl économie 
opération of inland water transport, both for the operators 
as well as for the community, it is essential to find the 
means for the replacement of the craft, as far as possible 
within the foreign exchange resonrces of the country. It 
is also désirable to evolve standard designs of propelling 
machinery and auxiliaries from the point of view of 
efflciency and economy." 

4.13. The I.W.T. Committee also pointed out the fact that 
"^although there are a number of Ship-building and repair workshops 
in Calcutta and other ports, manufacture of propelling machinery has 
not been taken in hand." In view of the suitability of diesel engines 
for maximum effidency and economy, the Committee recommended 
that every encouragement and finandal assistance should be given to 
thoae firms who are alreay manufacturing stationary diesel engines, 
for expansion of their activities to cover marine diesel engines 
ranging from about 40 to 250 B.H.P. Another pressing requirement, 
which the I.W.T. Committee pointed out, was the construction of 
dredgers for the improvement and maintenance of waterways. 

Dredgera: 

4.14. The Estimâtes Committee in para 140(iv) of their 61st Report 
<19S6-57) , ref erring to the necessity of dredgers and other machinery 
for deepening the canals and rivers and for suitable craft and équip- 
aient required for services thereon, had urged that requirements 
fhereof diould be estlmated sufflciently in advance to enaUe adé- 
quate funds being obtained during Third Five Year Plan. 

4.15. The Estimâtes Committee (19l6ft-69) wanted to know how far 
tfds reeommendation was actually implemented and whether action 
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an sîmilar lines had been taken in connection with the Fourth Plan* 
In a written note fumiriied to the Committee, it bas been stated: 

The recommaidatlon mad« by the Estimâtes Committee wbb 
brought to the notice of the State Govemments concerned 
for implementation. 

2. During the Second Five Year Plan, one 12" Cutter Suction 
Dredger was acquired by the G.B.W.T. Board as a part of 
équipaient sanctioned for the upper Ganga Pilot Project 
The dredger was utilised for dredging works in the river 
Ganga and the Bhagirathi/Hooghly for deepening the 
shallow stretches of the navigable channel. In i960, two 
dredgers were sanctioned for maintaining the navigability 
in the Buckingham Canal as a part of the programme for 
the development of the Canal. Thèse dredgers were 
acquired by the State Govemments of Andhra Pradesh and 
Madras (one each) during the Third Five Year Plan period 
and are being used for dredging work in the canal. One 
more dredger (14"" Cutter Suction) was also acquired by 
the erstwhile GB.W.T. Board during the lUnl Five Year 
Plan for the river Brahmaputra. The dredger could not, 
however, be taken to the Brahmaputra, as the river route 
between Calcutta and A3sam was dosed as a resuit of the 
Indo-Pak hostilities and had to be diverted to the river 
Ganga. The Government of Goa also acquired their own 
dredger and hopper barges for carrying out dredging 
Works in their waterways. In 1967-68, the Government of 
Andhra Pradesh hâve acquired one more dredger for the 
Buckingham Canal and the Government of Maharashtra 
hâve placed an order for the acquisition of a bigger dredger 
costing about Rs. 1.00 crore. This dredger is still under 
construction. 

During the Fourth Five Year Plan, provision has been suggested 
for the purchase of dredgers and other equipment by the 
Govemments of Goa, Maharashtra and Kerala, etc. Pro* 
grammes for extensive dredging work has also been drawn 
up by the Government of West Bengal of the important 
waterways in the State. Thèse are under considération." 

4.16. Asked to state whether any steps have been taken to 
encourage the manufacture of dredgers in collaboration with foreign 
flrms ^)ecialised in the field, the Ministry have stated in a written 
note: 

'Three flrms are known to have technical collaboration 
arrangements with reputed foreign dredger builders. 
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They are: 

1. Garden Reach Workshops, Calcutta with M/s. L.M.G. of 
West Germany. 

2. Mazagon Docks Ltd., Bombay with M/s. I.H.C. Holland. 

3. Hooghly Docklng & Engineering, Calcutta with M/s. 

Ellicott Machine Corporation, U.S.A." 

4.17. The Committee cannot overemphaaige the importance of 
dredging to keep the water ohannels navigable by preve&ting their 
silting np. They note tliat State Govemments of Goa, Maharaahtra, 
Kerala» etc. hâve made provisions for parchase of dredgers doring 
Fonrth Five Tear Plan. They also note tliat West Bengal Govern- 
ment hâve also drawn np programmes for extenslve dic d gln g woifc. 
The Committee hope that the AUnistry will maintain a close liaison 
with State Govemments ooneemed and review the progress made 
In the purehase/constmction of dredgers. 

CoTistnictiOn of powered crcift: 

4.18. During the course of évidence the Committee wanted to know 
whether the Indian Ship-building Yards were engaged in the manu- 
facture of powered craft for inland navigation. The représentative 
of the Ministry has stated during évidence that the two public sector 
shipyards — the Hindustan Shipyard and Mazagaon Docks--build 
bigger vessels for ocean-going purposes and their production 
ci^acity is fully booked. The représentative of the Central Inland 
Water Transport Corporation has stated: "The Central Inland Water 
Corporation has got its own: dockyard. It is smaller than the Gardai 
Reach Workshop. It has got 35 acres of land and ail the river crafts 
that are required can comfortably be made in this country. There is 
no need at ail to go outside India for any river craft.*' He has added, 
^So far as Hindustan Shipyard is concemed, they do not make river 
crafts at ail. They make only vessels of 12,500 tons each. Mazagaon 
Docks is conffailng itself to Ugger crafts. Garden Reach and the 
other workshops are making river-crafts. There are six other corn- 
panies on the east coast and two on the west coast; altogether elght 
private companies are there, and the DGSD is the normal channel 
through which ail the Grovemment orders pass and they do it 
directty.** 

4.19. Asked to state whether the capacity of the two public sector 
dockyards, viz. Garden Reach and I.W.T. Corporation dockyards, is 
fully utiliped, the représentative of the Corporation has stated: ''So 
far as Garden Reach is ooneemed, it has got adéquate work for the 
next two years. So f ar as t^e other dockyard is concemed, it came 
jlpto Government ccmtrol recently and we hâve substantial surplus 
eapadty; we are in a position to take up more work/' 



4.20. In reply to the question as to the construction costs of pro* 
duction by public sector and private sector dockyards, the represen* 
tative of the Corporation has stated: 

''The public sector cost is lower than the private sector cost^ 
The reason is this. lliere is no question of the Govern- 
ment placing ail the orders with the public sector yard.. 
There is always a tender called for. Most purchases are- 
the ports, and the ports follow the tender procédure. 
Both the private and the public sectors compete in thèse 
tenders." 

4.21. The Committee enquired whether the Ministry or the- 
Corporation had bestowed any thought to the question that ''A time 
may corne when there may be aome capaoity where the Public Sedor 
Projects can undertake the manufacture of river crafts'' and therefore 
the public sector projects should swltch on to the production of river 
crafts. To this the représentative of Central Inland Water Trans- 
port Corporation has repUed: 

''We hâve a substantial surplus capacity and we are in a- 
position to take such river *craft construction work as is 
available or which may be offered in the future. That is 
the position." 

4.22. Asked to state whether there was any need to establish 
public sector units for the construction of river craft in other régions,, 
the représentative of the Central Inland Water Transport Corpora- 
tion has stated: ''As long as the présent capacity is not exhausted,. 
it will not be commercially worthwhile to set up more imits. If 
there is increase in demand, we shall hâve to consider.'' 

4.23. In reply to a question about the price of an indigenous craft 
vis-^'Vis imported craft, the représentative of the Ministry has stated, . 
"Roughly the price of imported craft of comparable size and quality 
is 20 per cent less**' 

4.24. Asked to state whether the Ministry would prefer indigen- 
ous or imported craft, the représentative of the Ministry has stated,. 
"The position is that since most of thèse river crafts are small in size 
by and large even if the price dififer^itial is in favour of the imported 
tbing, we go in for the indigenous craft." 

4.25. The C<Hnmittee note that the two public sector SMpyar ds 
the Hindustan Shipyard and Màzagon Docks — do not undertake fhe 
manufacture of river crafts and they buiM bigger vessek for océan» 
sroing pniposes. Iliey also note that the Garden Reaeh WorksiMp* 
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and the Dockyard of the Central Inland Water Transport CoriN>ra- 
tion nndertake the manufacture cl river crafts. While the capacity 
of former is fuUy utilised» the hitter is said to hâve surplus capacity. 
The Cimmiittee would uige that the Ministry should take appropriate 
stops to see that the surplus capadty of the LW.T. Dockyard is fuUy 
ntilised. 



4JM. Tlie Committee note that while the price of a new imported 
craft is 20 per cent less than that of the indigenous craft of compa-^ 
rable sise and qnaUty, it is the policy id the Government **to go in 
for indiffenous craft." The Cotnmittee hope that this policy wiU be 
ctmlinued as this would encourage the construction of indigenoua 
river crafts. 

Standardisation of Craft: 

4.27. Tlie Committee wanted to know the steps taken for stand-^ 
ardisation and development of designs for the craft. In a written 
note fumished to the Committee, the Ministry of Transport and 
Shipping Iiave stated: 

^'The question of standardisation of port craft and equipment 
has been under study for over 4 years. A report submit- 
ted by a Committee of Mechanical Engineers of ports in 
1967 recommended that harbour/dock tugs, hopper barges 
and launches be standardised. Recently a further study 
imdertaken by a Study Group constituted in consultation 
with the Port Chairmen revealed that certain catégories 
of Dredgers could also be standardised. The Group bas* 
recommended the constitution of four Joint Technical 
Groups to formulate standard spécifications in respect of 
items considered suitable for standardisation* 

The question of setting up of a new Joint Technical Group* 
comprising représentatives of I.W.T. interests and ship- 
yards to undertake a study on the catégories of craft which 
are in large demand and could be standardised witlr 
advantage and to draw up standard spécifications 
acceptable to users and utilising to the utmost indigenous- 
ly available matériels, machinery and accessories, is under 
considération of the Ministry.'* 

4.28. During the course of évidence, the représentative of the 
Ministry has informed the Committee as under: 

''So far as the port side is concemed, we would hâve the final 
report on standardisation at the end of February. Then we 
will be placing orders. That exercise would be completed 
in one or two months. The other aide is river craft. On 
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tiiat, since there has not been mucfa demand and we hâve 
ail thifl difBculty about riv&c services, it was not so urgent 
Any way, we wanted to do the bigger craft first. With 
regard to river craft wq hâve set up a group, the composi- 
tion of which has been finalised. It wiU take into account 
the work done by the port group so that there will be 
uniformity of approach to this problem. But the demand 
is not there." 

4.29. The Committee aîre unhappy to note that aldiougfa the Inland 
Water Tnnsport Committee in their Beport presented about a décade 
ago had stressed the deflirability of evelving standard designs of 
propelling machinery and auxiliaries from .the point of view of 
efficiency and economy very little has be^ doue by the Ministry in 
this direction. Ali tliat lias been done is the study of the question 
of standardisatiim of port craft and equipment, and even this study 
is going on for about four years. The Committee note that only 
recently the Ministry has decided to set up a joint technical group 
eomprising représentatives of I.W.T. interests and Shipyards to 
undertake a study on the catégories eC craf ts wEich are in large 
demand and could be standardised with advantage and to draw up 
standard spécifications. The Committee would like to stress that 
standard spécifications fer various tsrpes of river craf ts be made avail- 
able for use of beat bnilders and other users without avoidable 
delay. 

Cùuntry Crajts 

4.30. The Inland Water Transport Committee (1959) has empha- 
isised the important rôle which the country craft played in the trans- 
port System of the country and had noted a décline in the activities of 
country boats ail over the country. The Estimâtes Committee wanted 
to know the steps taken by Government to organize country craft 
on coopérative basis and provide it with facilities such as tugs, 
adéquate cargo and ancillary occupation. In a written note fumished 
to the Conunittee, the Ministry of Shipping and Transport hâve 
stated as imder: 

''In pursuance of the recommendation made by the Inland 
Water Transport Committee (Grokhale Conunittee), the 
State Govemments were advised to organize proper tech- 
nical agencies to look af ter the country boats to ensure that 
they were kept in river worthy conditions at ail times. 
It was also suggested that country boat trafflc might be 
organized into regular services on coopérative basis tnd 
that the question of entrusting the proposed t^f^Tinlf^ 
organizations with the task of making a spécial sti 
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I.W.T. by country boats with a view to developing it, 
might be considered. Subsequently the State Govemments 
were again requested to consider the desirability of giving 
financial assitance for setting up co-operative societies. 

It is understood that necessary steps in this regard hâve been 
taken or are being taken by some of the State Govem- 
ments. The Government of Mysore hâve provided port 
shore facilities and towing tugs for the movement of 
country craft operating in the West Coast of the State. 
Thèse craft are said to be operated by the Craft Owners' 
Association. In Andhra Pradesh, there are boat coopéra- 
tive societies functioning in the State and thèse societies 
are being encouraged by the extension of certain facilities 
such as exemption of eamest money etc. while tendering 
for transport of cargo. The Government of Assam hâve 
also initiated efforts to form such coopératives. The State 
Government hâve been collecting statistics in this regard. 
Efforts are also being made to form coopératives of boat- 
men and boat builders in Bihar but due to paucity of funds 
in the State's Plan, thèse hâve not materialised so far. 
Information from other State Governments is awaited." 

431. In reply to the question whether the State Governments 
hâve adopted any scheme for amélioration of the country craft 
operators, the représentative of the Ministry has stated in évidence: 
**This is completely a State subject matter and is related to the 
question of coopération. In Andhra Pradesh, the port coopératives 
get concessions like exemption from payment of eamest money; in 
Kerala, there is a Boatmen's Water Transport Coopérative Society, 
but the State Government hâve not been able to provide any finan- 
cial assistance to the society. In Mysore, there is a Vessel Owners' 
Organization to look after the welfare of the craft and provide tugs 
guards and so on." 

4.32. When the Committee asked whether the matter of améliora- 
tion of the condition of country craft operators, although not falling 
entirely with th^purview of the Central Government, should not 
be pursued vn0r the State Governments, the représentative of the 
Ministry ansyered: 

**If the Centre pursues the matter, they will ask for financial 
assistance." 

4J3. The Committee need hardly stress the important rôle which 
aontry crafts can p^y in the transport system in the country. 
fetf that enooarh attention has not so far been given to thi$ 
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question of organizing cotmtry beat services on a coo^rative basia. 
The Conimittee fe^ tliat it is not enoogli for tlie Central Govem* 
ment to advise the State Govemments to organize proper technical 
agencies to look after coontry-basis in order to ensure that they are 
Icept in river-worthy conditions. What is necessary is to set op a 
proper machinery in consultation with the State Govemments con- 
cerned to coUect comprehensive statistics about the conntry boats 
in opération in varions parts of the country and to identify the^ 
areas which call for increased financial and technical assistance. 
The matter should also be discussed periodically at the meetings 
of the Transport Development Council where représentatives of 
the State Govemments are also présent. 

4^4. The Committee regret tliat the Central Government do not 
hâve readily the information regarding the number of coopératives 
of boat builders in différent States as also the measures taken by 
the varions State Govemments for the amélioration of the condi- 
tions of country-craft operators. They are nnable to appreciate the 
view of the représentative of the Ministry tliat tliis question relates 
completely to a State subject matter. Even thougli thèse matters 
do not entirely fall within the purview of the Central Government, 
the Committee see no reason why the Central Government conld 
not Cake up thèse matters, which are of vital importance for the 
development of inland water transport with Ihe concemed State 
Govemments. 

Ancillar Facilities: 

4.35. The Estimâtes Committee in para 140(v) of their 61st Re- 
port (1956-57) had recommended that *The requirements of various 
facilities such as beacons, radio-telephone communications, jetties 
equipment for the berthing of vessels and mechanical handling of 
cargo, floating or shore outposts with residential and office accom- 
modation etc. should be estimated well in advance so as to be in- 
cluded in the Third Five Year Plan." This recommendation was 
noted bv the Ministrv. 

4.36. The Estimâtes Committee (1968-69) wanted to know the 
action taken for the actual implementation of the above reconrmien- 
dation and the steps taken to provide similar facilities during the 
Fourth Pive Year Plan. In a written note, the Ministry of Ship- 
ping and Transport has stated as under: 

"As a part of the programme of the Second Five Year Plan^ 
the erstwhile G.B.W.T. Board had eonsidered a propotti 
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for providing facilities of radio telepJaone communica- 
tions to the vessels plyii^ in the river Srahmaputra — 
between Calcutta and Assam and at important river 
stations on that route viz. Gauhati, Diiubri and Calcutta, 
where befor^ Indo-Pak hostilities, regular river services 
were run by various I.W.T. operators. But the scheme 
had to be dropped as the Government of Pakistan did not 
agrée to give permission to I.W.T. vessels having such 
facilities, to pass through their waters. The Board had 
also considered the proposai for instaliing R/T sets on 
the vessels plying in river Ganga, but this prcg;)Osal too 
did not find favour as there were then no systematic 
river services operating in the Gai^ga and only expéri- 
mental pilot services were run and discontinued. 

The G.B.W.T. Board also acquired 12 fixed beacons and 7 
mobile beacons for installation at the important points 
on the Calcutta-Assam river route i.e. in the Sunderbans 
and the Brahmaputra in Assam. Thèse beacons could 
not, however, be installed on this route due to Hs closure 
as a resuit of Indo-Pak hostilities. The question of their 
utilisation elsewhere is being considered, 

The Government of Maharashtra also purchased some iight- 
isg equipment in the Third Five Year Plan for iacilitat- 
ing navigation in the Vasisthi Creek. 

Equipment for berthing of vessels, landing facilities and 
mechanical handling of cargo at important poiuts on 
some of the important waterways in the coimtry were 
also provided during the past. In the Second Five Year 
Plan, the construction of an inland port at Pandu with 
mechanical facilities for cargo handling, shore out-posts 
Cor residential and office accommodation on the Brahma- 
putra was taken up. Most of the works at this river port 
hâve been completed excepting some ancillary works. 
Due to closiu^ of Assam— Calcutta route and lack of tra- 
fic, the scheme for providing mechanical handling 
facilities and accommodation for office and résidence has 
been dropped. In 1966 the construction of another river 
port at Jogigopa was also taken up. But due to lack of 
adéquate traffic, construction of this port has been slow- 
ed down. In Kerala, the construction of jetties wns sanc- 
tioned during the Third Plan period and the work was 
eompleted. In Gujarat, landing fadlities/cargo handling 
facilities were provided on the river Narmada and TaçtL 
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In Maharashtra, terminal facilities were also pravided at 
Karbone during the Third Five Year Flan. SimSlar 
facilities like the construction of wharves were provided 
in Madras on the Buckingham Canal. 

In the Fourth Five Year Plan, provision has been suggested 
for terminal facilities, cargo handling facilities, improve- 
ment of approach roads etc. in Assam, Bihar, Gujarat, 
Maharashtra, Kerala, Goa etc. Thèse are under consi- 
dération." 

07. The Committee note that the erstwhile Ganga-Brahmapatra 
Water Transport Board had acquired 12 fixed beacona and 7 mobile 
becons for installation at the hnportant points on the Cakntta- 
Assam river route, i.e. in the Snnderbans and the Brahmaputra in 
Assam, bnt thèse could not be installed on this route due ta tts 
dosure as a resuit of Ihdo-PaUstan hostilities and the question of 
thelr utilisatimi elsewhere is being considered* The Cmnmlttee 
regret that no décision has been taken during the last 3i iroars on 
the question of utilisation of fixed beacons and mobile boeons» 
wiiich were acquired by the erstwhUe G.B.W.T. Board. The Omu- 
mittee would urge that such ddays should be avoided. 

4.38. The Committee note that provision has be^i made in tlie 
Fourth Plan for terminal facilities, cargo handling facilities, im- 
provement of approach roads etc. in Assam, Blhar, Gujarat, Maha- 
rashtra, Kerala, Goa, Etc. The Committee suggest that the nete&alty 
of drawing up a phased programme for the provision of varions 
ancillary facilities during the Plan period it5»elf may be fanpiessed 
upon the State Govemments. 

Prévention of accidents to counti-y crafts 

4.39 The Transport Development Council at ils third meeting held 
in October, 1961, considered the question of prévention of accidents 
to country boats. It endorsed the recommendalions of the Depart- 
ment of Transport which inter alla, sugge«ïtod the following measures 
to prevent accidents: 

(1) Steps to ensure the complète river-worthiness for vessels. 

(2) A free board clearly marked on the side of the vessel. 

(3) Employment of qualified crew. 

(4) Equipment of the bigger boats and of ferry boats with life 
saving appliances such as life-buoys. life-belts etc. 
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(5) Effective enforcement of safety measuies, Ihe provision of 
adéquate number of boats and control of crews by the 
State Govemments during fairs and festivals. 

(6) Educating the public through documentary films, radio 
talks etc. in the orderly use of the fen'y service». 

(7) Setting up of nautical muséums at ail important places so 
as to make the public take an intelligent interest in safety 
equipment etc. 

4.40 Asked to state the steps taken to implement the measures 
endorsed by Transport Development Council for preventing accidents 
to country crafts, the Ministry of Shipping and Transport hâve 
stated in a written note as under: 

"The question of devising ways and means for preventing acci- 
dents to country boats, has been engaging the attention of the Cen- 
tral Government for sometime past. The circumstances leading to 
some country boats disasters hâve been enquired into by the State 
Govemments. The enquiry Reports revealed that thèse disasters 
were inter-alia attributable to the foUowing reasons. — 

(i) the indisciplined behaviour of the passengers and the 
conséquent overloading of the boats; 

(ii) the ignorance of the officers with regard to the existing 
rules and their conséquent failure to implement them and 
lack of inter-departmental coopération; 

(iii) absence of any arrangements to register country beats and 
to subject them to periodical inspection, so as to check 
their riverworthiness. 

It will be observed that the absence of any provision for regis- 
tering country-boats and subjecting them to periodical inspections is 
one of the several factors responsible for the occurrence of country- 
boat disasters. The matter was considered by the Transport Deve- 
lopment Council which recommended that ail country boats carrying 
passengers should be licenced and inspected once a year and that 
the machinery for enforcement of rules and régulation should be 
strengthened. It was also suggested that the Central Government 
should frame model rules in this connection and forward them for 
considération to the State (îovernments. 

Accordingly a draft model rules entitled "Countryboats (Inspec- 
tion and Issue of Certificates of Fitness) rules" was prepared in this 
connection in consultation with the Miniatry ol Iavî «tvâi HJc» TS^mr- 
torate Genersd of Shipping, and were torward^ Vcv K\rfs\ \^K\ '^ "^^^ 
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State Govemments for considération and issue by the Stete Sov- 
emmentë. As mivigation by cbuntryboats is a State subjact, it was 
8ugs«btM tftat the' draft modël rulës might be issued imder the 
relevant enactment in fbrce in each State. It was also sugipested 
that the enaotment wouiâ hâve to màke certain suitaMfe eitd&liiig 
provisions for appointaient of Inspecting oflRcer fbr appeab, and for 
penalties and if it was decided to charge fées, for grant of eeftifldiates 
for such fées. Some of the State Govemments, hâve intimated that 
the matter is under considération by them." 

4.41. The Gommittee note fhat a eopy of draft model mies entM- 
ed ''Comtrsrboats (Iiiqiectioii apid Issue of Certiflcates of Fitaess) 
Billes'' was prepared by the Mlnlstry of Shipping and Transport in 
oonsnltation with the Ministry of Law aM IMtectorate General of 
Shipping and it was fonn^arded in April 1967 to the State Govem- 
ments for considération and issne opider relevant enactments in foree 
in each State. The Committee would like the IMOnistry to acttidy 
pursae tiiis matter with the State Govemments conc^rned s» tha^ 
nntftam ndes for lioenalng and inspeetion of conntry4MMiti^ canyinf 
paaseugenr ooultt be Introdueed in each State wltlMNit delay. 



C. HsrdrograpUc S u rv eys 

4f.42 A note on the hydrographie surveys conducted by the Inland 
Wëler Ti ' aA]i»p O i l Dlï^ectomtè and aie State Govemments during the 
Second and the Third Ave Year Plans, as fùmished by the Mintetry 
of Shippi ng^ and Transport, is given beiow: 

'The erstwhile Ganga Brahmaputra Water Transport Bknrd (now 
merged with IW.T. Directorate) carried out hydrographie survcya <m 
the riwra Ganga, Gfaagra and the BrahEM^ttCfti dorllfg SëMMT Irtd 
Third Fifve Year Plans. Thèse hydrograpldc surveys l^Wr lûufcv 
taken to locate the shoals and to chalk out varlous tnflhiBg and 
correetive measures to be talcen to maintain the minimum deptt of 
the duoMiel by érection of bandai and /or dredgteg. Th«e sun^eys 
were also valuable in marking under water hiddfen obrtmcCons pro- 
perly in oorder to avoid any risk of collusion in the navigaBfe channel. 
Also thèse are useful in marking the navigational channel from 
Buxar to Rajmahal and from Chapra to Berhaj for plyîïïg of steam- 
ers. The régional office of the Directorate at Pàtna, in addStfcm to 
carrying out hydrographie sur\'eys of the rivers also undertakes the 
marking of navigable channels and pilotage of vessels «m the Ganga. 
In Assam the Administrator. Pandu and Jogigopa Ports, îs carrjiïi% 
out hydrographie surveys only. 
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Maharashtra : 

It has been reported by the State Govemment that their hydro- 
graphie survey section hâve undertaken hydrographie surveys of 
various creeks and rivers during the Second and Thîrd Five Year 
Plans. At présent, on account of non-availability of qualified per- 
sonnel for running the survey parties, only one of the two survey 
parties could really function. In view of this, the project surveys on 
some of the Wa ter waysy wharf etc. could not be taken up and had to 
be deferred. The State Grovernments are reported to be making 
efforts to re-organise the whole Hydrographie Survey Section so as 
to get more output and also to attract qualifted and suitable 
personnel. 

Tamil Nadu: 

No hydrographie surveys were undertaken m any cf the navii^a- 
tion eanals during the Second and Third Fiv*^ Year Plans in Tamil 
Nadu. 

Uttar Pradesh: 

No hydrographie survey was undertaken by the State Government 
of Uttar Pradesh during the Second and Third Plan periods. (No 
provision existed in the Second and Third Plans for this survey). 

Andhra Pradesh: 

A preliminary hydrographie survey of Godavari and Krishna was 
imdertaksn by tbe CeAtral Water and Power Commission. No other 
survey was undertaken by the State Govemment during the Second 
or Third Plan period as no provision was made for hydrographie 
surveys in the State Plans. 

Bihar : 

Rogular detailed hydrographie surveys of the rivers Ganga and 
Ghagra were undertak^i by the erstwhile Ganga Brahmaputra 
Water Transport Board during the Second and Third Plans. No 
hydrographie surveys were undertaken 1^ the State Govemment 
during the Second Plan period. The hydrographie surveys of the 
rivers 'Kosi and Gandak' were condueted by the State Govemment 
during the Third Plan period. No détails of provision and expendi- 
ture on the survejrs hâve been fumished by the State Govemment 
so far. 

West Bengali 

No hydrographie surveys were carried out by the State Govem- 
ment of West Bengal during the Second and Third Pive Year Plwvs.. 
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Central Water and Power Commission: 

The Central Water and Power Commission carried out a number 
of hydrographie survejrs during 1948 — 1961. One motor laimch was 
used for carrying out surveys on the Ganga and the Ghagra. This 
launch was later transferred to the Government of Assam for dis- 
charge observations of the Brahmaputra. Two other motor launches 
were ^nployed for carrs^ing out surveys of the Qrissa région for 
Paradeep Port investigations. Thèse were subsequently transferred 
to the Orissa Go\-emment in 1957 after the closure of Central Water 
and Po\i'er Commission Office at Orissa. 

Later on« as per the suggestions of the Inland Water T^^m^port 
Committee. preliminary investigations and surveys were carried out 
bv the Central Water and Power Commission on behalf of the 
Ministry of Shipping and Transpon on the following rivers and 
waterwnjrs during 1960 — 62: — 

L Rix'er Ganga from Allahabad to Kanpur (153 miles). 
2 Ri\^r Jamuna from Allahabad to Etawah (340 miles). 

3. River Narmada fTX>in Suraî to Bhusawal (232 mUes). 

4. Ri\^r Xarmada from Broach to Hoshangabad (370 miles). 

5 Rive: Mahanôd: f:vrîi Cutîack te Dholzrur (IîT: miles). 

6, River Godavari fix^m Dowalîshwaram Anicu; lo Pranhita 
and Sabari and Silerti, tributaries of the Goda\*an river 
(320 nnîesV 

7 Rr\-er Krishr.a fr.^ir. Krishna Barr.-gr to Mcdiinanikamm 
^100 mile<» 



^ Ov.î^Ssî Cv\ist^: Car-Àl irco: G-o:nkhâl: *: Ch^rbatia anc ^Sata: 
rlvir front Dhans^a r^^er to Charrvatia '155 nilesi. 



T>ï^ aKnv surveys x\ier>? carried c«ut by hi->ed country bc»ats and ro 



:r;e :r;v"rts or. trtesc p:r.;ni:r-ary <ur\'rys uicre i^rwarcrd te- tho 
restxw.vc >tji^: c»^'\^mr.txr.< t:r tr^e:: *?o:rr::rr.t5. The State Gov- 
e" -t-^rcr.t .t Itt^r Praiesh r.ave >ug^5tei :ha; (a> systestaîic and 

G.-'*c,i A"o. reoorvis ro,itr.ta.:r.t*i b î rf.oc r .^-^ot u: 5ertiien for 
tox^-:nc Kï.rce? v>r o.^ur.tr>- K\slts to ttrïi x:: ':>>e ±iEouhies Hk^ to 
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expensive river conservancy work but some local bandalling work in 
some stretches might be required for maintainlng channel for plying 
of the boats. The State Government have oeen requested to consi- 
der the neœssity of carrying out a traffic to establish traflfic potential 
of the région. 

Detailed hydrographie surveys have revealed that it will not be 
possible to develop navigation on the Narmada and on the Tapti in 
the présent stage because of the existence of rocky outcrops and 
steep slopes of the river studded with a ^arge number of rapids. 
The State Government have intimated that in order to overcome 
thèse difficulties, costly structures like locks, weirs emerging rock 
outcrops or latéral canals for by-passing the rapids are required. The 
State Government are carrying out the survey of the traffic potential 
for possible navigation to find out the feasibilities and économies of 
the proposai for negotiating falls, rapids etc. 

The State Government of Orissa intimated that taking in view 
the economical aspects the necessity for making Mahanadi navigable 
by ordinary goods traffic at présent did not arise. They are of the 
view that after the industrial development of the area, an assessment 
of increased traffic might be made and the work considered if found 
economical. The State Government have been requested to under- 
takc a study of the traffic potential of the river Mahanadi. 

The Government of Andhra Pt*adesh arc considering the question 
of carrying out investigations in respect of che river Godavari with 
a view to check up how far the projected river valley schemes would 
aiffect navigation on this river. They are also considering the ques- 
tion of conducting a traffic survey of the région. 

The State Government of Orissa have not yet forwarded their 
comments on the report of the preliminary survey carried out for 
making the Orissa Coastal Canal navigable. 

Mysore : 

The State Government of Mysore have intimated that there was 
no scheme for the hydrographie surveys of rivers for inland water 
transport under the II and III Five Year Plans in the State. How- 
€ver, the State Government have carried out hydrographie surveys of 
ports during 1949—65." 

4L43. The Committee note that the Régional Offices of fhe Inland 
Water Transport Dlrectcmite have been carrying ont hydrographie 
snrveys on the Gança, the Ghagra and the Brahmapntra dnring the 
Second and Third Five Year Plan perlods. The CommltlbM ^^raU 
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lihe te strew tkai mMîb tmivmfB AmÊA emtkm^ te ftia» 

yewg Usa in view of intoishre de^elopiaM*. oT. IttlMil^ water aml i ui 
whieb is envia^ped afta- thr eoMptetk» of'Fandd» U knm ge. 

The Committee note that hydrographie surveys were not 
carried ont durfaig the Second a«id Third Five Year Plan period in 
States lilse Andhra Fradesh, West Bengal, Mysore, etc. althoogk a 
number of surveys were condncted by the Central Water and Power 
Commission during 1948 and 1962» on snch rivers as the Ganga, 
Jamuna, Nermada, BTahanadi, Godavari, Krislma and the Otissa 
Coastal Canal. The Committee further note that, on the bttsis of 
the sorv^s condncted by the Central Water and Power C^mimissiOB, 
some of the State Govemments are contemi^ting snrvey of the 
trafBc potential for possible navigation. The Committee hope, the 
Ministry will maintain a close liaison with the State Govemments 
concemed in regard to the progress made in this direction. The 
Committee also suggest that the Ministry may emÊSlût^ ttie feasi- 
bility of iNToviding techpiical assistance to the Sfeateo, if aAed for, 
for the porpose of condncting hydrograiriiie sarv^ys. 

D. Conservancy 

4.44 The Transport Development Council at its fourth meeting 
held (m 29th and 30^ April, 196S, considered the mémorandum on 
conservancy wherein it was stated: 

''Inland waterways are the responsibility of the State Govem- 
ments. In some of thèse waterways, particularly in the 
cases o£ the Ganga and the Brahmaputra, conservancy, in- 
cluding dredging, is an important problem. On thèse big 
rivers conservancy takes the form of bandaUing during low 
water season and is donc by methods adopted traditionally 
in this country for many hundred years. As far as dredg- 
ing is concemed. most of the States bave inadéquate re- 
sources by way of dredging equipment. A view has been 
expressed that appréciable progress in this direction can 
be made only if conservancy in ail the navigable water- 
ways is to be the State responsibility. It has been pointed 
out that assumption of such responsibility will bo in con- 
formity with éke policy followed in most other oonntrîet 
and the recomœendatioos of the Gokhale Committee (19S9) 
and the Road and Inland Water Transport Advisoiy Com- 
mittee (1962)." 



446. The Transport Develop<neiit Council after considering the 
«■Mnraodum expressed the view tbat eonservancy in ail the navig- 
ue waterways sbould be the resiK>n6ibility ol the State. 

4.46. Asked to state the steps taken by the State Govemments 
» toptefiMAt the reconunendation o£ the Trsxmjport Development 
ouncil, the Ministry of Shipping and Transport hâve, in a written 
3te, stated as under : — 

''Conservancy works in the Braahmaputra were earlier carried 
eut by the erstwhile River Steam Navigation Company, 
who were the main I.W.T. operators in that région. La ter 
on, this Company expressed its inability to continiie thè 
conservancy works at its :ost on the ground that the Com- 
pany was running in loss and was not in a position to 
meet the conservancy costs. The Government of India 
then agreed to reimburse upto a ceilii^g of Rs. 500 ]akhs 
per annum the cost of conservancy works on the Brah- 
maputra and Rs. 2*50 lakhs for conservancy works on the 
Sunderbans and Noonkhowa. Due to the closure of the 
river route between Calcutta and Assam, co&servancy 
Works in the Sunderbans and Noonkhowia hâve been dia- 
contlnued, which the conservancy on the Brahmaputra Is 
looked after by the Central Inland Water TranqDért Cor- 
poration (a Qovemment of India Undertaking) v^ho hâve 
taken over th^ asaets and Uabilitles of the later R.S.N. 
Company on similar U: 



Conservancy on the river Ganga waa being carried out by the 
erstwhile Ganga Brahmaputra Water Transport Board aince 
1958, ie. after the closure of the services of the Joint 
Steamer Companies were maintaining the river route. The 
State Government of Bihar aiso used to share the expen- 
diture on Ganga conservancy to the extent of Rs. 40,000/* 
per annum, and the Railways also xised to reimburse about 
Rs. 35,000/- for the maintenance of the river route for 
movement of their ferry vessels and the balance used to 
be met from the funds of the Board. At présent the con- 
servancy work on the Ganga is being carried out by the 
Government of Bihar on the basis of hydrographie sur- 
veys carried out by the régional office of the I.W.T. Direc- 
torate at Patna. The expenditiure is being allocated be- 
tween the Government of Bihar and the Railways, as at 
présent, there is no movement of vessels of the Bic^;»^ ^x 
Directorate. 
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The Governments of Andhra Pradesh and Madras hâve aeqùir- 
ed dredgers etc. for dredging the Buckixigham Canal for 
improving the depths of their waterways. The Gcvern^ 
ments of Kerala and Goa hâve also dredgers for deepen- 
ing their waterways. The Gtovernment of Maharashtra 
are taking action for acquiring dredgers to iznprove the 
creeks and waterways in their State/* 

4.47. During the course of évidence, the Committee wanted to 
know the nature of Central responsibility in regard to conservancy 
work and also whether the Central Government, because of their 
organisation facilities, could not undertake this work. The représen- 
tative of the Ministry has stated in évidence : 

"So far as conservancy is concerned, it is purely by mutual 

agreement If any schemes are now made part of 

the Centrally-sponsored sector, then, to that extent, ihe 
State Government would get assistance from the Central 
Government." 

4.48. To the spécifie question whether there has been any re- 
thinking in the approach of the State Governments in regard to 
conservancy work and whether the matter has been further discuss- 
ed the représentative of the Ministry. has stated. "We had a meet- 
ing of the LW.T. Ministers. This question was not raised.'' 

4.49. The Study Group of the Estimâtes Committee which visited 
Eastern Zone in January, 1969, had a discussion with the officiais 
of the State Government of Assam in regard to inland water trans- 
port. The Study Group were informed that the condition of Brah- 
maputra river was gradually deteriorating, as the maintenance and 
conservancy which was being done by the River Steam Navigation 
Co. in the past was being neglected now. If this work was not at- 
tended to properly, later on it would become very difficult and heavy 
expenditure would hâve to be incurred thereon. The Study Group 
was also informed by the State Grovemment représentatives that 
because of the slender resources they would not be able to do con- 
servancy work at the State level. 

4. 50. The Committee wanted to know whether the Assam Gov- 
ernment had requested the Central Government for assistance in 
this regard. In a written note furnished to the Committee, the 
Ministry of Shipping and Transport hâve stated that **After the dis- 
solution of the RS.N. Co., the Central Inland Water Transport Cor- 
poration who hâve taken over the assets and a part of the liabilities 
of the R.S.N. Co. are looking after the conseï vancy work in the 
river Brahmaputra. The Government of India continue to reim- 

burse the conservancy expenditure upto a maximum of Rs. 5-00 lakhs 
to the Corporation.** 
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4.51. The Committee note that a décision was tal^en at the meet- 
ing of the Transport Development Council held in April 1963 that 
eonservancy in ail the navigable waterways shonld be the responsi- 
bility of the State. They also note that ccmservancy work does not 
eome under the purvlew of Central responsibility and iinless any 
schemes in relation to the conservancy worlt are included in the Cen- 
trally sponsored sector, the Central Government cannot directly 
undertalce conservancy woric in the States. The Committee, how- 
ever, feel that the State Govemments may not hâve adéquate re- 
sonrces for undertaldng such work. They snggest that the Central 
Government may consider the feasibility of ondertaking conserv- 
ancy woris at least in those rivers which are considered to be im- 
portant waterways and which hold promise of belng dedared as 
national waterways. The Committee would also like the Govern- 
ment to investigate whether there is any neglect of conservancy work 
on the Brahmaputra river. 

E. TraflBc Surveys 

4.52. The Committee desired to know if the Ministry had made 
any effort to study the commercial feasibility of the inland water 
transport. The Ministry of Shipping and Transport hâve in a 
written note stated that "in 1960 a traflRc survey on inland naviga- 
tion in Kerala was carried out by the State Government. The total 
traffic carried by the waterways was cstimated to be 23 lakh tons, 
out of which the port of Cochin alone accounted for 12 lakh tons. 
It was also stated in the report that inland water transport was a 
cheap means of transport Connecting the différent commercial cen- 
tres such as Badagara, Calicut, Cochin, Allippey, Quilon and Trivan- 
drum. The investigations showed that there was need for deepen- 
ing and widening the West Coast Canals and for the provision of 
jetties, wharves and other navigational facilities. The Government 
of Kerala hâve further undertaken traffic survey at 16 centres in 
the major waterways during December, 1966, and January, 1967, 
and the data collected hâve been forwarded to N.C.A.E.R. for neces- 
sary processing and report. This is awaited. 

The Joint Technical Group for Transport Planning set up by the 
Planning Commission carried out a transport survey of ail modes 
of transport in the eastem région, comprising the States of West 
Bengal, Bihar, Orissa and portions of Madhya Pradesh and Andhra 
Pradesh in 1967. The survey also covered the inland waterways in 
thèse régions. The Group hâve observed that the Eastem région 
claims a certain degree of natural advantage for inland navigation, 
but because of certain limitations such as inadéquate depth of water 
in navigable channels, lack of proper traffic handling facilities at 
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river ghats and heavy toll charges etc. inland water transport is 
likely to remain confined to the lower reaches at the Gange, the 
H^oghly, and the deltaic région of the Mahanadi. The completîon 
of the Farakka barrage and the ancillary works will, however, help 
the development of inland water transport in the river Ganga be- 
tween Patna and Calcutta. 

The Calcutta Metropolitan Planning Organisation assistée tbe 
Eastern Régional Transport Survey unit by carrying out a transport 
survey of inland waterways by collecting data on I.W.T. at 25 sélect- 
ed points in 1967. It has been estimated by the Committee that the 
total volume of goods carried by the country boats was about 7080 
lakhs Mdh. or 23 lakh tons in 1966. 

The Government of Assam also conducted a régional traffic 
survey of ail modes of transport in their State in 1967. 

The Governments of Andhra Pradesh and Madras are re- 
ported to be carrjring out traffic surveys on the Buckingham Canal 
Recently the Directorate of Transport Research also conducted a 
preliminary study of the traffic potential on the Ganga between 
Rajmahal and Allahabad, a distance of 805 Kms., and On the Brah- 
maputra between Dibrugarh to Jogigopa, a distance of 626 Kms. 
in 1968, and assessed the économies of running commercial services 
on thèse stretches of the river. 

The Directorate of Transport Research is also carrying out 
a study of the traffic potential on the Ganga between Calcutta and 
Allahabad in the post-Farakka period. This study is nearing com- 
pletîon." 

4. 53. The Committee wanted to know whether there was any 
scheme for the development of inland water transport in the Kash- 
mir Valley during the Third Five Year Plan period and whether 
any scheme was proposed to be included in the Fourth Plan. The 
rf^presentative of the Ministry has stated that there was no scheme 
for Jammu and Kashmir in the Third Plan. Asked to state whether 
thr Ministre»- hâve taken into considération the potentiality of in- 
land \vater transport in Jammu and Kashmir where other means 
of transport are lacking and whether any particular area has been 
idfntified for the development of inland water transport in that 
Stnte, the représentative of the Ministry has stated : "Se far we 
havp no proposais so far as Jammu and Kashmir is concerned. No 
concret" proposai has come to us." 

4.54. Asked to state whether there is any pronosal for providiog 
inland water transport facilities between Nagarjunasagar and Sri- 
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sailam after the completion of the Nagarjunasagar Dam, the re- 
présentative of the Ministry has stated : '*We have discussions with 
the représentatives of the State Governments. The Grovernments 
of Andhra Pradesh and Madras still continue to talk about the Buck- 
ingham Canal. The former has not yet shifted its sight to Nagar- 
junasagar." In regard to the spécifie question whether any sugges- 
tion has been made by the Central Government to the State Govern- 
ment for utilising this stretch of waterway as an effective inland 
\\'aterway, the représentative of the Ministry has stated. **The point 
is that this will be in the réservoir right upto Srisailam — ^a dis- 
tance of 100 miles. If there is enough traffic operating there, there is 
nothing to stop them for developing it. But no indication has been 
given of any spécial facilities required for this." 

4.55. The Committee want^d to know whether any measures are 
contemplated to popularise the waterway between Alleppey and 
Ernakulam which used to carry a good deal of cargo but which has 
now lost its importance because of the link-up with the Railways 
from Quilon to Eanakulam. The représentative of the Ministry has 
stated in évidence, "In the proposai during the Fourth Plan which 
has been put forward to us is a programme for further improve- 
men:s of the canal from Trivandrum to Quilon, Quilon-Cochin and 
Cochin-Pullot sections.*' 

4. 56. With regard to the question 4f any spécifie programmes 
have been drawn up for the Orissa canaP, the représentative of the 
Ministry has informed the Committee that preliminary reports of 
hydrographie surveys have been sent to the Governments of West 
Bengal and Orissa and ihey are still under their considération." 

4.57. The Committee note that traflBc snrveys were conducted by 
several State Govemments dm*iiig the period 1960—67. They also 
note that a Technical Group set op by the Planning Commission 
earrfed ont a survey of ail modes of transport in the eastem région 
comprising the States of West Bengal, Bihar and Orissa and por- 
tions of Madhya Pradesh and Andhra Pradesh In 1967. In addition 
to thèse surveys, a study is being conducted of the traffic potential 
on the Gangra between Caleiitta and Allahabad in the post-Farakka 
ptfiod. 



4.58. The Committee are. however, unhappy to note that the 
Ministry had no scheme of inland water transport in Jammu and 
Kashmir in the Thlrd Five Tear Plan beeause they had not received 
mmy proponls firom that State. The Committee feel Uiat the Minis- 
4ry shonld 'have takcn up the quesMon with the coneemed State 
OowmuiMit aad impressed «upon tliem the deairaliility of develop- 
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iMg inland water transport on the Jhelnm river» which Is an import- 
ant waterway in tliat State. 

4.59. The Conimittee soggest tliat the Ministry may take up, witt 
the State Government of Andhra Pradesh, the question at providio; 
inland water transport facilities between Nagarjufiasairar and Sri- 
sailam, wliich area is lilsely to assume considérable importance after 
the completicm of the Nagarjunasagar Dam. The Committee hope 
that the HDnistry will also take up with the State (Sovemment of 
Kerala the questioyi of developing waterway between Alleppey and 
Emakulam which used to carry a good deal of cargo. 

4.60. As regards the Orissa canal, the Committee tmst tliat the 
IVOnistrif will take up with the State Grovemments of West Bengal 
and Orissa the question of ezpeditious examination of the reports 
of hydrographie surveys which are stated to be under tlieir copisi- 
deration. 

F. Running of Commercial Services 

4.61 The Committee wanted to know the présent position in re- 
gard to the two schemes for the running of commercial services — one 
on the Ganga and the other on the Brahmaputra based on the assess- 
ment made by the Directorate of Transport Research, Ministry of 
Shipping and Transport. The Ministry hâve fumished the foUowing 
information: 

"A prSiminary study relating to an assessment of the likely traflBc. 
potential in selected reaches on the Brahmaputra between Dibrugarh 
and Jogigopa, a distance of 626 Kms. and on the Ganga between 
Allahabad and Rajmahal a distance of 805 Kms. for running com- 
mercial services, on the basis of diversion of traffic from other modes 
of transport, was taken up by the Directorate of Transport Research. 
The assessment of the waterway trafïlc is based on a quick study of 
the traiîic moving by road and rail in the hinterland of the Ganga and 
Brahmaputra in the above région. 

Brahmaputra between Dibrugarh and Jogigopa 

The study reveals that, on the Brahmaputra, on the basis of 
freight, diversion may be possible only from road and not from rail 
However, it is indicated that it is likely to take some time before the 
expected diversion from other modes of transport to the river route 
will take place and there may be loss during the initial stages. The 
river services in Assam is dépendent on the Railways for rail-cum- 
river booking for cargo from Calcutta to Assam or vice versa. Due to 
the increase in the capacity of the railways and gênerai trade reces- 
sion, th<') trafflc now moves either by rail route or by road, and at 
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présent there is no river services on the Brahmaputra. However, the 
State Government hâve since issued a directive that ail Government 
cargo booked for Shillong or river destinations in Assam be deliver- 
^d to the rail-cum-river route except on spécial circumstances of 
urgency. The matter was aso discussed with the représentatives of 
the State Grovernment of Assam and Managing Directors of C.I.W.T. 
•Corporation and Central Road Transport Corporation. It was 
brought out that in addition to the running of commercial services 
it would be necessary for I.W.T. Corporation to supplément their 
activlties in the shape of provision of repair and dockyard facilities, 
construction of vessels etc. The position is being watched to see 
the extent of traffic that will be diverted to the river route both on 
<3overnment and private accounts. The Government of India had 
set up a Study Group for Assam to examine the économies and 
operational feasibility of setting up a scparate Organisation based 
in Assam to proviie river services in Assam with an assessment of 
the viability of such an arrangement and to assess the volume of 
traffic for river transport within Assam as also for river-cuin-road 
transport between Assam and other States. The Study Group was 
also to suggest practical measures for coordinating rail-river and 
road transport in Assam with particular référence to the co-ordinat- 
ed intégration of opération by the railways, the C.I.W.T. Corpora- 
tion and Central Road Transport Corporation and to examine port, 
dry-docking and other facilities available at présent with regard to 
future requirements for the économies opération of river services 
suggest optimum requirements for such services together with an 
estimate of their cost. The recommendations made by the Study 
<5roup in this regard are under examination." 

4.62. Asked to state the approach of the Ministry to the recommen- 
dations made by the Study Group, the Ministry hâve stated that "the 
Central Inland Water Transport Corporation, the Ministry of Rail- 
iva3rs (Railway Board) , the Ministry of Finance, Planning Commis- 
sion and the Government of Assam are primarily concemed with the 
recommendations of the Study Group. Accordingly, a copy each of 
the report of the Study Group has bcen fbrwarded to the above- 
mentioned offices for their commenta. So far, only the comments of 
the Chairman, Central Inland Water Transport Corporation hâve 
been received. He is in gênerai agreement with the report of the 
Study Group.** 

Service on the Ganga 

4.63. As regards the rimning of commercial services on the Ganga, 
the Ministry hâve stated: "It appears that the volume of diverted 
tralBc from the railways on the basis of £rei%l\t \% xi^^^^j^â^^^ "^^ 
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main diversion expected being from road. The matter wbs also dis- 
cussed with the représentatives of the Govemment of Bihar, and 
Uttar Pradesh and Managing Directors of C.I.W.T.C, and C.R.T.C. 
The State Govemment of Bihar was of the view that althougfa in- 
land water transport on the Ganga is in a moribimd condition at pré- 
sent, there is possibility of starting services on the Ganga and the 
quantum of trafic by river is likely to increase with the completion 
of Farakka Barrage, when an all-India route from Calcutta to Patna 
and upward be opened throughout the year. The question of running 
commercial services in Ganga was discussed with the State Govem- 
ments of T7.P. and Bihar and is being examined in consultation wifh 
the State Govemments concemed, and Directorate of Transport 
Research. It will no doubt be considered by the LW.T. Conunittee 
set up recently alongwith the question of running of commercial 
services» on the varions waterways in India by terms of référence. A 
final décision on the running of commercial services on the Ganga 
can be considered only on receipt of the recommendations of the above 
Committee.*' 

4.64. Asked to state whether Government hâve taken a policy déci- 
sion to concentrate on the érection and maintenance of the water- 
way and l^ave the opération of the services to the private sector. the 
représentative of the Ministry has stated during évidence: 

"Once Farakka cornes into thje picture and the Bhagirathi is 
revitalised, we will hâve a through route right up to Cal- 
cutta and the problem of maintenance of way will not be 
such a serions problem. We will be able to maintain a 
service right from Allahabad to Calcutta. If that sector is 
not opened, we will hâve to confine ourselves to the upper 
reaches of the Brahmaputra. There is nothing to stop tiie 
private sector to provide the service. Till 1966 RSN was a 
private Company but it ran into difficulties and came to 
Govemment for a loan. Ab far as the Central Govemment 
is concemed, we are only interested in seeing to the deve- 
lopment of this form of transport and to give it a certain 
stimulus but we cannot obviously take over the whde 
thing." 

He has further stated that Government is spending much mcmey 
on maintaining the riverway in the hope that commercial services 
would come. "If commercial services do not come, we try by pilot 
experiments to introduce commercial services.*' 

4.65. The Study Group of the Estimâtes Committee which visited 
Patna in January, 1969, held discussions with the officiais of fte 

Govemment of Bihar in regard Xo dev^oçtcv^TiX. ^lSs&»nd water 
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transport in the State. The Study Group was informed that the State 
Government had no schemes for introducing river services on the 
Ganga except two schemes for nmning services between Patna and 
Buxer and between Bhagaipur and Kahalgaon. The Study Group 
was also informed that on account of the slender resources and lac^ 
of organisation, the State Government had been suggesting to the 
Central Government that thèse two schemes should be taken up as 
Central schemes. 

4.66. Représentations hâve also been made to the Committee that 
the Ganga river be declared as a national waterway and the inland 
water transport problem on the said river be tackled by the Central 
authority inasmuch as at présent the division of responsibilities bet- 
ween the Central and State Govemments has resulted in lack of 
initiative from either. Suggestions hâve been made that provision of 
through booking arrangements between the Railways and the 
Steamer services should be made at Rajmahal and at Manihari Ghat 
and that river ports should be constructed at Patna and Manihari 
Ghat. Proper arrangements should be made for bandalling, river 
training work and for dredging of stratégie points at Ganga and 
Gogra so as to keep the channels navigable. 

4.67. The Committee note that a Study Groop was set up to ex- 
amine the économies and operattonal feasiUlity of setting up a sepa- 
rmte Organisation based in Assam to provide river services in Assam 
with an assessment of the viability of such an arrangement and to 
assess the volume of trafic for river transport witliin Assam as also 
for river-cum-road transport between Assam and other States. The 
Bepmt of fhe Study Group is said to be upidar emninatifm of the 
Government. The Committee woold like to be informed alM>ut tlie 
final décision taken by tlie Government in ttie light of the recom- 
mendations of the Study Group. 

4.68. The Committee faote that while the inland water transport 
on tlie Ganga is at présent in moribund condition, there ia possiUlity 
of starting commercial services on Ûte Ganga with the completion 
of tlie FaralLka Barrage. Tliey hope timt, with tlie coiutruetioii of 
the FaraUca Barrage, as stated by the représentative of the Ministry^ 
it wonid be possAle for the Mlidstry to maintain a eommerdal a^- 
vlce right from Allahabad to Calcutta. In tiiis context, the Commit- 
tee wonid liice to invite the attention of the Ministry to the reeom- 
moidaftiona made by them in para. 4.11 of tliis Report. 

G. Training of I.W.T. Personnd 

4.69. One of the functlons of Inland Water Transport Diteclw^^A. 
as laid down under the Ministry ol TtansçoxV^ ^S^'&OcsaîCtfst^ e^^^»^ 
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the 23rd February, 1965, is to set up suitable training establishments 
ior training c£ (i) diesel mechanics, (ii) deck and englue room per- 
sonnel, and (iii) conservancy and technical staff. It has been stated 
by the Ministry that at présent there is one training centre at Cal- 
cutta, under the administrative control of the Government of West 
JBengal for giving training to about 100 I.W.T. personnel per year 
like serangs, greasers, lascars etc. 

4.70. In 1963 a scheme estimated to cost Rs. 1.47 lakhs v/as sanc- 
tioned in January, 1963, for imparting higher training of Inland 
Water Transport Crews like Masters' Serangs, Drivers, etc. at the 
Inland Water Transport Crews Training Centre of the Government 
of West Bengal at Calcutta. 

4.71. A statement of estimâtes and actual expenditure during the 
last three years in respect of higher training scheme for inland 
water transport personnel is given below. 
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AJI2. It bas been stated by the Ministry of Shimnng and Tra 
port that non-availability of qualified staff hampered the profft 
on this scheme with the resuit that only an expendituie of Bs. 17J 
was incurred on the scheme during 1967-68. So far a total grant 
Rs. 72,000 was made to the Government of West Bengal 
count and 156 crews bave been imparted training through tfaîs 
scheme. Traînées from the nei^bouring States are also being ad- 
mitted to this Centre. A tentative provision of Rs. 20,000 bas been 
made for this scheme in 1968-60. 

4.73. It bas been stated that the scheme was approved as a part of 
the programme of the Third Five Year Flan in the Central Sector 
and the total expenditure on the exjecution of the sch^ne is borne 
by the Central Government (The expenditure is initially met out 
of the State's budget and is reimbursed to the State Govenuneiit 
subsequently by way of grant). 

4.74. In a written note fumished to the Committee, the lifinisby 
of Shipping and Transport hâve stated that "due to the ùict that 
the trainees bave to go a long way to Calcutta for undergoing the 
training, some of the State Govemments of Western and Southern 
Régions desired the setting up of their own training centre s . Tlie 
language difficulty was also mentioned as (me of the reasons fixr 
setting up régional training centres. In 1966, the Government of 
India had appointed a Sub-Committee to go into the question of 
setting up régional training institutions for giving training to LW.T. 
personnel. This committee had recommended the setting up of two 
régional centres, one in the Western Région for Goa, Maharashtra, 
Gujaiat and Mysore and the other in the Southern Région to 
Kerala, Madras and Andhra Pradesh to cater to the needs of the 
State Govemments of thèse régions with regard to LW.T. personnel 
The Committee also reconmiended that the existing training centre 
at Calcutta might be converted into a r^onal training centre for 
the States of Bihar. Orissa, West Bengal and Andaman and Nicobar 
Islands. 

brou^t 



notice of the State Govemments for comments and necessary action. 
Almost ail the State Govemments bave agreed to the setting up of 
the régional institutions. The Govenunent of Kerala was requested 
to fumish scheme for the setting up of a régional institution for 
southcm States in the light of the recommendations made by the 
Sub-Committee. Their proposai is awaited. For one trainnig centre, 
the capital cost of buildings, equipment and land etc. is estimated it 
about Rs. 4 00 lakhs and the recuning expenditure at about Rs. 1-50 
lakhs per annimi. Already a scheme costing about Rs. 1.46 lakhs 
bas been sanctioned for setting up a maritime school in Goa under 
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the State Plan as a first phase programme and later this school is 
proposed to be converted into a régional centre to cater to the needs 
cf the State in the Western Région. 



For setting up two training institutions and for expansion of the 
«xisting training centre at Calcutta/ suitable provision is proposed 
in the Fourth Five Year Plan/' 

I.WJT. Crews Training Centre, Calcutta 

4.75. A Study Group of the Estimâtes Committee which visited 
Calcutta in January, 1969, held discussions with représentatives of 
West Bengal Government on the Inland Water Transport Crews 
Training Centre at Kidderpore, Calcutta. The Study Group were 
inf ormed that 400 candidates are trained annually in the Centre and 
since its inception 6,464 persona hâve been trained. Out of the 
persons trained, 5,000 hâve already bçen employed on the jobs for 
which they hâve received training. The Study Group were informed 
that the course consists of an intensive training for 3 months in the 
theoretical as well as practical duties of deck-hand, coal-trimmer, 
flreman, Greaser, etc. 

4.76. Candidates are selected by an Interview Board. They are 
mostly raw students from villages with educational qualifications 
hetween class V and lOth standard, who are recruited through the 
Employment Exchanges. 

4.77. The State Government meets the entire expenditure of the 
traînées. It comes to about Rs. 300 for each trainee for a period of 
3 months. Rs. 10 are given to each trainee as pocket money. Whole- 
some food is served to the students. It costs between Rs. 2-50 and 
Rs. 3-00 per day. Uniform and boiler shoes are also provided. 

4.78. The Study Group found that the Training Centre is very 
much short of space and the students are crammed in their rooms. 
The Study Group were informed that the West Bengal Government 
were negotiating for a pièce of private land where they could per- 
manently locate the schooL 

* 4.79. During the course of évidence, the Committee wanted to 
know whethcr it was a fact that in Calcutta 'Hhe place in which the 
Training Centre is located belongs to Defence and they are demand- 
ing the place to be vacated." Tîie représentative of the Mînistry 
stated in leply: '*We hâve not received any communication from 
the State Government for changing the location of the school.*' 

4.80. As regards paudty of accommodation for the traînées in the 
School, the représentative of the Ministry has stated, "We wiU take 
it np with the State Government." 

« 
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4.81. When it was pointçd qui to the représentative of the IhCnis» 
try that in regard to higher training scheme, . there was a complaint 
that money was not being provided for higher training scheme, the 
représentative of the Ministry stated, "Every year, whatever ex- 
penditure they incur, we reimburse it." As regards the complaint 
that there is some "slackening in giving higher training", he stated 
that this matter would be checked up. 

4.82, The Committee cannot over-emphasise the importance of 
trained personnel for carrying out hydrographie siirveys, investiga- 
tions and oonservancy measures, besides opération of mechaiiical 
vessels for inland water transport. They note that a scheme for im* 
parting higher training of Inland Water Transport Crews was initi- 
ated in 1963 and so far 156 crews hâve been in^arted training ai the 
Inland Water Transport Crews Trainkig Centre, Calcutta. The Com- 
mittee f eel that the number of persons imparted higher training it 
far too small considering the presepit stage of devélopment of inlani 
water transpwt. The Committee, however, are glad that proposais 
to set up two régional Centres, one in the Westeren Région for Cm, 
Maharashtra, Gujarat and Mysore apd the other in the Southern 
région for Kerala, Madras and Andhra Pradesh to cater to the needs 
of the State Govemments of thèse régions wtth regard to IWT ptf- 
sonnel are under active considération. They also note that the train- 
ing institute at Calcutta is proposed to be ezpanded durlng tbe Fourth 
Flve Year Plan and it is expected to serve as a régional centre for 
the States of Bihar, Orissa, West Bengal and Andaman and Nicobar 
Idands. 

4.83. The Committee would also like to stress that every effort 
should be made to utilise the allocations provided for training pur- 
poses in any financial year. 

4.84. Hic Committee are glad to note that the I.W.T. Crews 
Trainii^ Centre bave so far trained 6,464 persons and out of thèse 
5,000 hâve already been absorbed in the jobs for which they hâve 
received training. In view of the f act that a proposai is under con- 
sidération to couvert the existing Traiping Centre at Calcutta into 
a r^onal training centre, the Committee hope that the Central Gov- 
ernment would provide the necessary asaistapce to the State Gov- 
ernment concerned for the expansion of accommodation in the 
School for which there is a dearth. 

4.85. The Committee would also like the Government to investi- 
gâte whether there is any slackening in the schéma for imparting 
higher training for I.W.T. personnel in the Crews Training Centre, 
Caleatta. 
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H. AppointmcBt of an Expert for Inland Water TranqKMi 

Development 

4.86. It has been stated by the Ministry that a tonnai request was 
made by the Government of India to the United Nations for the 
serviœs of an expert on inland water transport (development and 
opération) on the ISth November, 1967. The United Nations had 
suggested the names of certain candidates, but the qualifications and 
expérience of thèse candidates do not fulfil the job requirements 
prescribed and they hâve been requested to suggest names of suit- 
able candidates from countries like U.S.S.R., West Germany, Nether- 
land and United Kingdom where inland water transport is prédomi- 
nant. This may take some time more. 

4.87. Asked to state the qualifications and expérience and job* 
requirements as intimated by the Government of India to the United 
Nations on^the 18th November, 1967, the Ministry of Shipping and' 
Transport hâve, in a written note, stated as under: 

''Qualifications, expérience and job requirements as intimated by 
the Government of India to the United Nations on the 18th Novem- 
ber, 1967 are as under : 

QUALIFICATIONS 

Civil Engineer-cum-Administrator with Senior responsibilities. 

EXPERIENCE 

Lengthy expérience related to improvement and development 
Works on river and/or inland waterways and their integrated and/or 
segmented transport system, including runnlng of commercial ser 
vices, in coordination with other forms of transport. 

JOB REQUIREMENTS 

Examine the existing inland waterways and craft and advise on 
the most efficient methods of organizing the river services on a 
commercial basis in order to make thèse available means of transport 
This study should include modification of boats if any, loading, 
unloading and delivery of the goods to be carried, freight rates (to 
be coordinated with rail and road transport System), financial aspects 
and the management of opérations and overall organisation; 

Review and advise on proposed works conducive to the improve* 
ment and development of waterways by means of : — 

(a) extension of existing waterways; 

(b) deepening and protection of side of canals; 

(c) river conservancy; 
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(d) iunHov e m ent 'oi temiîpal/herlhmg f^j^iijiîf and cargo 
handllng eqoipnieiit; 

(e) hydrogn^ihic sarveys of river and Ibeâr tributaries; and 

(f) ooDStmctiQii of new inland ports. 

Provide advisory services with respect to improvement of tfae 
design of craft (barges, puslier togs, dredger, laondies and passenger 
vessels) for varying conditioiis of waterwajrs wiâim tlie integrated 
and/or s^mented rivor and/or inland waterways tranqiortatîoD 
pattem and recooimend tfae apprapriate measnres in corder to acfaieve 
tfae fai^iest possible sodo-economic benefit retnms (capadty, 
eflBdency and utilisation wise) in relation to infra-structural and 
otfaer capital investment" 

4.88. It bas been furtfaer stated tfaat tfae United Nations originally 
submitted particulars of four candidates from tfae United Kîngdom, 
Gaecfaoslovakîa and Canada, The particulars wer^ carefully studîed 
and it was fbund tfaat tfaey dUi not fulfil tfae requirements. Tbe job 
d e acijpti cm envisages an «igineer witfa l^igttiy expmence relating 
to improvement and development woriss on inland wat^ivays/ 
rivers induding running of conunercial services in conjunction vriA 
oâier modes of tranqpcNrt The Ministry faave also written indepen- 
dently to Indian Ambassadors in U.S.S1L, West Germany, NeÛier- 
lands» U.SA., Remania, and Poland to recommend suitaUe candi- 
dates. In case any candidate is f ound suitaUe, tfae United Natkms 
could be requested to consider his appointment. 

4.89. When asked during évidence if no experts were available 
in India, tfae représentative oi tfae Bdjnistry lias stated: ^Tfae foreign 
Government ftemselves are finding it difScult to locate a pesscm 
who will answer ail tbe reciuiremaits. Tbey are stiU at it The job 
requirem^its are rafiior severe." 

4Ji. ne Committee note diat a re^[iiest was auide sa ItA 
Navanber,19C7,bj Oe G^venmemtaf bilia im the United Natisaste 
tke seiTices af an expert wtai lei«fli csperiewe iclatii« te ifl«f^ 
ment and drvdopmeut works an inland watennqrs/rivers indndbig 
tvnning of caonncrcial s e t f lu e s in iwjnniHan wtth olker modes «f 
tnn^art. They ftntter —te that the particnlais af f— r nmdMatfs 
fram tht United Kingdoni, Cae ch as i a v alda and Canada whaae nanes 
were originally snbmitted by the United Nations, did Mt confom 
te tlie rc^iaisite job icunii eme n ts. The Committee midentand tkat 
efforts are being made te oMain a snitable candidate tram some other 
conntries where Inland water transport is predoaunant. The Com- 
mittee trust tint the Mteistry would continne th^ efforts vigoroas- 
ly te obtain tiie services of an expot on Inland Water Tran^ort 
devdopmcnt wlthout avoiiaMe dday. 



CHAPTEB V 

INLAND WATER TRANSPORT IN STATES 

A. Assam 

5.1 With regard to Schemes/Projects undertaken in Assam by the 
Government of India for development of Inland Water Transport, 
the Ministry hâve stated that there are iwo such schemes, t?iz., 
construction of a Fort at Pandu and construction of Jogigopa 
Port. The détails of structure relating to construction of Pandu 
Port are as foUows: 

Construction of a Port at Pandu 

52 In Assam, there were a number of inland ports on the 
Brahmaputra, namely Dibrugarh, Neamati, Tejpur, Gauhati, Pandu 
and Dhubri. However, modem port facilities of a permanent nature 
with handling equipment did not exist in any of the river ports. 
Floating godowns and sheds of temporary construction ashore of 
inland water transport operators and the railway loading ramps and 
barges at points where cross-river-railway ferries plied were the 
only available facilities through which the water borne traffic could 
be moved. Ail handling was manual throughout the région. The 
greatest percentage of tum roimd détentions was at terminais await- 
ing discharge, besides the time taken in loading and imloading. It 
was, therefore, felt that the introduction of adéquate port facilities, 
i.e., berthing, handling, transhipment, transit sheds, storage etc. 
would enable quicker discharge and réduction of terminal détentions 
to the minimum. The fleet could then take more trips per annum, 
thereby increasing it's overall transport capacity. The Government 
of India, therefore, proposed to develop some of the inland ports at 
Brahmaputra, xmder the Second and the Third Five Year Plan 
periods, as a flrst step in the development of Inland Water Transport 
in the area and took up the construction of a riverine port at Pandu 
with modem handling facilities. 

5.3 Pandu is situated on the south bank of the Brahmaputra 
about 5 miles downstream of Gauhati and was a major railway-cum- 
river transhipment jimction, where water borne goods from Cal- 
cutta were transhipped to wagons for onward carriage to the interior 
of Assam and where the railway borne produce of Assam was tran- 
shipped to river vessels for onward carriage ta Calcutta. It was àlao 
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a transhipment point for heavy machinery carried by the water 
route from Calcutta. 

I 

The Ganga Brahmaputra Water 'TVansport Board piepared as 
estimate of Rs. J28-81 lakhs for the provision of pcrt facilities as 
under: — 

(1) Raising of the land on the foreshore, facing and stone 
pitching of the land, including toe piling. 

(2) Construction of two transit sheds 250' x 60'. 

(3) Construction of roads and hardsteads. 

(4) Provision of one mechanical handling berth. 

(5) Other ancillary works. 

54 The Government of India sanctioned the estimate of Rs. 28-81 
lakhs in July 1959. The work was entrusted to the Assam Govern- 
ment on an agency basis and the Port was originally scheduled to 
be completed in two years but the work could not be completed as 
proposed for two major reasons, viz. (1) The land /or the construction 
of the Port at Pandu was to be made available free of cost by the 
State Government of Assam. The site selected for the purpose be- 
longed to the Railways and it took a long tjme in getting this land 
vacated from them after providing them with suitable land in lieu 
elsewhere and payment of compensation for their buildings and 
érection at the site selected for Pandu Port. (2) The contractor 
with whom the contract for the construction of the Port was placed, 
refused to carry out the work on the plea that land was not made 
available to him in time. The work was, therefore, entrusted to 
another contractor. This resulted in a lot of delay in the exécution 
of the work. Due to the increase in the cost of materials, labour 
etc. the work could not be completed within the sanctioned cost and 
the estimâtes hâve, therefore, been revised to Rs. 3414 lakhs. The 
work on the construction of the port has practically been completed 
excepting for some ancillary items like electrifîcation, water supply, 
construction of sub-station etc. and an expenditure of Rs. 33*80 laJdis 
has so far been incurred on the project. 

The provision of a mechanical handling berth has been shelved 
due to the reduced trend of trafïic. 

5J5 It has been stated by the Ministry that "The increase in ex- 
penditure on the construction of Pandu Port from Rs. 28 81 lakhs 
to Rs. 33*80 lakhs was mainly due to the following reasons: — 

(i) Delay in acquisition of land for the construction of the 
Port from the Railways and increase in the cost of mate- 
riâ^l and labour durlng lYve ç^\Âoà\ 
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(ii) The Contractor to whom the contract for the construction 
of the port was originally awarded did not fulfil the con- 
tiact and the work had to be entrusted to another Con- 
tractor at higher cost. 

(iii) cost of dismantling and rebuilding of RaiJway quarters and 
service buildings at new sites. 

(iv) Compensation for existing structures, 
(v) Rent for building godown. 

5.6 The construction of the First phase of the port has since been 
nearly completed. This port had its importance only when the 
Calcutta-Assam river route was open. Due to the closure of this 
route since the Indo-Pak hostilities, the water borne traffic has 
diverted to other modes of transport and at présent there is practi- 
cally no traffic at the port. The Port will gain its importance with 
the development of internai water borne traffic in the State of 
Assam. 

5.7 Explaining the delay in acquisition of land for construction 
oi Pandu Port, the Ministry have stated, "The construction of Pandu 
Port was sanctioned on 21st July 1959. The site selected belonged 
to the N.F. Railway. As the land was to be made available free of 
cost by the Government of Assam, it was decided that the State 
Government would make available to the N.F. Railway, land equal to 
the land to be released by them for the construction of the Fort. 
On 6th December 1959, a joint inspection of the works site was held 
by the officiais of the State Government; Railways and the then 
River S team Navigation Company and it was considered that the 
development of the Port would not be possible until the construction 
of the railway bridge at Pandu was completed (i.e. by the end of 
1962). However, the possibility of constructing the port side by side 
with the bridge project was examined and it was decided that the 
construction of the Port also should be commenced straightaway. 
After observing necessary formalities a major portion of the work 
was allotted to M/s. B. R. Herman Mohatta and Co., in I\lay 1960, 
in anticipation of timely clearance of land but due progress could 
not be achieved due to the existence of some railway structuresw In 
a meeting held at Gauhati on 9th November 1960, it was agreed that 
the Railways would clear the site and that the Port authority would 
HMet the expenditure on dismantling and construction of Railway 
buildings. Inunediately after that an estimate on this account 
(Rs. 87|170) was submitted by the Railways and was sanctioned by 
the then Ganga Brahmaputra Water Transport Board. Tiie Govern- 
ment of Assam allotted alternative land to the Railways on 5th April, 
1961. As no progress was made in shifting the railway track and. 



88 

dismantling of railway structures at the Port site the matter was 
discussed by the State Government with the Railways and it was 
deeided that the structure presently standing in the Port would be 
demolished by the Railway and that a similar structure would be 
constructed elsewhere. In spite of the best efforts the Railways 
handed over the land to the State Government only on 25th 
January, 1964." 

5.8 Aske4 to give reasons for non-imposition of penalty on the 
contractor for the delay, the Ministry hâve stated: "The agreement 
included a clause for the levy of penalty at the rate of Rs. 100 per 
day for delay in construction. The work could not be started imme- 
diately by the contractor due to non-availability of land from the 
Railways. Later on as the progress of the work was very poor and 
far behind schedule, a penalty at the rate of Rs. 100 per day was 
imposed by the State Government on the contractor. The contractor 
thereupon ceased to carry out any work and put forward his counter 
claim for compensation for the losses suffered by him due to the 
non-availability of the site to enable him to conunence the work in 
time. 

5.9 The matter was discussed at a joint meeting held in April 
1964, between the contractor and the concemed departments of the 
Government of Assam. The members présent in the meeting exa- 
mined the case thoroughly and it was considered that though no 
spécifie demand by way of claim /compensation was made by the 
contractor for the loss sustained by him, the difficulties encountered 
by him in carrying out the work including d'^lay on account o£ non- 
availability of site and rise in price and rates in the intervenins 
period were genuine. As a resuit, it was recomnaended af ter a fair 
appraisal of the contractor's difficulties, that the levy of penalty 
might be waived and the contractor also agreed not to prefer any 
claim for compensation. Hence the imposition of penalty was 
waived by the Government of Assam." 

5J.0. The Committee note that a few months after the comtnK- 
tien of Panda Port was sanctioned bi Jnly, 19S9, a joint iMspw^Om 
of the Works site was held by the offleials of the State GoTenuBcnt, 
tlie Railways and the then River Stearnship Navigation Campany 
on 6th November, 1959 and it was considered that the devdopMSt 
of the port wonld not be possible until the constmetion of raflway 
tMidge at Pandn was completed by the end of 1962. Ibe Cmnmittoe 
feel that instead of allotting the major portim of the wwk to a ew* 
tractor in May, 1960, it would hâve been prudent if the BOnistry kad 
waited till the eonstruction of the railway bridge at Pandu was em- 
pleted as originally envisagea. Xs m^X^xs %toQd the consfamctioo 
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work was delayed owingr to delay In the haiwllny over of ibe Umd 
by the Rallways to the State Govemment on aeeoont of the diffl- 
eulties of shiftlngr of railway track and dismantUng of railway 
striictare at the Port sUe. 

SU. The Committee fnrther note that the river traffic between 
Calcutta and Assam was paralysed as a resolt of hostilitles with 
Pakistan in 1965 and the Pandn Ptot has, therefwe, lost its import- 
ance as a transhlpment jonction for the présent. Tlie Govemment 
feeL however, tliat it will gain its importance with the developmeni 
of internai— water-bome trafBc in tlie State of Assam. 

Construction of Jogigopa Port. 

5.12 As regards the Jogigopa port the position has been stated to 
be as follows: 

In order to provide facilities for movement by the river route of 
that portion of traffic, which could not be moved by metre-gauge 
railway or by road from the broad gauge terminal of the North 
Elastern Railway at Bongaigaon to the destinations in Upper Assam, 
it was considered necessary to construct a riverine port at Jogigopa 
on the right bank of the Brahmputra, about 37 Kms. east of Dhubri. 
This port is intended to serve upper Assam in normal times and to 
function as an alternative route for ail Assam traffic during 
emergency. 

5.13 Keeping in view the volume of traffic to be handled at Jogi- 
gopa, a scheme costing of Rs. 59*35 lakhs was drawn up and sanc- 
tioned by the Govemment of India in February, 1966. The facilities 
proposed would be able to cater for a traffic of 500—600 tonnes, per 
day each way. This port may be expanded in times of need with 
an increased capacity of 1000 tonnes per day. 

5.14 The présent scheme indudes cost of land acquisition, réclama- 
tion and raising of foreshore for godowns, roads, etc. provision of flve 
railway spurs upto the river front, construction of transit sheds, sta9 
quarters and other andllary buildings, workshops, electriflcation 
and water supply for the entire port. The construction of the Jogi- 
gopa Port was taken up through the agency of the State Govemment 
of Assam in 1966. One railway spur upto the river front was com- 
pleted and opened to traffic in June 1966. The land required for the 
construction has also been acquired. The earth work fbr réclamation 
and raising of foreshore is in progress. An expenditure of Rs. 18 -24 
Iakfas was incurred on this project upto the end of 1966-67. 

5.15 According to the original schedule, the port ^«& V^ \a^ tsr- 
pleted within 24 months from the date ot \t& saxicWcscv. Vsl^^ 
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J.966. But in view of the présent low trend of traffic, it has been 
decided to go slow with the work. 

5.16 Asked about the further progress of work, the Ministry hâve 
informed the Committee that "For the présent, a fe^v residential 
quarters for supervisory staff and labour are being constructed and 
the port area is being fenced in addition to the earth work in fiUing 
and raising of the foreshore. In February, 1968, the Govemznent of 
Assam has issued a directive that ail State Government cargo booked 
from Calcutta and other places outside Assam for Sfaillong or various 
river stations in the State should be diverted to the rail-cum-river 
route except in spécial circumstances of lu'gency. The matter was 
foUowed up subsequently with the Railways and Trade Adviser of 
the Government of Assam and it is expected that Government cargo 
will move shortly along this port. However, if the Government spon- 
sored traffic ofïers in sufficient quantity, then this port wîll conie 
into importance. Pending the diversion of sufficient traffic, it is not 
possible to indicate the final estimate of cost of construction of the 
river port at Jogigopa." 

5.17. The Committee note that according to the original schedide 
the Joglgopa port was to be completed wlthin 24 montlis from tlie 
date of its sanction in Febniary, 1966, but in view of fhe présent kiv 
trend of trafic, It has been decided to go slow with the work. The 
Committee further note that with the issue of directives by the Gov- 
ernment of Assam it is expected that Government cargo will moTe 
shortly along the port of Jogigopa, but if the Government spcmsorcd 
traffic offers in sufficient quantity, then the port will corne into im- 
portance. The Committee hope that a watch will be kept on the 
trend of traffic movements so that the pace of work can be accde- 
rated at the appropriate time. 

5.18. The Committee desired to know the détails of the repair and 
construction facilities in Assam for inland water transport vessels. 

fhe Ministry hâve informed the Committee in a written note that 
"Till the closiu-e of the Calcutta Assam river route the repairs of the 
Inland Water Transport vessels plying in the Assam waters werc 
mostly undertaken at Calcutta. Thô ex-River Steam Navigation Com- 
pany, who were the principal operators in the région, owned a dock- 
yard at Calcutta viz. Rajabagan Dockyard, which had ample capa- 
city to undertake repair jobs and also construction of new vessels. 
Since the closure of Calcutta-Assam river route, it is no longer possi- 
ble to bring the sick vessels plying in Assam Waters to Calcutta for 
repairs and to move new vessels from Calcutta to Assam. At présent 
the Central Inland Water Transport Corporation Limited hâve got 
a floatl.tig workshop called Quilon* in Assam, ^^hich is equipped cnly 
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undertaken by some local firms and one o£ them has built some 
river craf t for the Government of Assam. Besides this, there are no 
other repair facilities available in AssanL The Central Inland Water 
Transport Corporation Linûted bave also proposed to set up a com- 
bined Marine-cufivAutomobile Workshop for Central Inland Water 
Transport Corporation and Central Road Transport Corporation ai 
Pandu, in one of the sheds available at Pandu. The Study Group set 
up by Government of India, to study the river services in Assam 
hâve in their report ref erred to the provision of repair and drydock 
facilities in Assam. The Government of Assam hâve also suggested 
the provision of similar facilities in AssanL The reoommendations of 
the Study Group are being examined for the formulation of schemea 
for the Fourth Five Year Plan.'' 

S.19. The Committee are glad to note that the Study Group set 
np by the Government irf India to study the river senrioes tai Assam 
bave in their report ref erred to the provisioii of resmir and dry-dwk 
fkeilities in Assam and tlie Government oC Assam Juive also snggeal- 
ed the provision of similar facilities in Assam. The Cwunittee trust 
tiiat after the recommendations of the Study Group are examined 
and schemes for the Fourth Five Year Plan loimulated, it will be 
possible to Inclode the necessary focUities as suggested. 

State Schemes 

5.20 A Study Group of Estimâtes Committee visited Assam during 
jMiuary, 1969 and held discussions with représentatives of the State 
Government on devdopment of Inland Water ways in that région. 
The Committee hâve been informed that "In the plains of Assam the 
rivers Lohit, Dibong, Dehing join each other near about Sadia and 
ttom, tins point onwards the river is known as thé Brahmiq[mtra. A 
number of tributories join this river in its passage to the sea. The 
main one on the North Bank are Subansiri, Bhorali and Manas, 
wliile those on the South Bank are the Dihing, Desang, Dekhow, 
Diiansiri and Kopily-Kolon^ 

About the three décades ago the R.Slf. Co. (Joint Steamer Co.) 
were regularly operating upto Sadia. They were also operating on 
the feeder river as follows: — 

(1) River Subansiri for a distance of 130 Kms. 

(2) River Dihing for a distance of 35 Kms. 

(3) River Desang for a distam>^ of 75 Kms. 

(4) River Dekhow for a distance of ^ Kms. 
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(5) River Dhansiri for a distance of 40 Kms. 

(6) River Kopily-Kolong for a distance of 90 Kms. 

For one reason or other mechanised crafts gradually ceased plying 
on the f eeder rivers of the Brahmaputra for a distance of about 400 
Kms. Prior to the earthquake of 1950 the Inland Vessels used to ply 
from Calcutta to Dibrugarh throughout he year. After the earth- 
quake, however, the main line service was terminated at Desang- 
mukh, 70 Km. down stream of Dibrugarh and the f eeder servtoes 
was introduced upto Dibrugarh. Sfnce October, 1966 ibis feeder 
service was aiso discontinued mainly due to lack of suitable feeder 
crafts and berthing sites. Later in December, 1961 the main Une 
service came to hâve its terminus at Neamati. After the conflict wifh 
Pakistan in the year 1965 the whole Inland Water Transport systm 
on the Brahmaputra river has suffered a great setback as the route 
from Assam to Calcutta has been closed. Due to this reason a large 
number of fleet of joint Steamer Ccnnpany and the other Inland Water 
TrMDspori operators were captured by Pakistan. Also due to the laék 
of IraflSc and suitable dry-docking and repair facilities a large 
number of vesads, coniined in Assam water, were laid up. 

From 1947 onwards the âge old vessels were operating very un> 
economically and as such the first setback has fallen upon the Inland 
Water Transport System of North-Eastem India. Slowly and steadi- 
\ly due to one reason or other the Joint Steamer Company has been 
liquidated and the Government of India came forward to fioat a new 
Company named Central Inland Water Transport Corporation to run 
the commercial Inland Water Transport service on the Brahmaputra 
and in Calcutta. 

Some of the problems faced by Central Inland Water Transport 
Corporation hâve been stated as follows: — 

(1) Lack of suitable modem vessels for local traffîc en the 
Brahmaputra; 

(2) Lack of suitable building, dry-docking and repair facilitiei 
for building new vessels and for recommissioning un* 
worthy vessels which they hâve inherited as asset from 
the old Joint Steamer Company. 

(3) Lack of coordination among différent modes of transport 
like Railways and road transport System. 

(4) Lack of confidence of the Indus trialists and shippers to 
Inland Water Transport services for transporting 11 
goods. 
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(5) Opening of new industries away from the river Bank& 

(6) Lack of proper maintenance of navigable channel. 

Over and above the Brahmaputra river System, there was another 
navigable river system in Assam bef ore the hostilities with Pakistan 
1965. At that time old Joint Steamer Company used to ply vesseîs 
from Silchar and Karimganj. on the river Borak, to Cal- 
cutta. This was the main life line for the people of that regton. But 
this route was also closed down by Pakistan after the aggression. As 
a result the mechanised Inland Water Transport service on the river 
Borak has gone into oblivion. 

llie trafEic available from Inland Water Transport has automati- 
cally diverted to roads and railways and parallel to the navigable 
waterways extensive railways and roads were built. This is also one 
reason for which the Inland Water Transport has suffered another 
setback. Also during the first three plans Government hâve given 
importance to irrigation without considering the navigable aspects 
of the rivers. As a resuit most of the navigable rivers in India hâve 
been drained out beyond the navigable depth even for small country 
boats. Only the rivers of Assam and the back waters of Kerala were 
left out from this f ate. 

The recommendation of Gokhale Committee was accepted 
promptly by the Crovernment of Assam and they hâve set up an In- 
land Water Transport Directorate in the State Government with a 
skeleton staff in the year 1959. But similar to Ganga Brahmaputra 
Water Transport Board very little fund was made available to this 
Directorate for developing Inland Water Transport in Assam and 
exc^t certain investigations and the construction of an Inland 
Port at Pandu, as an agent of Ganga Brahmaputra Water Transport 
Board, very little work could be done by the State Inland Water 
Transport Directorate in the Second and Tliird Five Year Plan 
periods. As a resuit the Inland Water Transport in Assam has dete- 
riorated fiulher and whatever Inland Water Transport System existed 
before, also has come to a breaking point. Fortunately both the 
Central and the State Govemments hâve realised that the Inland 
Water Transport as a cheap mode of transport should not be allowed 
to meet its doom. This was also reemphasised in the last meeting of 
the Transport Development Council. The State Govemment's main 
attempt will be to build a foundation only for Inland Water Trans- 
port in the Pourth Five Year Plan, so that without any hinderance 
this mode of transport can develop with greater vigour as in the 
advanced rountries of Europe and America. 

As Assam is strategically situated the BrahnMputra river has 
considérable importance not only as an important Inland W^^a^x 
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Transport system in the normal time but also it can serve the situ- 
ation during any emergency arising out due to f oreign aggression. 
So in other words the river Brahmaputra can be termed as a Border 
Water Highway, in similar situation and condition like the thousands 
of miles of Bordar Roads built by the Defence Department But due 
to the présent desparate condition of the navigaUe channd of the 
river Brahmaputra it is not worth-while for sudi a status. A water- 
way can prove its existence only when the same can be used 
througbout the year and in any condition. Thou^ the river was 
maintained regularly and effidently by the old Joint Steamer Com- 
pany, the same is not true for the présent. The navigjable ^^H^nn^i of 
the river Brahmaputra throughout its stretch has deteriorated to 
such an extent that in some places it is not suitable even for a vessd 
having draught of only 3 ft So, if this has to be considered as water- 
way, the first duty of the Government should be to maintain tbe 
navigable channel throughout the year so that at any time and in 
any emergency the river is usable for mechanised vessels. If the 
river is not maintained efficiently then even if it is decided to utilise 
it at a later date it will be not possiole to do so. At one time tbe 
Government of India decided to make the river Brahmaputra a 
National Waterway. But subsequently» nothing has been heaid 
about that Considering its stratégie sigmficance there is no reason 
why the tlver Brahmaputra cannot be made a National Waterway. 

Over and above the plains areas of Assam there are certain 
rivers in the Hill areas which hâve the potentiality to develop 
Inland Water Transport;* 



SÛ21 In the course of évidence the Committee pomted out that in 
tfae courm of their study visit to Assam, the Study Gmap of the 
Estimâtes Committee had been informed that **at the présent rate d 
maintenance of the navigation channel in the Assam rivers, aifter t 
few years it would be very difficult for them to open up some of tfae 
waterways again. So the Centre should go in a big way and should 
not sly^V^n the effwts of maintenance of the various waterways.* 
The représentative of the Inland Water Transport Corpomtioo 
stated, That is not factually correct position. They are not in 
touch with the day to day conservancy measures that ane beinf 
taken. Government is reimbursing the company of the expenses in- 
curred by it in maintaining conservanc>' measures. There is no 
difBculty at ail and we shall certainly maintain the navigable dian- 



S.SL IV Committee désire that the fact that 
callf amitrj and ttet the Brmhmapatn river 

Ibr mland water Iraaspert m the normal timaa» anl Ihe 
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fact that it can also serve the situation during any emergency» will 
be borne In mind by the Government and no efforts would be svared 
to keep the river Brahmaputra free from obstructions to keep it 
navigable throughout the year. Spécial considération shoitld also be 
accorded to the question of development of inland water transport 
System in Assam ineludJng the Hill areas. In this connection the 
Committee would like to invite the attention of the Afinistty to the 
recommendatlon made in para. 4.11 of this Report. 

5.23 At the instance of the Committee the Ministry hâve fumish* 
ed the following détails about the developm^it of navigation in the 
Mizo Hills: 

Inland Water Transport Schemes for development of navigation 
în the Mizo Hills were taken up by the Inland Water Transport 
Directorate, Government of Assam, under the State Scheme far 
carrying out hydrographie surveys of thèse rivers. 

Total expenditure 
Name of the Scheme Provîsion'made incurred vpto 

Febniary, 1969 

Rs. Rs. 

Dhaleswai i-Katakhal Navigation 
Scheme . • • • 4,16,000- 00 .-,45,700-00 

Kolodync Navigational S :hcme • 7,71,525 00 77^500 • 00 

Borak Navigational Scheme 6o,ooo- 00 56>^7' 00 

Création of an Aijal Sub- 

Divisioii .... 1,60412-00 98,130- 00 



5.24. The preliminary work of hydrographie surveys along the 
river Dhaleswari-Katakhal was almost complète during 1965 to 
1968. TTie surveys were undertaken on seasonal basis i.e. during 
low water perîod of the year only. A total length of more than 
125 k.m. of the river Dhaleswari from Dhairabi to Katakhalmukh 
and upstream was carried out. The survey revealed that there are 
loose boulders and 5 Nos. of major rapids and also many minor 
rapids, rock out crops etc. Thèse rapids cause great turbulence dur- 
ing high water and also act as natural dam during low water season. 
Hence a careful study has to be made for cleaning thèse obstacles 
and also by construction of locks to negotiate the fall. However, sur- 
veys during both the seasons i.e. dry season and monsoon season 
could not be carried out due to disturbed conditions in the Mizo 
Hills areas. The river has been surveyed from Charmurah to 
Mohanpur, a distance of 90 K.m. for clearance of snags and fallen 
trees etc. durjng 1968-69 for smooth navigation. 
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5.25. A total length o£ about 113 k.m. of river Kolodyne has becn 
surveyed under Kolodyne Navigation Schéma in 1964-65 between 
Darzoghat to Lawngmesu to pijepare a plan of the river with its 
surroundings longitudinal and cross section to study the possibk 
Works necessary for developing the river route. It is notieed that 
there are 70 rapids, of which 25 are major rapids. The Twînimnm 
depth of water available during low water season is 0* 45 meter and 
the différence between high water and low water levçls is over 34 
meters. In order to make this reach navigable, it would be neces- 
sary to negotiate the rapids by-pass channels. As the terrain is 
ruggied such works would not only be difficult but aiso very ex- 
pensive. The question of making Kolodyne river navigable in tbe 
concerned sector for a road-cum-rail-water route was examined in 
1966 in consultation with the Ministry of Irrigation and Power, Ifin- 
istry of External Affairs, Planning Commission and the Roads Wing. 
It was then reported that there was already a progranune for tbe 
development of roads in the Mizo Hills. It was considered that it 
would be relatively easier and cheaper to extend this road rigbt 
upto Paletwa in the Burmese territory instead of developing the 
difficult waterways with rapids from Lawngmesu to Paletwa. 

5.26 Hydrographie surveys of ri\'er Borak from Lakhipur to Kat- 
akhalmukh and from Lakhipur to Tipaimukh. a distance of about 
104 kms, hâve been carned out under the Borak Navigation Scbeme. 
It has bcon found that plying of boats is difficult in winter due to 
inadéquate depth of water in the lower reach and in summen in the 
hilly région, it is hazardous to ply due to excessive current and 
présence of boulders and snags. During monsoon, movement of 
boîitR is posible in lower reaches. 

5.27 As rri:ârd5 the création of an Aijal sub-division, a stdnlîvi- 
sion has been created 3t Siîchar temporariîy as access to the river 
is easv from SHchar. 

5.28 A tfftal pro\ision of Rs. l.&^OOOOO has been madc in tbe 
b\;clçet for t^e PhaîeswaTi-Katakhaî river scheme and estabUduBCot 
CTTv^.-îiture v?f siîV-dix'isionaî ofïîce at Siîchar. during !1 

5^9< The Cnmmittre iK4e the pOKsitioB wil 
Go\imimeiit scbeoie relatiBi^ to Inhuid Water TtiBiipail te tke 
tlilU of .Vssmnu The Committee hope dnt afi 

ha\*r alTYAdr be<^n cmrrkd oot to a icreat extmt are CMapIctBi. the 
qaestmi of completiair the variWK schCHies far 
<:at]m in the >Iiao IHOs will be tikcB 19 te rifte 

5?? T>r C "r.r^i::ee xrartec :- fccw If the propi>saI of AsMn 
vr ivrT:-::fr- f. - rilarciri: the so.-^oe .^f t>ïe km asùvlam» s> as to 
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commercial services has been accepted. The Ministry hâve stated 
in a writtea note: "The Planning Commission during the discus- 
sions on the draft Fourth Five Year Plan (old) had decided that aU 
Schemes pertaining to inland water transport should be transferred 
to the State Plans and that the Central Government would only be 
concemed with the spill-over schemes which were sanctioned and 
started durnig the Third Five Year Plan. Since the commence- 
ment of the Fourth Plan was deferred to April 1969 and the provi- 
sion of funds for the Inland Water Transport Schemes (spill-ovcr 
schemes only) was being made on an year to year basis such a trans- 
fer of Inland Water Transport Scheme has not so far been eflfected. 

5.31 The Government of Assam has forwarded a list of new 
schemes relating to the development of inland water transport in 
Assam costing about Rs. 180 lakhs for inclusion in the Fourth Plan 
under the Centrally sponsored schemes i.e. Central Loan Assistance. 
Thèse include (i) Docking and Repairing facilities— Rs. 80-00 lakhs, 
(ii) Terminal facilities to Steamer ghats— Rs. 50* 00 lakhs, and (iii) 

Purchase of modem river craft for ferry and other purpose — 
Rs. 50*00 lakhs. They hâve not even indicated the broad détails of 
the schemes showing the nature and scope of the scheme, the main 
items of works, économie justification and technical feasibility etc. 
In the absence of such détails, the schemes forwarded by the State 
Government are not amenable to scrutîny and examination. 

5.32 However, recently the National Development Coundl, has 
decided that selected and well defined items of inland water trans^ 
port should only be included for central assistance under the cen- 
trally sponsored schemes in the Fourth Plan. The scheme thus pro- 
posed to be under the Centrally sponsored schemer. will be discussed 
wîth State Governments. 



5.33. The Committee hope that the Ministry of Shipping and 
Transport will examine the Fourth Plan schemes sabmltted by tile 
State Government of Assam in the light of the décision of the Ka* 
tional Development Councii tliat only selected and well-defhied items 
of inland water transport should be included for Central assistance 
under the centrally sponsored schentes in the Frarth Plan. The 
Committee tmst that the centrally spoiiMred sehemes wHl be dis* 
cnased with the State Gevemmeot withoot delay. 

5.34. The Committee desired to know the approach of the Minis- 
try to the recommendation made by the Bhagavati Committee in 
their report on inland water transport and wbether this matter was 
taken up with the Planning Commission for inclusion in the Fourth 
Plan. The Ministry hâve stated in a writtçu ^.U^m^tv^ ^î^3è^^^*^ 



implementalion of most of the i?eùoimnendaliôns involves consîder- 
able investments and would dépend cm the improvement ôl tJraAc 
offerings by the river route to at least 50 per cent of thé éstiinated 
traffic. At présent there is no movement ôf tJrâftic by river eveû 
after the issue of the directive by the State Government of Assam 
in February 1968 for diversion of ail cargo moving on Government 
acçount to Shillong and other places on rail-cum-river route. Sttb- 
seguently a meeting was held with the Heads of varioU§ Departmcnis 
of the Grovemment of Assam and the représentatives of Central 
Inland Water Transport Corporation In ffèbruary 1969 at the instance 
of the Chief Minister of Assam and it was decided that ail incoming 
traffic other than sugar, wheàt and wheat products particularly traflSc 
meant for stations served by river transport and booked on Govern- 
ment account should be ear-marked exclusively for the rail-<niTn- 
riyer movement except on grounds of urgency. The Corporation is 
also trying to organise the movement of crude oil, steel, cément, and 
fertilisers in bulk by the river route. However, it may take some 
more time before the traffic actually starts moving by the river route. 

5.35 It has been decided to place the report of the Study Group 
before the Joint Steering Committee consisting of the i epresentative*^ 
of thè Ministrie^ of Irrigation and Power, Railways, Shipping and 
Transport and the Planning Commission, which was set up in S^ 
tember, 1967, so that a co-ordinated yiew of the transpoi-t problçm^ 
in Assam could be taken. 

5.36 However, necessary provision for the implementation of the 
reconunendations of the Study Group was suggested in the Fourth 
Fîve Year Plan proposais. Recently the Planning Commission hâve 
indicated Ihat due to the constraint of resources, the overall provi- 
sion for the development of Inland Water Transport in the Central 
Sector in the Fourth Five Year Plan would be considerably less 
than w)iat was demanded. The implementation of the major re- 
commen dations of the Study Group will be considered in the light 
of the recommendàtions of the Joint Steering Committee." 

5.37 The Committeie hope that the report of the Study Groap. 
which iras appointed to oonsider the Inkmd water transport develop- 
ment bi Assam, will he placed before the J<*it Steering Committee 
withont delay. They also hope that the Implementation of (he major 
recommendàtions of the Study Group wîll be considered by the 
Ministry in the light of the recommendàtions of the Joint Steerii^ 
Commiitee. 

B. Bnckini^am Canal 

5.38 The Buckingham Canal îs an inter-State navigable waterway. 
cûmple^ed in the year 1897. IX otl^T^ ^ \\t\^ q\ xv^v^Tèiv^xv for. small 
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country crafl for a lehgth of about 260 miles and affords an easy 
and cheap mode of communication from the northem most point of 
the Godavari Canals to Madras city and aiso to about 64 miles fur- 
ther sbuth. It is a sait water canal and runs parallel and close to 
the Coromandel Coast at a distance of 3/4 to | miles irom the ses, 
jdlnirlg Up a séries of natural backwaters, dépressions, low lying 
lands and estuaries df ilï the rivets in this Icngth. The canal is fed 
by tidal waters from the séfa through rivers and creeks. The canal 
connects the Commanur Canal ôf Krishna Western delta systêin, 
whidi in tum is connected with the csiilals of Godavari delta irt 
Andhra State in the north with the large Maricanam backwaters in 
the south Arcot District of Madras State. The complète inter- 
connected system présents a continuous 400 miles of navigable chan^ 
nel along the coast. 



5.39 The canal north of the river Cooum in Madras city is knowrt 
as North Buckingham Canal, the length being 196 miles, while the 
canal of south of Cooum river in Madras is called South Buckingham 
Canal having a length of 64 miles. After the séparation of Andhra 
Pradesh, the length of North Buckingham Canal in Madras State 
is only 36 miles while the balance 160 miles lies in Andhra Pradesh 
limits. The North Canal enters Madras City at about 4 miles from 
the zéro point, being the junction of the canal with the North arm 
of Cooum. Tlie canal, though running close to the Madras Port 
has got no connection with the harbour and this has not been possi- 
ble because of rapid development of the city area. 

5.40 The traffic in the canal both in the north and the south is 
covered on country boats of capacity ranging from 2 to 30 tonnes. 
In the Buckingham Canal lying in Andhra Pradesh. the volume of 
traffic from ML35/6 to M.196/2 for the years 1962 to 1367 is furnished 
belowi 



Year 

• 


Total volume of 

cargo moved 

both up 

anddown 


Total No. of boats 
plied during the 
■ year (capacity 2 to 
30 tons) 


Total No. of 

passéngers 

tiavelled by 

boat 


1962-63 

.i963-«4 

1964-65 
1965-66 

1966-67 


. 48251 tons 

57069 .. 
68807 „ 

58478 .. 

53472 " 


7003 

6595 
6834 
5908 
410? 




794 
398 
268 
NU 
Nil 



S.4t The main items that are at présent being transportèd are (a) 
fire wood (b) sait (c) shell Urne (d) paddy. Thèse are collected 
mUmg tfae places where they are avaSlable %A\chx&sw^ Hick^ tssiaiS. «»^ 
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loaded in countxy boats of différent capacities and brought to tbe 
landing places on the canal such as Gunjam, Ko&apatnam, Pakah, 
Woolapalum, Karedu, Ramayapatnam, Mypad basin, Muthukar 
Basin etc. From thèse, they are taken to the différent markets for 
disposai. The destination of the cargo towards south is generaDy 
Madras and towards north is generally Vijayada. 

5.42 The total revenue realised on the Buckingham canal in this 
reach during 1966-67 is Rs. 23,870/-. 

5.43 As the draf t is limited to only 3 f t. in the canal and even this 
is also not available in certain reaches, only country boats of capad- 
ties 2 to 30 tons are plying in the canal. 

5.44 The statistics regarding the number of boats moved and ton- 
nage/passengers transported in the Buckingham canal lying in 
Madras State are furnished below: 



Year No. of boats No. of passengcrs Tonnage 

transported 



1962-63 936 N. A. 1339525 

1963-64 C-685 

P-3I5 100 291 1 2>099034 

1964-65 C-725 

P-325 1050 3752 2,03,749 

1965-66 C-773 

P-333 1106 3019 2,10,124 

1966-67 C-661 

F- 56 717 5712 i>3o,486 



(C — Cargo Boats, P— Passcnger Boati) 

5.45 The bulk of the trafflc in the south Buckingham Canal ccm- 
sists of flre wood, sait, lime shell and coconut leaves for which tbe 
Madras city is the chief market. The outward traflBc in the aoutii 
from the Madras city is confined to food grains, edible oils, Kerosenf. 
utensils and other necessities of life. Similar to the north Bucking- 
ham Canal, the trailic in the South Buckingam Canal also is mostly 
unidirectional, i.e. towards the city. The boats retum almost empty 
after discharging their cargo at the Thannirthuraî wharf tt 
Mylapore. 

5.46 It has been stated by the Ministry that the main improve- 
ments to the canal proposed by Andhra Pradesh Government are to 
increase the bed width of 20 feet to 33 feet and deepen the canal to 
hâve a draf t of 6 feet throughout its length with side sloipe of 2: 1 in 

closed reaches, 3:1 in backwateis atvd 4:1 in open reaches tfaeietgr 
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f acilitating the movement of bigger vessels upto 80 tons capacity. The 
State Govemment's proposai is estimated to cost about Rs. 125 Iakhs, 
prepared in 1956-57 to carry-out the above improvements and this 
may go up to about Rs. 200 lakhs as per présent day rates. 

5.47 In so far as improvements to the Canal proposed by Tamil 
Nadu Government are concemed, the Ministry hâve stated in a note 
that the Tamil Nadu Government formed a high level technical Com- 
mittee in 1958 to suggest comprehensive proposais for the develop- 
ment of the Buckingham Canal and the Cooum river within the dty 
limits. The Committee recommended that the 33 feet and draft io 
6 feet with side slope 1:3 and that the south Buckingham canal be 
deepened to 6 feet with side slope 1: H. Based on the recommenda- 
tion of the Committee an estimate for Rs. 470 lakhs for carrying or 
the above improvements to the Buckingham canal for its entire 
length in Tamil Nadu was drawn up by the State Government. 

5.48 It has been suggested that for an integrated development of 
Buckingham Canal, a project report should be drawn up by examm- 
ing in détail the technical and économie feasibility of the scheme on 
an assessment of the traffic potential for the entire canal lying in two 
States to justify the cost benefit ratio and that on receipt of the report 
a study group may be constituted consisting of the représentative of 
the Govemments of Tamil Nadu and Andhra Ptadesh, Planninft 
Conmiission, and Ministry of Shipping and Transport for further dis- 
cussion. 

5.49 During the course of évidence, the représentative of the 
Ministry has stated that the State Government of Tamil Nadu has a 
proposai for spending Rs. 110 lakhs during the Fourth Plan period for 
the development of the Buckingham CanaL Part of this expenditure 
is for. the development of the Cooum river. The Andhra Pradesh 
Government hâve drawn schemes costing Rs. 112 lakhs during the 
Fourth Plan period. Asked to state the plan provisions as flnally 
approved, the représentative of the Ministry has stated: *1t is still 
under considération. It is ail a part the entire exercise of the Fourth 
Plan." Asked to state whether the schemes would be completed 
during the Fourth Plan itself , the représentative of the Ministry 
replied: "As far as possible, we shall complète ail programmes in 
the Fourth Plan. It dépends on the final outlay.'* 

5.50 The Committee wanted to know the method and manner of 
liaison maintadned by the State Government of Tamil Nadu with 
that of Andhra Pradesh, Government in regard to maintenance, 
dredging, collection of statistics, etc. in so fàr as they re\».tft tx:^ ^!^ft 
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Buckingham Canal. In a written note furnished to th» Comimttee, 
the Mihistry hava stated : 

5.51 "The maintenance, dredging and collection of statistics in 
respect of the Buckingham Canal are being done by the State Gov- 
emments of Andhra Pradesh and Tamil Nadu for the portion of the 
canal lying in their respective States. For the préparation of major 
schemes for the developmènt of Buckingham Canal, similar spécifi- 
cations were foUowed by the two State Govemments and the schemes 
hâve been formulated by the State Govemments accordingly." 

5.52. The Committee note that plans have been drawn up by the 
State. CiQvemments of Tamil Nadu and Andhra Pradesh for dere- 
lopment of Backingham Canal during the Fourth Five Year Plan. 
In View of the t»ci that this Canal is an inter-State navigable water- 
way and carrles considérable tra€Bc (both goods and passengers), 
there is an imperatlve necessity for draving up an integrated pUa 
for the developmènt of this canal as a whole. The Cwimlttee agrée 
with the MfaUstry that for an integrated developmènt of the Buek- 
Ingham Canal, a project report shonld be drawn up for examintats 
in détail the technical and économie f easibility of the scheme fv 
long-term developmènt of the Canal on an assessment irf the traiBc 
potential for the entlre canal lying In the two States. The C^na- 
mittee suggest that after the Project Report is drawn up, a Stody 
Group consisting of the représentatives of the Government of Tamil 
Nadu« Andhra Pradesh. Planning Commission and the Ministry ef 
Shipping and Transport should be constituted for further examina- 
tioQ of the same. 

5.53. In view of the fact that the Buckingham Canal is an inter- 
State Canal and is an important waterway, the Committee suggert 
that the question of declaring it a National Waterway may be eoo- 
sidered by Government. In this connection, attention is invifed to 
the reeommendation in para. 4.11 of this Report. 



C. D.V.C. Navigation Canal 

5.54 It has been stated by the Ministry of Shipping and Transport 
that the Left Bank Main Canal of the Damodar Valley Corporation's 
Irrigation Project has been designed as *Irrigatîon-cum-Navigatîon' 
canal. It takes ofî from Durgapur and meets the River Kunti at a 
point about 2 miles above its confluence with the Hôoghly whidi. 
again, is about 35 miles upstream from Calcutta. The total lepgBi 
of the canal, including its Kunti Portion, is merely 87 milea^ 
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5.95 Designed to hâve a minimum depth of 8 feet aU the year 
roimd, the canal was considered to be suitable for navigation of 
river craf t including power barges with 6 ft. drau^t. There are 22 
locks on the canal, designed to admit two 200 ton barges at a time. 
Eight loading and unloading berths and a few godowns hâve been 
provided along the canal. The idea behind the canal was to provide 
an alternative and cheaper traffic route from Durgapur to Calcutta. 
Durgapur is about 20 miles from the Raniganj Coal-flelds and it it- 
self a growing industrial centre. 

5.56 Although the canal was ready for commercial opération 
several years back, the trial and test run with the D.V.C. Tug boat 
and Dumb barges was successfully completed during July 1963. In 
consultation with the Ministry of Transport, Grovemment of West 
Bengal, M/s. Hindustan Shipping Co. Ltd., Howrah, was entrusted 
with the commercial opération of this Navigation Canal for a period 
of ten years with effect from Ist October 1965 an open tender basis. 
After completing successfully trial and test run this firm carried 
cargoes of about 600 tons during October 1965 and April 1966. But 
ultimately they failed to operate and consequently the agreement 
entered into with this firm was terminated on Ist August, 1967. The 
Central Inland Water Transport Corporation Limited (formerly 
R.S.N. & Company) showed interest towards this D.V.C. Navigation 
Canal for commercial opération and the DVC authority authorised 
this firm to hâve trial runs as preparatory to a commercial agreement 
with the Co-operation more or less on the same lines as in the case 
of M/^. Hindusthan Shipping Co. Ltd. The navigation experts of 
this Company undertook detailed study of this scheme and during 
January 1968 a craft was sent to survey the entrance to the canal in 
order to ascertain the navigability of the Kimti channel linking this 
navigation canal with the Hooghly, which is subject to tidal effect 
They are collecting the particulars from the D.V.C. for detailed 
study. The canal is at présent not under opération. 

5.57 It has further been stated by the Ministry that according to 
the estimate prepared by the Navigation Advisory Committee set up 
by the D.V.C. (1956) the Canal could carry a traffic of 20 lakh tons 
a year but that such development will take about 13 years* time. 

5.58 A provision of Rs. 90 lakhs (Rupees ninety lakhs) was made 
in the Third Plan, largely for the completion of spill-over schemes. 
Of this amount, one third, le. Rs. 30 lakhs, was provided in the Plan 
of the Transport Ministry and the remaining two^thirds was distri- 
butad equaUy in ^ ^lans of Bihar and West BengaL The 
DVf! he spill-over expenditure in the Thii 
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Plan was very much less than the provision made earlier. Expendi- 
tures incurred during the Third Five-Year Plan and the subséquent 
t wo years are indicated below: — 



Period 


Capitcd Expenditure* 


Revenue 




Plan 


Non-Plan 


Expendiiure 




Rs. 


Rs. 


Rs. 


3rd Five Year plan 


44>94>870.oo 


38,63,354.00 


17,16,890.00 


1966-67 


2,36>i8o.oo 


• • 


12,053222.00 


1967-68 


78,272.00 


• • 


9>69,9ii.oo 



5.59 Asked to state the reasons why the contractor backed eut and 
the agreement had to be terminated, the représentative of the Cen- 
tral Inland Water Transport Corporation has stated: 

"DVC had entered into an agreement with a contractor who 
undertook to provide transport f acilities, but he could not 
get sufflcient traffic. Last year his contract was termi- 
nated. Now the Central Inland Water Transport Corpora- 
tion has been asked by DVC to organize a service. We 
shall organize a service to the extent possible from 27th or 
28th February. Some dredging is going on now because 
the Kunti outfall is completely silted up. The dredging is 
being done by DVC themselves. They hâve called for 
tenders for somebody to operate their dredging and re- 
move the spoils." 

5.60. In reply to the question whether commercial possibility of the 
enterprise was fully investigated before the Corporation agreed to 
take it over, the représentative of the Corporation has stated: **The 
contractor, firstly, did not hâve sufficient number of suitable craft 
Secondly, the anticipated traffic did not matérialise. So, he with- 
drew. We hâve enough craft now and we propose to organize a 
service as best as we can. The traffic has got to be developed. If a 
regular service is provided traffic might develop. We hâve tried to 
contact people at Durgapur and Calcutta. To start with, Durgapur 
Chemical Works, a West Bengal Government undertaking, want to 
move 30 tonnes of sait per day. On the return trip, the Durgapur 
Projects will give us coke." When asked further whether any agrée» 
ment with the parties has been entered into, he stated, *There is no 
need for any agreement because there is nobody else in the field. We 
hâve not entered into any contract." 



•Kon-Plan Capital expenditure of Rs. 38,63,354.œ during 3id Plan inchided 
Jvm of Rs. 34>27>203.oo on account of Interest. Other figures for Oipital cxpendiUifC 
do not indude intcTtsîM The figure for revenue expenditure do not indoded depieda* 
non Mnd iaterest charges. 
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5.61 Asked to state whether the traffic estimâtes of 20 lakh tons a 
year still held good, the représentative of the Corporation has 
stated: 'The traffic estimâtes do not hold good any longer, because 
our basis was that 10 lakh tons of coal would be used by Bandel 
Power House which could be carried by water. But then it was disr- 
covered that the grade of coal required by the power house was not 
available in proximity to the canal. Then, the Durgapur express 
hi^way was built by the State Government and the Railways hâve 
improved their capacity by electrification. So, the estimâtes are no 
longer valid as they were in 1958. Suitable traffic has now to be cul- 
tivated and developed." 

5.62. The Committee enquired whether» when the estimâtes of 
traffic were prepared, the authorities did not take into account the 
basic f acts that the express highway was likely to divert more or 
less the entire traffic and the Bandel Power House required a grade 
of coal which was not available in proximity to the canal for being 
carried by water. The représentative of the Central Inland Water 
Transport Corporation has stated in reply, "So far as coal is con- 
cemed, it is an error."" He has added: ''There is just one possibility 
imder examination. Pig iron is produced for export purposes by the 
Durgapur Steel Plant. So, we may get some traffic." 

5.63. The Committee note that, according to a traffic estlmate pre- 
pared in 1958, the DVC Canal was ezpected to carry a trafBc of 20 
lakh tons a year. The total tralllc included 10 lakh tons of coal which 
was ezpected to be atllised by Bandé! Power House. The Com- 
mittee regret to oboerve tliat tiiis tralBc estimate was uirealistic and 
it dU not take into aoeoant tlie basic f act tiiat tlie grade of coal re- 
qaSnâ by tlie Bandd Power Bonae was not available in proximity 
to tiie DVC Canal tor being carried Iqr water. Tfeie DVC Project 
authorities alao perliaps dId not vismûise tliat tlie IHirgapiir Ex- 
preBB Ifli^way eonld liave an impaet on the tran^^ort of goods by 
the water roate, 

5.64. The Committee fnrther pote that the Central Inland Water 
Transport Corporation bas been asiœd by DVC to organiie a com- 
mandai serviee on tlie DVC Canal and they are taidng stepa to deve- 
lop soitable traffic for being carried by water. The Committee hope 
that tiie Corpovatioii woold eziriore tlie feasibility of carrying pig 
iron that la being produced ftMr ezport purposes by the Dorgapor 
Steel Fiant. 

D. Goa 

5.65 The river and canal Systems in Goa bave been used for a 
long time for transportation of iron ore from the mines to the port. 
Inland Water Transport handles about 80 to 85% Irotv ^t^& ^-k^tN^ûw, 



lOÔ 

annually through the port. Most of the iron ore mines are ccm* 
nected by natural waterways to either of the two rivers, namdy, 
the Mandovi and the Zuari, which meet the Arabian sea. The port 
of Mormugao is located at the mouth of the Zuari where it meets 
the sea. During the monsoon when the sea becomes very rough, 
the barges plying in Mandovi cannot approach the port throu^ the 
exposed portion of their course in the sea and hâve to use the shel- 
tered waters of Combarjua canal which connects thèse two rivers. 
This canal is quite narrow and shallow in certain stretches and has 
sharp bends and curves. Thus the vessels hâve to wait long houis 
for high tides. i 



5.66 It has been stated by the Ministry in a note that duxing the 
third plan period not much attention was paid for the improvemeat 
of I.W.T. in Goa. During the last three years, the Goa Administra- 
tion had carried out certain improveménts for the development of 
I.W.T. Thèse include (i) modernisation of lights and navigation 
aidsi (ii) acquisition of ferry laïuxches, (iii) surveys and dredging 
of inland waterways like the Combarjua Canal etc. and (iv) cona- 
truction of new jetties and providing protection wall for ramps etc. 
The setting up of a maritime school at Goa has also been approved 
in 1967 for imparting training to I.W.T. personnel. The construction 
of the school building is in progress and the school is likely to be 
started shortly. 

5.67 The schemes suggested by the Goa Administration for in- 
clusion in the Fourth Five Year Plan for the development of inland 
water transport include acquisition of one dredging equipment con- 
sisting of one self-propelled dredger and two self-propelled barges, 
capital dredging work for widening and deepening of the nanow 
and shallow stretches of the Combarjua Canal, carrying out détail- 
ed hydrographie surveys of inland waterways, expansion of marina 
workshops at Betim, construction of new jetties and ramps, passen- 
ger sheds and other amenities, acquisition of new launches etc. Out 
of thes|e, the Goa Administration has proposed the indusion of the 
acquisition of a dredger unit under the centrally sponsored cate- 
gory. Thèse schemes are imder examination. 

5.68. The Committee cannot ovor-emphasise the iaiiMKrtaiice ^ 
dredifing In the Combarjua canal and ipi the Mandovi aad the Zwl 
river\s though which considérable quantities of Iron ore are traaa- 
ported trom mines to the ports. The Conmiittee are glad to note 
that there is already a proposai for acqoiring a dredgkig eqnipoioiit 
in the Fourth Plan p^od. 

5.69' The Committee understand that considérable damage bas 
been cMused to the agricultaral \a3iA& ou XksX^ i&s3a& ^ Che MÉMh^i 
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and the Zuari rivers. They suggest that steps should be takeo to 
prevent damages heing caiised to agriciiltiiral lands by thèse two 
rivers. The Committee also suggest that the desirability ot spon- 
soring a fleet of beats on a coopérative basis for ttie movement of 
ore from the mines to the ports through the water route may be 
considered. 

E. Kerala 

5.70 The Kerala State has à net work of backwaters, artificial 
canals and tidal rivers, which play vital rôle in the communication 
System of the State. The most important of thèse waterways is the 
West Coast Canal system, which stretche^ from Hosdurg in the 
north to Trivandrum in the south, a distance of about 347 miles ex- 
cept the uncut portion about 29 miles from Badagara to Azhikkal. 

5.71 It has been stated that there are several bottlenecks facing 
thèse waterways. The poor state of maintenance in several reaches 
of thèse waterways is a handicap to speedy movement of goods, as 
the depths are inadéquate and the canal is narrow at a number of 
places. Erosion of the sides of the canal, which occurs during the 
heavy rains obstructs the free movement of boats. The most import- 
ant scheme approved under the centrally sponsored category during 
the Third Five Year Plan was the extension of West Coast Canal 
from Badagara to Mahe costing about Rs. 68*00 lakhs. Also, other 
schemes approved for improvement and development of existing 
stretches of waterways during the Thrid Plan period include im- 
provemeni of Elathur-Kallai Canal, reconstruction of Payyeli lock, 
construction of Kavanchira lock, improvements to the Karamudi 
canal, providing protection to the canal banks, deepening the canals, 
the improvements of jetties, landing ghats, etc. In ail thirty four 
schemes estimated to cost Rs* 145*13 lakhs were sanctioned in the 
Third Plan. It has been stated that most of the works are in advance 
stage of construction and are likely to be completed shortly. 

5.72 It has been stated by the Ministry in a note that for the 
Fourth Five Year Plan the State Planning Board hâve recommend- 
ed a provision of Rs. 380 lakhs for the development of inland water 
transport in Kerala during the Fourth Plan (1969-74). Of this, an 
amount of Rs. 90 lakhs is earmarked for the spill over schemes of 
the Third Five Year Plan and the new schemes taken up during the 
subséquent thrce Annual Plans (1966-69) . Most of thèse schemes are 
in various stages of progress. A few of them, such as, the im- 
provements to Sultan Canal (1 KM only) improvements to West 
Coast Canal M. 21-28 and M. 16-17, acquisition of dredgers and hand 

379 LJ3.- 
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crânes etc. arc yet to be started. The balance of the provision viz. 
Rs. 290 lakhs is for the new schemes proposed on a régional basis for 
the development of I.W.T. in the State. The important schemes pro- 
posed are as given below: — 

1. Works in Cochin Area 

(a) Widening Chambakkara thodu • . • • Rs. 20 lakhs 

(b) opening Irimpna-Pudussery Nadamal Canal • • Rs. 60 lakhs 

2. Improvements for I.W.T. facilities in Beyporc Harbour 

Région Rs. 100 lakh^ 

3. Improvements to West Coast Canal (Quilon-Coc^în 

Section) • Rs. 50 lakhs 

4. Improvements to West Coast Canal (Trivandrum to 

QuUon Section) • . • • Rs. 25 lakhs 

5. Improvements to West Coast Canal (Cochin to Pullot 

Section) ••€..••• Rs. 25 lakhs 



Rs. 280 lakhs 



5.73 The Working Group on Roads and other Transport set up for 
cohsidering the proposais for Fourth Pive Year Plan, considered the 
proposais of the State Government, at a meeting held in November, 
1968 and hâve recommended a provision of Rs. 127 • 15 lakhs for tbe 
development of I.WT. in Kerala in the Fourth Plan (1969-74) under 
the State Plan: 

(i) Spill over Schemes .... Rs. 16-71 lakhs 

(ii) New Schemes Rs. 66-69 lakhs 

(iii) Schemes pertaining to Water Transport Depart- 
ment Rs. 43-75 lakhs 



Rs. 127-15 laUtf 

5-74. Besides the programme proposed as a part of the State Plan 
the State Government hâve proposed an outlay of Rs. 296-60 lakhs for the 
following I.W.T. Schemes in Central Sector under the Centrally Sponsorêd 
category : — 

1. Excavation of Badagara Mahe Canal f spill over 

schemes) Rs. 36-60 lakhs 

2 . Opening of Irimpana Puddussery Canal . . Rs . 60 • od lakhsl 

3. Improvement to I.W.T. facilities at Beypore . Rs. 100 -00 lakhs 

4. Improvement of West Coast Canal (Quilon to 

Cochin) Rs. 50-00 lahfcs' 

5. -do- (Trivandrum to Quilon) * . Rs. 25-oolaldîs'' 
6. -do- (Cochm to Pullot) . . Rs. 25-00 /akhs 



Rs. 296-60 IMb 



ï 
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^.75 The Ministry hâve further stated, "However, recently at a 
: meeting held in the Planning Commission in January, 1969, it was 
.indicated that due to constraint of resources the overall provision 
for the development of I.W.T. in the Central Sector including Ccn- 
trally Sponsored category in the Fourth Plan would be considerably 
less. The State Government hâve therefore been requsted to 
re-examine their proposais and to furnish full détails of only well 
•diined schemes which hâve a bearing on the running of commercial 
viable services in selected régions with their techno-economic feasi- 
bility for exaoïination. This is awaited." 

5.76. The Committee hope that the Ministry of Sliipping and 
Transport woald finalise the Fourth Plan schemes for the develop- 
ment of inland water transport in Kerala State at an eaily date. 
In this copection, the Committee would Uke to empiiassl$e Ihat every 
effort should be made to complète expeditiously the spill-over 

-schemes relating to the Tliird Five-Year Plan and that no schemes 
sanctioned for the Fourth Five-Tear Plan shonid be allowed to be 
rspUled over to the next Plan period. 

F. The Krislma and Godavari Delta Canal System 

5.77. Although the Krishna and the Godavari delta canal Sys- 
tems are primarily irrigation canals, they form vital lines of com- 
mimication Connecting the Kakinda and Maslipatnam ports with 
the industrial town of Vijayawada. Some of thèse canals carry 
• cargo such as iron ore, agricultural produce, foodgrains, etc. 

5.78. During the first two plan periods, there were no proposais 
for the development of navigation faicilities on thèse canals. In 
the draft outline of the Fourth Five-Year Plan (1966 — 71) a provision 

•of Rs. 24.00 lakhs was included in the State Plan for the develop- 
ment of thèse delta canals. However, due to the paucity of funds/ 
resources, no work was carried out during the last three years. 

5.79. In the Fourth Plan (1969—73) the State Government hâve 
:suggested certain schemes for the development of Krishna and 

Godavari delta canals. It has been proposed to deepen the canals, 
-construct three locks, two wharves and two navigation links for 
providing facilities for loading and unloading of materials, to open 
•direct communication with the Railways at Rajamundry and also 
to cater for the transport requirements of the région 

5i>80. The State Governments hâve also been requested to for- 
ward the détails of the proposais indicating technical feasibility, 
Jnstlfloation, etc. of the schemes. 
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5.81. The Committee note tnat the State Governmeiit of Andlm 
Pradesh hâve suggested certafai schemes in the Fourth Five-Year 
Plan for the development of Krishna and Godavarl Delta Canals 
which form vital Unes of communication conneetini^f the Kakinada 
and MasUpatnam ports with the industrial town of Vijayawada. The 
Committee hope that technical feasibility, économie justification, 
etc. of the schemes proposed by the State Government woald be 
completed at an early date. 

G. Mysore 

5.82. The Inland Water Transport Committee (1959) in para Î9 
of their report bave stated: 

**The State Government hâve proposed a scheme of connect- 
' ing the back-waters from Coondapur to Mangalore to form 
a continuôus inland water way providing a vital meam 
of communication in the coastal strip. It was also sug- 
gested that the canal be extended in the North to link up 
wîth the river Systems and their back-waters north of 
Coondapur upto Karwar and in the South to link up with 
the West Coast Canal in Hosdurg in Kerala State. But 
no detailed investigations or engineering surveys havf> 
been carried out. 

The Committee visited the stretch of the coastal strip bet- 
ween Mangalore and Malpe harbours. There are a larc'^ 
number of tile and cashewnut iactories in this région 
which are likely to use this canal for their transport re- 
quirements. Malpe is also an active fishing centre. A 
canal link between Mangalore and Coondapur connect 
ing the back-waters is likely to provide a useful waterway 
between the two ports of Malpe and Mangalore. Thfs 
should be examined on receipt of the traffic survey re- 
port." 
5.83. Asked to state the action taken on this recommendatimu 

the représentative of the Ministry of Shipping and Transport has^ 

stated during évidence: 

"The State Government had earlier intimated that after care- 
ful considération they hâve decided that the scheme re- 
lating to IWT in the State might lie over for the présent 
in View of the huge cost involved and that the ti-ansport 
needs are being met adequately by the network of roads- 
In July, 1968 it had been intimated that after carrying 
out a detailed inquiry and survey of the area a detailed 
report on the scheme rolaMng fo the development o^ 
IWT canal between Mangalore to Coondapur, together 



111 

with the engineering suivey report, estimâtes and plans, 
has been piepared but the exécution of the scheme has 
been deferred by tne State Government for the présent." 

.5.84. The Committee note that the Scheme relatingr to LW.T. canal 
l>etween Mangalore and Coondapur, for which a detailed survey 
jreport was prepared» has been referred by the State Government 
iit présent. The Committee hope that the Ministry of Shipping and 
Transport as well as the State Government concerned would revicw 
the position at a later date when it becomes possible to undertake 
the exécution of the scheme. 

ri. Development of I.W.T. in the Narmada and Tapti 

5.85. In the State of Gujarat, there are two major rivers i.e., 
the Narmada and the Tapti. The river Narmada is navigable for 
about 110 miles in its lower reaches from the sea upto Tilakwada 
b\ différent types of boats and steamers. Larger vessels ply re- 
^ularly between the sea and Broach, a distance of about 30 miles, 
and upstream of Broach, small beats ply. The Tapti river is navi- 
gable in its tidal compartments upto Surat, a distance of about 15 
miles from the sea. The port of Surat was an important maritime 
centre on the river in the past. Detailed hydrographie surveys 
Kîarried out by C.W. & P.C. hâve revealed that it would not be 
possible to develop navigation on the Narmada, upstream of Navgam 
and above Surat on the Tapti in their présent state, because of 
'existence of rocky outcrops and steep slope of the river studded 
with a large number of rapids. It is expected that the construction 
of dams in the upper reaches of the river, with necessary provision 
x)f navigational facilities will improve the prospects of develop- 
ment of navigation in thèse rivers. It has been stated that provi- 
sion of navigational facilities like locks, weirs or latéral canals with 
a view to submerging or by-passing the rapids is very expensive 
and could be considered only if warranted by this traffic potential 
of the région. It is, therefore, essential that the présent traffic and 
traffic potential of the area should be known by conducting a de- 
tailed traffic study of the région to justify the économie feasibility 
of undertaking thèse costJy works. The State Government hâve in- 
dicated that they are taking necessary action for carrying out a 
traffic survey of the Tapti river from Surat to Bhusawal. 

5M. Both thèse river valleys are rich in agricultural, forest 
and minerai resources. It has been claimed that the exploitation 
of thèse will offer traffic in sufficient bulk and it will be economical 
and convenient to carry this traffic costing mainly of timber by 
inland water transport. For this purpose, and consîdering the 
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physical features of the river bank, which is generally about 25^ 
3(K about low water level, it was proposée! to utilise navigational 
facihties aflForded by the river by providing suitahle landing places 
at selected points for developing cargo handling facilities along the 
river by constructing the sloping jetty with approach road. During 
the Third Five-Year Plan, cargo landing ramps hâve been provid- 
ed at Bhadabhat and Samalapitha on the river Narmada and at 
Duras on the river Tapti. Four steel barges hâve also been acquir- 
ed for assisting the river traffic. Expenditure of Rs. 7.76 lakhs was 
incurred for the development of I.W.T. during the Third Plan 
period. 

5.87. It has been further stated that during the Pourth Plan 
period, the State Grovernment hâve submitted proposais for provid 
ing similar cargo landing facilities at selected sites on Narmada and 
Tapti, which may give impetus to the development of I.W.T. The 
State Government hâve also suggested acquisition of one tug and 
6 steel barges to carry traffic from place to place at the ports situat- 
ed at the months of both the rivers. The State Government bave 
be?n requested to fumish the détails of thèse schemes for con- 
sidération. 

5.88. The Committee note that detailed hydrographie siureys 
carried eut by the Central Water and Power Conmiission hâve re 
vealed that it would not be possible to develop navigation on the 
Narmada, upstream of Navgam and above Surat on the Tapti is 
their présent state, because of existence of rocky outcrops and steif 
slope of the river studded with a large nomber of rapids. The 
Committee agrée wlfli the Ministry that it is essential that the pie» 
sent traffic and traffic potential of the area should be fcnowa hr 
condncting a detailed traffic study to jostify the économie feasibiKty 
of undertaldng costly worlcs lil^e the provision of locks» weirs er 
latéral canals etc. for improving the prospects oi develoimat ef 
navigation in thèse rivers. The Committee h^ie that sach a ie- 
tailed stndy will be made in dne course. 

I. Orissa 

5.89. It has been stated by the Ministry of Shipping imd Trans- 
port that inland water transport in Orissa is mainly confined to the 
Mahanadi river and delta canals, namely the Kendarpara, Taldanda. 
Hiçh level and their branch canals. Thèse canals connect Cattack 
with the Paradip Port and serve the needs of both navigation and 
irrigation. Keeping in view the importance of water transport in 
the deltaîc région, due to t\ve development of a ma|or port at Par»- 
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dip during the Third Five-Year Plan, the foUowing schemes were 
approved for the development of water transport in Orissa: — 



Rs. in 

lakhs 



1. Improvcmcnt to the existing Teldanda and High Lcvel 

Canal . . . • 4*68 

2. Lining of canals 6*00 

3. Making Machhagaon canal navigable • • • • 6*00 

4. Remodelling of 7 locks in the Teldanda Canal • • 28' 00 

5. Extension of Teldanda Canal from Paradip lock to the 
proposed pon site 29-00 

6. Purchaseof a dredger . • • . • 6-00 

7. Construction of a new dockyard at Cuttack • . 1032 



Total . . . . 90*00 



5.90. Out of thèse schemes, the work of construction of a dock- 
yard at Cuttack was not taken up by the State Government and 
has been dropped. Loan assistance amounting to Rs. 63.40 lakhs 
was given to the State Government against the expendîture incur- 
red by them on the abovementioned schemes, during the Third Plan 
period. In the draft outline of the Fourth Plan, a provision of Rs. 51 
lakhs was included in the Central Plan for spill-over schemes sanc- 
tioned in the Third Plan as also for the extension of Taldanda Canal 
to Paradip Port. However, as the commencement of the Fourth 
Plan was deferred to April, 1969, the provision of funds, in the mean- 
tlme was being made on an year to year basis. Loan assistance 
amounting to Rs. 15.56 lakhs was given to the State Government in 
1966-67 to complète the works on the schemes sanctioned during the 
Third Five-Year Plan period. Proposais estimated to cost 
Rs. 272.54 lakhs for the development of inland water transport on 
the Mahanadi, extension and improvement of Teldanda Canal, res- 
toration of Orissa Coastal Canal etc. batve been received from the 
State Govemmcmt for inclusion as Centrally Sponsored Schemes in 
the Fourth Plan (196^—74). The State Government hâve been re- 
quested to fumish detailed estimâtes along with necessary traf&c 
studies and cost beneflt ratio. 

5.91. Asked to state the spécifie schemes in which the State Gov- 
ernment are interested, the représentative of the Ministry has stat- 
ed that the State Government envisage development of inland water 
transport in the river Mahanadi from Dholpur to Cuttack» besides 
other small schemes. ^<^ 
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5.92. In reply to the question whether the Ministry hâve examin- 
ée} the question of developing inland water transport in and around 
Chilka, the représentative of the Ministry has stated, "There is no 
proposai from the State Government about Chilka lake." 

5.93. Tbe Committee note the présent position in regard to the 
devclopment of inland water transport in Orissa. They hope that 
the Ministry of Shipping and Transport would examine ihB Fourth 
Plan schemes submitted by the State Government in the Ught o( 
the décisions of the National Development Council that only selected 
and well-defined schemes relating to inland water transport shonU 
be included for .Central assistance onder the Centrally-sponsoied 
schemes in the Fourth Plan. 

5.94. The Committee suggest that the possibility of developing 
inland water transport in the Chilka lake may also be explored. 

J. West Bengal 

5-95. Thé Committee desired to know the présent stage of devc- 
lopment of inland water transport in West Bengal. The Ministry 
hâve informed the Committee that "The Ganga Hooghly river Sys- 
tem and the net-work of tidal rivers in the Sunderbans areas cons- 
titute the most important waterways of West Bengal. Thèse water- 
ways were active means of navigation, forming perennial links bet- 
ween the Port of Calcutta and upper India. But the Bhagirathi 
Hooghly has been relegated into spill channels receiving up land 
water for about 3 months in a year only. There are also some navi- 
gable waterways in the Northern and Southern reaches of the State. 
Over the years due to siltation of river beds, changes in river chan- 
nels, inadéquate upland water supply and the tidal nature of tbe 
deltaic waterways, inland waterway traffic in West Bengal has dec- 
lined in importance. At présent the Ganges from Patna in Maldi 
District to the jimction of river Jalangi, the Hooghly from Nabadwq) 
to the Bay of Bengal, the Rupanarayan, the Ichamati, the estuaries 
of tidal rivers and creeks in Sunderbans area, portion of the xiven 
Torsa, Teesta and the Mahananda in the norfh are generally naviga- 
ble throughout the year. The other rivers like Bhagirathi, Jalangi 
and Mathabhanga which are the main sources of water supply to 
the Hooghly remain eut off from the Ganga for the greater part of 
the year and thèse are navigable only during monsoon. Anumgst 
canals the Midanapur canal, Hijli Tidsd Canal, Orissa Coastal Canal 
and a number of navigable canals aroimd Calcutta ie., drcnlar 
Canal, Beliaghata Canal and Kristopur Canal are generally naviga- 
ble throughout the year. The D.V.C. canal, built for flood control 
and irrigation is open for limited traffic over the year 
on the Hvailability of water. 
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i).96. The river Hooghly though generally navigable in its lower 
reaches has been deteriorating due to inadéquate supplies of head 
water from the Ganga upstream for the greater part of the year. 
The Bhagirathi practically dries up from its ofî-take upto Nabadwip 
during dry months making even navigation by boats impossible. 
This route is only open during monsoon for about two to three 
months due to greater flow of water into the Bhagirathi from the 
main Ganga. With the construction of the Farakka Barrage, which 
will let in adéquate quantities of water into the Bhagirathi-Hooghly 
System, the prospects of navigation in this river are expected to im- 
prove. The trafl&c consists mainly of jute, tea, tobacco, gênerai mer- 
chandise, building materials, straw, vegetables, paddy, Kérosène oil 
«te. 

5.97. In the Third Five Year Plan, a provision of Rs. 60 lakhs 
was made for I.W.T. in West Bengal under the Central Plan and a 
provision of Rs. 33 lakhs was made in the State Plan. The Central 
programme included Rs. 30 lakhs for navigational works in the 
D.VC. Canal, Rs. 15 lakhs for the pilot towing project in the Sunder- 
bans, Rs. 15 lakhs for improvements to the Hijli Tidal Canal and for 
model studies on the improvement of navigation on the river Rupna- 
rayan. An expenditure of Rs. 15 lakhs was incurred on the D.V.C. 
Canal. The pilot project was not proceeded with as the West Bengal 
Oovernment was of the view that since the navigable channels in 
the Sunderbans was steadily receding towards the sea and silting 
up, its maintenances would be expensive. There was also no expen- 
diture incurred on the Hijli Tidal Canal, as this work was taken up, 
since the estimate was reported to be under revision. Under the 
Central Programme, an I.W.T. Training Centre was set up at Cal- 
cutta for training drivers, serangs and masters at an estimated cost 
•of Rs. 137 lakhs. Under the State Plan, an expenditure of Rs- 12 
lakhs was incurred mainly on field investigations model experiments 
and improvement of certain navigation channels. In the draft out- 
line of the Fourth Plan, a provision of Rs. 27 lakhs was made main- 
ly for spill over schemes viz. improvement of the Hijli Tidal Canal 
and the Rupnarayan river. 

5.98. At the instance of the Eastem Région Survey Unit, the 
Calcutta Metropolitan Planning Organization carried out a survey 
of the opérations of country boats in 1966 at about 20 selected ghats 
in the différent waterways of the State. According to the survey, 
a total trafflc of about 70.80 lakh maunds excluding paddy and rice 
was handled in 1966. The Unit has expressed the view that in future, 
the opérations of the mechanised inland water transport along the 
Hooghly will remain confined to the stretch between Fribeni (above 
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Calcutta) and Haldia. This tidal stream has enough water for deep- 
draft inland water transport to ply throughout the year for trans- 
port of jute, jute products, industrial raw materials and finished pro- 
ducts to and from Calcutta docks and other industrial establishments 
located along the banks of the Hooghly with the construction of a 
new major port at Haldia inland water transport over this reach of 
the Hooghly is e:tpected to increase substantially by the end of tbe 
Fifth Plan. Added to this will be the traffic potential of new indus- 
trial plants which are likely to corne up on botîi banks of the Hooghly 
between Calcutta and Haldia. 

5.99. As regards programme for development of inland water 
transport in the Fourth Plan, the State Grovemment had earlier inti- 
mated certain schemes costing Rs. 212 lakhs for carrying out dredg- 
ing and other works for improvement of certain waterways, provi- 
sion of lining, facilities and carrying out hydrographie surveys in 
Sunderbans area. The Conunittee of National Development Council 
has since decided that only selected and well defined schemes of 
I.W.T. will be treated as centrally sponsored schemes. The State 
Government hâve not yet fumished any proposais for inclusion in 
the centrally sponsored schemes. They hâve been requested to sub- 
mit them along with technical feasibility and traffic potential of the 
région for considération." 

5.100. The Committee note that with the construction of a new 
major port at Haldia, inland water transport over this reach of the 
Hooghly river is expected to increase substantially by the end at the 
Fifth Plan and added to this will be the traffic potential of new 
industrial plants which are likely to come up on both banks of the 
Hooghly ri^^et between Calcutta and Haldia. The Committee tmst 
that the Ministry will in coopération with the State Government ttkt 
suitable steps in advance so that it is possible to realise tlia potential 
traffic expected in the inland water transport system in this mAos- 
trial complex. 

5.101. nie Committee hofpe that the State Government will 
fumish proposais for inclusion in the centrally sponsored schemes i» 
the Fourth Flan together with technical feasibility and traffic poten- 
tial of the r^on for considération early. They further hope that the 
Ministry of Shilling and Tran^ort will examine the Fourth Plan 
schemes when submitted by the State Grovemment ^ West Beagal 
in the light of the décision of the National Development Coondl that 
only selected and well-defined schemes of inland water transport are 
included for Central assistance under the centrally spcmsored 
schemes in the Fourth Plan. 

5.102. Asked to state what will be the impact of Farakka Project 
on the inland water transport after the project îs completed; the 
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Ministry hâve stated in a written note "The completion o£ Farakka- 
Barrage will help to develop inland waterways in the région when 
the release of additional flow of water will make the Bhagirathi suit- 
able for navigation by boats and steamers throughout the year. At 
présent the river Bhagirathi is navigable only for 2 months during 
the flood season and the All-India river route through the Bhagirathi 
is opened during that period. Completion of Farakka Barrage and 
ancillary river training and corrective works suggested will make 
the river route between Farakka and Calcutta navigable by vessels 
having a draft of 8 f t. to 9 f t. almost throughout the year, assuring 
that 40,000 cusecs of water would be availablé at the head of the 
feeder canal at Farakka. This will also help the movement of agri- 
culture commodities and the production of cottage and home indus- 
tries in that région. 

5.103. In order to utilise the Bhagirathi as an efficient conveyance 
channel, after the completion of the Farakka Barrage, when an All- 
India river route from Calcutta to Patna — ^upward be opened 
throughout the year, it was decided that the work of the trafflc sur- 
veys and assessing the navigational potential along the Ganga via 
the Bhagirathi be carried out. The Directorate of Transport Research 
of this Ministry hâve been requested to carry out such surveys and' 
assessment of the navigational potential on the proposed improved 
conditions of the Bhagirathi after completion of the Farakka Barrage. 
The Directorate of Transport Research hâve taken up the work 
- relating to the traffic surveys and other post Farakka Studies of the 
navigational potential along the river Ganga between Calcutta and 
Allahabad and the work is in progress." 

5.104. The Committee note that the Directente of Transport 
Research in the Ministry hâve taken np the work rdating to the 
trafflc sorveys and other post-Farakka stndies of the navlfattonal 
potential alon^f the river Gangn between Calcutta and Allahahad and 
the work is fai progress. They would Uke to invite die att^ition of ' 
the Ministry in this connectimi to the lecomBiendation made in para 
4.68 of this Report I 



New Dblhi-1; P. VENKATASUBBAIAH, 

April 24, 1969; Chairman, 

Vaisdkha 4, 1891 (Saka). ' Ez^moiXez CtymnxtX 



APPENDIX I 

(Vide para. 1.12 of the Report) 

2Jote regarding Economies of Inland Water Transport vis-a-vis other 

modes of transport 

Inland water transport can both supplément and complemeDt 
^ther modes of transport and is particularly suitable for transport- 
ing bulk loads of commodities such as coal, ores, oil, steel, heavy 
machinery, chemicals, building materials and foodgrains etc. Water- 
ways ofîer a cheap means of transport particularly for certain kinds 
of traffic both over long and short distances. The inland waten\'ay 
^connecting the hinterland with a port is well known for its rôle in 
the smooth functioning of the Port. Inland water transport pro- 
vides long distance haul of transport by Connecting waten^^-ays as 
well as short distance lighterage between industrial establishments 
and shipping in a port, as in the case of London and Calcutta. 
Although slower in terms of speed in miles per hour, than other 
modes of transport, inland water transport is capable of transport- 
ing a greater quantity of cargo between any two points in lesscr 
time than by any other method of transport provided the waterways 
are well maintained. One of the major factors in favour of inland 
water transport is that except for the initial cost on the provision 
of locks and lining of canals etc. there is very little capital expendi- 
ture to be incurred on the waterways. The annual maintenance 
cost including conservancy for navigation is negligible as compared 
to the maintenance of roads and railways. The maintenance and 
repair cost of inland vessels is much lower than the maintenance 
cost of other types of transport equipment. The capital maintenance 
»cost of inland water transport compares very favourably with other 
modes of transport. The most important factor in the économies 
•of waterway is the relatively low proportion of track costs. Water- 
ways beîng provided by nature, the track costs comprise mainly costs 
of preventing siltation and maintaining navigability. 

For comparing road, rail and inland water trasport costs per 
tonne-Km., it is somewhat risky to généralise on the basis of average 
costs. Therefore, it is necessary to obtain comparative data on costs 
pertaining to spécifie flows of traffic. Moreover in interpreting cost 
data, due attention is to be given to différent economical and tech- 
nological characterstics of each mode of transport, since thèse neces- 
•sarily influence their suitability for différent types oi traffic. How- 
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ever, based on the expérience gained during the last two years of 
running river services, the Central Inland Water Transport Corpo- 
ration Ltd., hâve worked out the cost of inland water transport per 
ton-Km. assuming 75 per cent, utilisation for a lead of about 700 Km. 
on an a ver âge to be 7 73 paisa. The above cost is exclusive of toU, 
if any and expenditure on conservancy works. The cost per ton-Km. 
for road transport varies with distances, road conditions etc. and 
this can be taken on an average as 11 paise per ton Km. This is 
based on opération in the Eastem Zone of the country between: 
Calcutta /Gauhati and Ranchi and Haldia. 

In this connection, a note prepared by the Directorate of Trans- 
port Research is also enclosed. (Annexure). 



1 ANNEXURE 

A Note on the cost of transport hy inland water transport^ road 

transport and railways 

The cost of opération per tonne-Km. of any mode of transport 

•dépends upon various factors. The cost of opération of inland water 
transport, for example, dépends upon a host of factors, viz.y the size 
of the vessel, utilisation factor, condition of channel, availability 

•of night navigation, nature of cargo, handling facilities at the ghats 
etc. The cost of opération of road transport dépends upon the size 
of the vehicle, utilisation factor, condition of the road, average lead 
and load of commodities, etc. Similarly, the cost of opération of 

.goods train dépends upon the cost of terminal services, marshalling, 
line, haul, transhipment, gauge etc. A change in any or ail the 
factors is bound to afîect the cost of opération, per tonne-Km., of 
any mode of transport. As such while comparing the cost of opéra- 
tion of différent modes of transport, one should be extra cautious. 
Assumptions under which each cost is worked out must be looked 
into before striking a comparison. Then again, while comparing 
the cost of opération of différent modes of transport, the terminal 

•costs should also be duly considered. It may be remembered that 
in case of road transport, door-to-door facility exists, whereas in the 
case of I.W.T. and railways, additional handling charges are requir- 
ed to be incurred at ghats and railway stations respectively and 
between ghats/railway station and the point of origin/destination. 
Lastly, the savings in time in case of road transport/railway vis-a- 
vis inland water transport should also be accounted for through ap- 
propriate money values. We may now pass on to the cost of opéra- 
tion of différent modes of transport. 

Cost of opération of inland water transport: 

Based upon the data supplied by the I.W.T. Directorate of this 
Ministry, the cost of opération of inland water transport has been 

estimated as under : 



Stretch of the river Ganga Approximate cost of opération per tonne — Km. 

(in paise) 



With night navigation Without night nivi- 

gation 

Allahabad-Mirzapur lo 13 

Buxar-Rajmahal 5 7 
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The diflEerence in the cost of opération on the two stretches given 
above is due to the différence in the number of shaols to be nego- 
tiated on the two stretches. 

The cost of opération is based on the cost of opération of two 
push-tow units of the I.W.T. Directorate, at présent stationed at 
Patna. Thèse vessels are about 10 years old. While working out 
the cost of opération, the utilisation factor has been taken as 75 per 
cent of the capacity. Interest on the capital has been calculated 
<§) 5f per cent per annum. 



The cost of opération given above does not include terminal costs 
which vary from ghat to ghat and from season to season due to shift 
of channel from the main ghat necessitating a longer lead. 

Road Transport Costs: 

The Road transport costs also dépend upon numerous factors 
including the size of the vehicle, vehicle utilisation, speed of the 
vehicle, road conditions, tax élément etc. 

According to the figures coUected by the Road Transport Taxa- 
tion Enquiry Committee, the road transport costs amount to about 
one rupee per vehicle mile — ^though it varies somewhat from State 
to State and from firm to firm. This amounts to about 62 paise per 
vehicle-Km. The costs per tonne^Km. would dépend upon the load 
carried. At 10 tonnes, it would amount to a little more than 6 paise 
per tonne-Km., whereas at 7 tonnes, it would be about 9 paise per 
tonne-Km. In thèse costs estimâtes, the interest costs bave been 
taken at 12 per cent per annum or above.* 

According to a Study done by World Bank of India Coal Trans- 
port Study Team, the cost to the economy of hauling one tonne of 
Kîoal amounted to 4*61 paise per tonne-Km. for a 13 tonne tractor/ 
semi-trailer unit and 4*25 paise for a 19 tonne tractor/semi-trailer 
\mit for 500 Kms. lead.** 

The Road Transport costs also vary with the vehicle utilisatipn 
factor. Thus according to the Road Transport Taxation Enquiry 
Committee, with the vehicle utilisation of 1,500 miles per month 



•Final Report of the Road Transport Taxation Enquiry Ccromittcc, Mir'Mîv cf 
Transport & Shipping, Novembcr 1967, (Anncxure-5). 

♦• Sec Final Report of the Committee " on Transport Policy and Coordiration 
Planning Commission, January 1966-Page 26. 
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or 50 miles per day, the cost was estimated to be of the order of 
144 paise per vehicle mile, whereas for vehicle utilisation of 3,000 
miles per month or 100 miles per day, it will corne down to 98 paise 
per vehicle mile and so on.** Thus the road transport costs can 
be reduced cons^d^rably if vehicle utilisation could be improved, 
to say, 200 miles per day. 

The road transport costs also dépend rather significantly on the 
road conditions. Thus according to a study done by the Transport 
Research Division of the Ministry of Transport and Shipping, the 
cost of road transport per vehicle-Km., with the existing condition 
of Bombay-Poona Road was of the order of 72-53 paise per vehicle 
Km. The cost would, however, go down to 52*35 paise per vehcile 
Km., on a new/improved Bombay-Poona Road, thus bringing about 
a saving of 20 18 paise per vehicle-Km. — ^which is a réduction in road 
transport cost of the order of 30 per cent. ® 

Rail Costs: 

The rail costs also dépend upon a number of factors, including 
the gauge, the load size (whether wagon load or smalls) and various 
other éléments of costs including terminal costs, marshalUng, tran- 
shipment etc. The average rail costs of broad gauge in 1967-68 was 
estimated at 4 paise per tonne Km., whereas the same was G-30 paise 
per tonne Km., for mètre gauge and 17-64 paise for narrow gauge. 
The costs vary from railway zone to railway zone even within the 
same gauge system. Thus, within broad gauge System, the cost per 
tonne Km., varied between 324 paise for South Central Railway, 
3 85 paise for South Eastern Railway to 538 paise for Southen 
Railway and 5:13 paise for North East Frontier Railway. Similaiiy 
the variations were also considérable within the mètre gauge system, 
where the costs varied between 4- 79 paise per tonne Km., on Westen 
Railway, 5*70 paise for North Eastern Railway to 7*14 paise far 
Central Railway and 10*77 paise for North-East Frontier Railway. 
The variations are even greater in the case of narrow gauge system 
where the lowest costs were 10*56 paise on Eastern Railway, thou^ 
it was as high as 46* 54 paise for Northern Railway and 101-16 paise 



•♦ Final Report of the Road Transport Taxation Enquin- Committcc, MimsH) of 
Transport & Shipping, November 1967-Page 38. 

^ Economie Appraisal of BombaN-Poona Road, Voluirc-Iî, Pagc-iç. 



for North-East Prontier. The table b^low gives ail thèse figures at 
a glance. 

(In paise per tonne-Km.) 



Railway Zone 



Cost including interest 



B.G. M.G. N.G. 



(I) 



(2) 



(3) 



(4) 



Central 

Eastem 
Northern 

N. Eastern 

North East Frontier 
Southern 

Soudi Central 
S. Eastem' 
Western 



Averages 



4-25 



4-24 



3-24 



3-85 



714 1388 



10 56 



381 587 4654 



5-70 



5*13 10-77 101.16 



5 38 6.57 22 -80 



6*97 25-69 



13 80 



361 4-79 , 1169 



4*00 



6-30 . 1764 



Soêexêi Simplement to thc Report by thc lUilway Boacd on Indian Railwim for 1067-68 
(StatistKal statemcnts) Ministry of Rtîlway (RdOways Botid) New Delhi, i9Ï^. 

The rail costs also vary rather considerably depending upon the 
size of the load i.e. wagon load or smalls. The foUowing table gives 

379 LJS- 
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the figures of estimated cost of movement of one tonne of goods by 
rail for various distances for two tractions — steam and diesel. * 



RAIL 



Distance 



Full Wagon Loads Smalls 

(23 tonne wagons) 

Steam Diesel Steam Diesel 

Rs. Rs. Rs. Rs. 



(I) (2) (3) (4) (5) 

50 Kms. . . 6-07 5-72 17*63 17-19 

100 Kms. . 7-56 677 19*49 i8-d2 

200 Kms. . . 11-09 9-75 29-50 27-76 

300 Kms. . 1572 13-61 41*38 38-77 

400 Kms. . 20-o6 17-28 46-57 43'iP 

500 Kms. • . 24-61 21-65 5784 53*49 

800 Kms. 37-11 3154 74'75 65-64 

1000 Kms. 45*94 3898 86-29 77*6o 



Note: Thcsc figures rcUrc to <<financial costs" at 6pTccnt intercst. 

It will be seen that for full wagon loads for thousand kilomètres 
distance, the cost was of the order of 4*6 paise per tonne4Cm. for 
steam traction and 3 9 paise for diesel traction, whereas the same 
amounted to 8*63 paise for smalls with steam traction and 7-76 paiae 
for smalls with diesel traction. 

Summing up: 

Given above are some illustrations of the costs of transport by 
Inland Water Transport, Road and Rail. The figures are not coin- 



•J.T.G. Report No. 1^, Transport Cost Studies, Rail & Road Transport. Joaiî 
Ttechniod Group for Transport Planning, Planning CommiaikMU Ncfi' Ddki 

Novcmbcr 1967, Page- 124. 
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paiable because of the varying assumptions involved, for example, 
while fur the I.W.T. and rail, the interest charges are generally taken 
ai 5 to 6 per cent per annum, the ro^d transport costs include inter- 
est charges of the order of 12 per cent or above. The figures of 
costs also relate to diifep'ent periods. The tax élément also varies 
signiflcantly from one mode of transport to another. Thougb it 
forms part of the cost of transport to the user, it is not really a cost 
to the economy and, therefore, for inter-modal comparison, tax élé- 
ment will hâve to be excluded first. Similarly, it is also to be 
borne in mind that while road transport provides door*to«door ser- 
vice, in the case of rail and I.W.T. , an additional cost has to be 
incurred for bringing the goods from the point of origin to the rail- 
way/ghat and from railway station/ghat to the point of destination, 
which involves apart from additional transport costs by road also 
an extra transhipment at each end. Thèse adjustments would hâve 
to be also made before a eomparison can be attempted. Another 
aspect to be borne in mind is the service characteristics. Différent 
modes of transport provide différent quality of service including 
speed, reliability of delivery timings, pjlferage, and whether it is 
a personalised service or not, which ail reflect themselves into élé- 
ments of costs of distribution, such as, înventory cost, insurance cost, 
packaging cost etc. so that a user may prefer a partieular mode of 
transport to another, say road to rail, even if the per tonne-Km. road 
transport costs are higher than the per tonne-Km. raîl transport costs 
because to him, the total distribution costs by road might be less 
than the alternative of rail shipment (because of the above consi- 
daratioDs). Tiiis is true particularly in the case of high-valued com- 
modities, whara inventory costs and co^ts of packaging/insurance are 
-iignificant and value of time» and even more so of reliability of 
driivary times, it kifh. 



APPENDIX n 

(vide para 2.3 of the Report) 

The functions of the Inland Water Transport Directorate as 
down under the Ministry of Transportas resolution No. 7-rWT(65)/W 
dated the 23rd February 1965 are as foUows: — 

(a) to study the transport requirements of the country with i 
view to coordinate inland water transport ivith other modei 
for — î 

(i) immédiate requirements; and 

(ii) long term planning. 

(b) to study the existing waterways in the country and f(v* 
mulate schemes for their improvement; 

(c) to prépare technical reports oti design of waterways aod 
connected structures; 

(d> to formulate proposais for extension of navigability of 
inland waterways for immédiate and short term implemes 
tati<Mi having regard to availability of water under Irrifi' 
tion on Power Multipurpc^ Projects (in consultation witb 
the Central Water & Power Commission) — ^including auy 
spécial project to be undertaken purely for navigation; 

(e) to investigate and prépare project reports design and estàr 
mates after carrying out necessary structural and hydrto- 
lic model test for the above in consultation with and co- 
ordination with the State Chief Engineers concemed aid 
the Central Water & Power Commission. 

(f ) to study modem development, in ail aspects such as im* 
proved design and craft, navigational aids» terminal ftd- 
lities and conservancy; necessary research would also te 
carried out; 

(g) to draw up standards for classification of waterways, siie 
of locks and clearance under bridges, etc; 

(h) to set up suitable training establishments for training of- 
(i) diesel mechanics; 

(ii) deck and engine room personnel; and 
(iii) conservancy and technical staff; 

126 
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(i) to render technical advice to the Central and State Govem- 
ments on Inland Water Transport matters. 

The Directorate will also ensure proper co-ordination with the 
Central Water & Power Commission and the Army and Naval 
Headquarters particularly on the foUowing aspects of development 
cmiceming Tnland Water Transport: — 

(i) planning co-ordination and training of personnel; 

(ii) traffic; 

(îiî) civil engineering; 

(iv) navigation, conservancy and dredging; 

(v) naval architecture and marine engineering; 

(vi) investigations and surveys; 
(vii) Project reports; and 
(viii) design and research. 

The Directorate also carries out technical examination of the 
schemes received from the State Govemments and renders technical 
advice on the problems connectée with inland water transport. The 
overall supervision of the Régional offices at Patna and Gauhati also 
conîés uhder the responsibility of this Directorate. 

The functions of the Régional office of the Directorate at Patna 
are as follows: — 

(i) conducting hydrographie survey in the région; 

(ii) marking of navigable channel departmentally, pilotage and 
snag clearance; 

(iii) river conservancy of Ganga and dredging where required; 

(iv) pilot services by pusher tugs and barges; 

(v) proper maintenance of craft of the I.W.T. Directorate. 

The foUowing craft are under the charge of the Patna office: — 

(i) Pusher Tugs— ("Ganga" & "Bhagirathi") . 

(ii) Steel (dump) Barges — 8. 

(iii) Survey Launches ("S.L. Survekshak" and "S.L. Dehing"). 

(iv) \T Cutter Suction Dredger (Buxar) 1, 
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The fimctions of the office of the Administratori Pandu and Jogh 
gopa Ports (Gauhàti) are as foUows:— 

(i) to look after the development of Pandu and Jogigopa Ports 
in liasion with the Government of Assam; 

(ii) to carry out hydrographie surveys of the river Brahma* 
putra especially in and around the Port area and mainten- 
ance of the navigable channel in the Brahmaputra in dose 
co-ordination with thé Cêntirld Inlattd Water Transport 
Corporation; 

(iii) to look after the matters relating to the development of 
inland water transport in the Brahmaputra; 

(iv) administration of Pandu and Jogigopa Ports vrhen fully 
developed as Major Ports. 

One Survey Launch *'Ghogra'' is under the charge of the Adminis- 
tra tor, Pandu and Jogigopa Ports.* 



^At the time of factual vérification the Ministry hâve stated that: 

(i) '*The functions of the Inland Watar Transport Dtrectorate mn 
tioned in paras, l and 2 are those laid down In the Ministry of 
TransiM>rt Rétolution No. 7-tWT(60)/04, datèd the 23rd FWruify. 
1965 and the functions indicated in subsectueni paragrapbs bt- 
came applicable with the merger of the erstwhile Ganga Brahma- 
putra Watèr Transport Boatd with the blrèctorate.'^ 

(ii) 'The postof Chief Etigineër-cum-Adm(nistrator bas since bélB 

filled." 
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Nom of Agent 



Agency 

Ko. 



SL 
No. 



Nàme of Agent 



Ageney 
No. 



I — 



I DELHI 

• JdnBook Agence» Coq- h 

ocnght Place» New Delhi. 

SatNuain ftSont, 3MX» 3 

. Mohd. AU Bazar, MoH 

I G«te»DelhL 

I 

\ AtoM Ram ft Sont, Kaih- 9 

mereGi^Delbf-6. 

• J. M. Jaina ft BiothcKt, ii 

Mori Gâte» DelhL 

% TheCential NewiAgeacT, iS 

23/90» Connaoght Place» 
NewDdhi. 

% The Bofdiah Boiok Store, lo 

7-L, Gonnao^ Cfarcoa, 
NewDdhi. 

10. t^wiw^i Book StOTe, 42, 33 
Municipal Maiket, Janpath. 
New DelUL 

|i. Mvee Biothen, x88 La»- a? 
patxai Market» Delhi-6. 

sa. Jtyana Book D^ot». Cbap- 66 

parwala Kuan, fCarol fiagb, 
New Delhi. 



33. Oifoffd Bookft Stationeiy 

Company» Sdndia Hoose^* 
Oonnaught Place» New 
Delhi— I. 

34. People*s Publiihing Home» 

Rani Jhansi Road» New 
Delhi. 

35. The United Book Agency. 

48, Amiit Kaur Markst» 
Pahar Gani» New Delhi. 

36. Hbd Book Hoose» 81» 

Janpath» New DdhL 

37. BookweD^ 4* Sant Naiao- 

kari Cok>ny» Kîngtway 
Camp, DcIhi-9. 

MANIPUR 

38. Shri N. Chaoba SInffh. 

News Agent» Ramlal Pad 
Hîgh Schod Annexe» 
ImphaL 

AGENTS IN FOREIGN 
COUNTRIES 

39. The Secretary» EatabUsb- 

ment Department» The 
High Coomiasion of Indis, 
India House.Aldwycfa» 
LONDON W.C— a. 
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